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Each progressive step of the ROCK ISLAND LINES is 
part and parcel of the Program of Planned Progress 
inaugurated in 1937. Under this Program is a solid 
foundation of fine railroading tradition reaching back 
92 years...to 1852 when the ROCK ISLAND LINES 
were established. 


Only upon such a foundation could such a Program 
be built. 


With fine modern equipment and 8,000 miles of 
well-maintained right-of-way stretching through 14 
middle western states, the war found this railroad 
system ready. It was equal to the kind of a wartime 
job which is justifying America’s patronage and 
admiration. 
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In 1944...still keeping ahead of its war job... 
ROCK ISLAND introduced a fleet of powerful, fast 
Diesel freight locomotives and a fleet of the latest 
type steam freight locomotives. Preliminary instal- 
lations of radio communication between dispatcher, 
engineers and freight conductors were made. Cen- 
tralized train control—the miracle of modern rail- 
roading —was proved and further developed. 

ROCK ISLAND is continuing to move onward and up- 
ward ... still planning. With the coming of peace, you 
will find ROCK ISLAND ready for that glorious era, too. 


As yesterday—and today—so tomorrow ROCK ISLAND'S 
sole purpose is to provide the finest in transportation. 


OCTOBER 10th—92nd ANNIVERSARY 
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IR SHIPMENTS both ways between the 
United States and Mexico now can be 
made at rates low enough to warrant the use 
of air shipping all the way in regular, day-by- 
day transactions. Airfreight, used in conjunc- 
tion with American Airlines International Air 
Express, makes this possible. 

From cities in the United States, cargo 
is shipped to Fort Worth or El Paso by 
Airfreight; then, to Mexico City or Monterrey 
via American Airlines International Air 
Express. For cargo from Monterrey or Mexico 
City to points in the United States, the process 
is reversed. 


At present, Airfreight is available in less 


A Practical, Profitable Combination 
for Air Shipments to and from Mexico 


Airfreight 


AND AMERICAN AIRLINES INTERNATIONAL AIR EXPRESS 


For complete information write 






volume than many interested shippers would 
wish. Commercial Airfreight cargo does not 
occupy space needed for vital war traffic; 
hence, current capacity is small. Nevertheless, 
the present operation of Airfreight offers 
shippers an opportunity to test and perfect 
plans for its greater postwar use. 

Airfreight is offered in 43 American Air- 
lines cities and adjoining communities. Rates 
are set in four classifications, and include pick- 
up and delivery at the points in the United 
States where Airfreight can be obtained. 
Shippers everywhere in the United States can 
take advantage of Airfreight, however, by 
using coordinated trucking service. 






AIRFREIGHT Division, American Airlines, Inc. 





100 East 42nd Street, New York 17, N.Y. 


AMERICAN AIRLINES »... 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE 
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For years we have advocated, with indifferent 

success, that those who use public facilities— 
facilities provided by public taxation—for commercial 
profit should pay adequately for that use, not only 
because the public is entitled to that return on its 
money but because any other policy creates unfair 
transportation competitive conditions, since the rail- 
roads pay for everything they use. 

Motor transport, though everybody is not satisfied 
that it pays enough or that its payments are made 
according to sound principles, does, at least, pay for its 
commercial use of the public highways and itself does 
not oppose the principle, though it does not agree that 
it does not pay sufficiently. 

Commercial waterway operators pay nothing for 
their use of this public property which, though it is, as 
they assert, furnished by God, or Providence, or Nature, 
or what have you, is still improved, and deepened, and 
maintained at great public expense for commercial 
navigation purposes. They, thus, not only get some- 
thing for nothing from the taxpayers, but they offer 
unfair competition to other transportation agencies 
that must pay for their facilities. 

Now we have a rapidly expanding air transport 



























A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
prineiples thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 




















Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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also profiting from public aid. Of course, it is not pro- 
posed that air transport pay for its use of the air, 
which might be considered as publicly owned, for the 
public is at no expense to maintain the atmosphere or 
the stratosphere, but it does profit by free use of ter- 
minal facilities—air ports—and the like, and the pro- 
posal is that it also should pay for those privileges 
when employed commercially, whatever may be done 
in the matter of national defense. 

There is nothing new in all this, but the subject 
has recently come strongly into the limelight through 
a report to the National Industrial Traffic League by 
its special committee:on transportation policy. That 
committee was composed of Charles W. Braden, chair- 
man; Lowe P. Siddons, H. J. Carroll, H. A. Gillis, J. W. 
Holloway, E. C. Kitching, F. A. Leffingwell, J. George 
Mann, W. A. Moore, R. J. Newberry, L. F. Orr, Lee J. 
Quasey, A. J. Ribe, and A. H. Schwietert, with W. H. 
Day, F. F. Estes, and Charles R. Seal, ex officio. It 
did a splendid job, though the League, as we have 
previously pointed out, dealt shabbily with its report 
in many respects. The adverse action of the League 
in the matter about which we are talking was brought 
about partly because the report, sent in advance to 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Standardization of state regulations as to weights and 
dimensions of motor transport units. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to give the sert of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 
Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, ~ 
Repeal the land grant rate law. 
’ Abolish circuitous routing of freight. 
Curtail free passenger transportation. 
Ration rail passenger travel. 
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members of the League for their information but to 
be regarded as confidential until acted on by the League 
at its annual meeting, was not so held in confidence 
by some, but was used by certain members to organize 
4 pressure movement in the interest of their own views; 
partly by the fact that some members found it to their 
own selfish advantage to oppose the proposed action; 
and partly because a lot of members just don’t think 
or care enough about sound principles to fight for them 
or even to make up their minds about them. So the 
committee recommendations in this respect, as well as 
in some others, failed. But we think we could do no 
better at this time in the interest of a good cause than 
to reprint what the committee said on this matter, 
though the substance of it has already been published. 
This is it: 
Inland Waterway Transportation 


Shortly after 1900, public interest began to be directed 
towards the conservation of natural resources. There was soon 
coupled with it, as a good political issue, “cheaper transporta- 
tion,’ the development of inland waterways, with program for 
canalization of rivers, partly to open them up for modern 
navigation and partly for avowed purposes of flood control and 
conservation of the country’s natural resources. The car short- 
age of 1906 and 1907 gave additional impetus to the movement. 
The railroads at that time were unable to meet the demands 
made upon them and their operations, along with those of the 
entire industrial machinery of the country, were seriously 
hampered, and which brought forth advocates holding that 
water transportation facilities would be an aid rather than a 
hindrance to railroads. These improvements have been paid 
for very largely by taxation. 

The appropriations for waterway improvement coming 
under the Rivers and Harbors Committee of Congress, it has 
often opened the gates to the public treasury by notorious 
log-rolling or pork-barrel activities and local political consider- 
ations, unrestrained as to the total economic cost of transporta- 
tion and without due consideration to the effect of rates on the 
movement of traffic or general or public interest. 

There has been no really scientific investigation of the 
feasibility of waterway development in the United States. Reg- 
ulation of water transportation has been placed under the 
Interstate Commerce Commission, the same as rail and high- 
way, thus being given a standing before the Commission 
generally equal to that of the railroads and highway trans- 
porters. We have, however, failed to get to the root of the 
uneconomic position of many river and canal operations, which 
arises primarily out ‘of unjustified Government expenditures 
for improvements and not out of the operations after the im- 
provements have been made. In any consideration of the cost 
of transportation by waterways, all factors must be included to 
arrive at the total economic cost, including not only the cost 
of carriage but the cost of rendering the waterways navigable 
for the purpose of modern navigation, modern facilities and 
the cost of maintenance thereof. The Interstate Commerce 
Commission in its 52nd Annual Report (1938) had this to say: 

Any appraisal of the relative economy and real utility of the various 
types of carriers must clearly take into consideration the part of the 


capital cost which is borne by the Government and to the extent to 
which this imposes a burden on general taxation. 


__ The National Transportation Committee (so-called Cool- 
idge Committee) in its report of February 13, 1933, on inland 
waterways, reached the conclusion that inland waterway trans- 
portation should be on a self-supporting basis. 

In the foreword to the Report on ‘Public Aids to Trans- 
portation,” the former Coordinator of Transportation (the late 
Joseph B. Eastman) stated: 


It is clear that in the case of the waterways which have been con- 
structed and maintained at public expense, no direct or indirect 
payments are, with a single exception, made by the users by way of 
relmbursement for the annual costs incurred. The exception is the 
Panama Canal, where the users are charged tolls which cover such costs 
in large part. (Volume I, page VI.) 


The Advisory Committee for the Transportation Study of 
the National Resources Planning Board in its report on “Trans- 
ghia and National Policy” stated in its conclusions (page 


The maintenance of inland waterways and future waterway develop- 


ments should be made contingent upon the possibility of financing 
through tolls. 
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In the case of proposed addition to the country’s railroad 
system, the Interstate Commerce Commission decides whether 
the new railroad shall be built. It would seem that a similar 
impartial board or the Interstate Commerce Commission, 
which now regulates transportation upon the waterways, 
should be given the authority to determine whether a pro- 
posed waterway is needed for navigation purposes and shall be 
added to the country’s transportation system. 

There is one instance of a proposed waterway having been 
subjected to the test of public convenience and necessity, al- 
though those who were called upon to apply the test (Inter- 
state Commerce Commission) did not have the authority to 
decide whether the waterway should be created. It is referred 
to on page 30 of the 53rd Annual Report of the Interstate Com- 
merce Commission. 

Briefly stated, in the Rivers and Harbors Act, approved 
August 30, 1938, Congress authorized the construction of a 
waterway from the Ohio River to Lake Erie. The waterway 
was to be created by the canalization of the Beaver and 
Mahoning Rivers in western Pennsylvania and northeastern 
Ohio and the construction of a canal from the Mahoning River 
to Lake Erie at or near Ashtabula, Ohio, at an estimated cost 
of $240,000,000, and with an annual operating maintenance and 
carrying charge of $12,000,000. The President first referred the 
Report of the Board of Engineers to the National Resources 
Committee, which suggested that an additional study and 
analysis should be made of the project as regards the public 
convenience and necessity of the waterway. Acting upon this 
suggestion, the President asked the Interstate Commerce Com- 
mission to investigate the subject and make a report to him. 

In October, 1939, the Interstate Commerce Commission 
made an adverse report to the President. The Commission 
found the proposed waterway would mean a traffic loss to the 
railroads of some 56,000,000 tons per year, which*the railroads 
could ill afford; that the railroads have ample line and terminal 
capacity to carry any traffic that is likely to develop for many 
years to come; and that the public has a vital interest in the 
protection of the revenues of an agency of transportation whose 
services are available the year around and to large and small 
shippers on equal terms. 

At its 1933 Annual Meeting, the League adopted the fol- 
lowing recommendation of the Executive Committee with 
respect to tolls: 


Your Committee opposes the assessment of tolls against water- 
borne traffic designed to return the prior investment in water facilities, 
but does not oppose such tolls as will provide for the future main- 
tenance and improvement thereof, such tolls to be determined after an 
unbiased investigation as to the reasonableness thereof. 


The Special Committee accordingly submits to the League 
the following recommendation for its consideration and adop- 
tion, and which means that common, contract and private car- 
riers who use the waterways in the conduct of their business 
should pay reasonable “user charge” to cover the expenses of 
the Government in creating, maintaining and operating water- 
ways and associated transportation facilities: 

The Special Committee recommends that the League go 
on record as endorsing the principle that user of inland water- 
way facilities created at public expense and now in existence 
should pay a reasonable user charge for navigation maintenance 
and special services or special facilities provided, and that with 
respect to new projects reasonable user charge should be paid 
in proportion to the benefit received and navigation maintenance 
and special services or special facilities provided; that before 
Congress appropriates any money for any waterway projects 
for which a transportation value is claimed, it should have a 
finding from the Interstate Commerce Commission that the 
additional transportation is necessary and that there is suf- 
ficient traffic to justify utilization of such waterway project. 

The adoption of such a policy would have the following 
advantages: (1) it would remove the element of unfair com- 
petition inherent in the present system of subsidizing water 
transportation; and (2) it would cause a careful scrutiny of 
particular waterway projects which are proposed from time to 
time to see if they would be self-supporting. User charges 
should be adjusted somewhat in accordance with the ability of 
the traffic to stand the charge and assessed where they are 
justified by special services and special facilities. 

Airports 

Airports are almost invariably supplied by municipalities, 
groups of municipalities or counties, with few exceptions. The 
United States is served by some 2,800 airports, of which 750 are 
suitable for transport airplanes. Expenditures on non-military 
airports have amounted to some $800,000,000 and from the 
public treasury. There seems to be a general agreement that 
for the present private capital alone cannot be expected to pro- 
vide an adequate airport system. The airlines have only a 
rental to pay for their terminal facilities. 5 

In addition to the foregoing, the government provides 
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without charge lighted routes, beacons, traffic control stations, 
weather services, lighted, paved, maintained airfields for emer- 
gency landings. 


Public Aids to Scheduled Air Transportation 


Substantial public aid has been extended by the govern- 
ment to scheduled air transportation as well as to other than 
scheduled air transportation, the Government thus carrying out 
its previous policy of extending public aid to transportation in 
the development period. The former Federal Coordinator of 
Transportation devoted Part II, Volume 1, of his report on 
“Public Aids to Transportation” to a considerable discussion 
on the subject. That enlarged expenditures of airways, airway 
services and airports required for safe and efficient operating 
will undoubtedly be made by the Government, thus increasing 
the amount of public aid conferred on the users of aircraft. 

Though the service it renders is small in volume, this new 
form of transportation fulfills a public need, as is evidenced 
by the growing use of its several services, and that it has im- 
portant collateral benefits for civil aviation generally and for 
the national defense and well-being. 

Scheduled air transportation has and will doubtless con- 
tinue to be vitally dependent upon the navigation aids and 
airport facilities provided from public funds. Most airline oper- 
ators have now established themselves. The air carriers render 
special services very different from those performed by the 
railroads and other transport agencies. In general the air car- 
riers are developing a transportation system that is both com- 
petitive and supplementary to the surface carriers. As to 
domestic transportation, there is no pioneering in the direction 
of opening up new sections of the country with questionable 
traffic return. The Committee is of the opinion that air trans- 
portation must eventually be placed on a self-sustaining basis 
and with their rates and charges giving due recognition of the 
economic cost of the service so as to enable the self-sustaining 
policy to be effectuated. 

The National Industrial Traffic League endorsed a “bene- 
fit” basis of cost allocation in transportation improvements. The 
expenditure of public funds on transportation affords to the 
user certain “benefit” and which is quite marked in air trans- 
portation and made possible by public aid. The Committee in 
its viewpoint simply adopts the policy of the League. There is 
danger, however, of over-expansion of air transportation facili- 
ties, particularly airports, without due consideration of avail- 
able traffic. The Committee does not, however, consider that 
such over-expansion of air transportation facilities to meet 
local pride should be saddled on scheduled air routes, meeting 
the true test of convenience and necessity. 

It is the view of the Special Committee that air transpor- 
tation can no longer be considered in the pioneering stage, as 


we once knew the meaning of such expression. The facility of 


air transport, the plane, has been largely perfected, terminal 
facilities (airports) are largely provided at public expense. 
investment is necessary in roadway or highway. The Special 
Committee is therefore of the view that ultimately all phases 
of aviation should be put on a self-sustaining basis, including 
a reasonable user charge for airports, just as has been the pro- 
gressive objective in regard to highways. The characteristics 
of air passenger transportation are such as to include in pas- 
senger rates due recognition of the economic cost of the service 
so as to enable the service to be placed on a self-sustaining basis 
as soon as practicable. 


Land Grant Rate Repeal 


Senator Reed, of Kansas, in a separate statement of his 
views on H. R. 4184, the land grant rate repeal bill reported by 
the Senate interstate commerce committee (see Traffic World, 
Dec. 2), said that, while he definitely favored passage of the bill 
and expected to support it in the Senate, he did not agree with 
the amendment adopted by the committee, under which repeal 
of the land grant rates would become effective when the differ- 
ence between the commercial rates that normally would be 
charged and the land grant rates actually charged reached 
$68,272,770. The committee amendment provided that that 
amount should be placed in a fund under the direction of the 
Secretary of the Interior, and that the money should be used 
to purchase lands in certain states, such lands to be held for 
sale to veterans of the present war when released from military 
service. 

Senator Reed said he did not agree with the amendment, 
“not because I am not in entire sympathy with both the removal 
of land-grant deductions and the benefit to members of the 
armed forces, but because I think we are combining two dis- 
tinct and wholly incompatible forces.” 

“Why we should undertake to keep an illogical practice in 
effect,” he said, “until a definite sum has been collected and 
turned over to the Secretary of the Interior for a purpose en- 
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tirely separate and distinct from transportation or commercia] 
business is entirely too much for me to understand or explain,” 

He said that the bill passed by the House was a “logica]” 
bill, but that the Senate bill as reported was “a thoroighly 
illogical bill.” He said he found no possible justification fop 
undertaking to mix “alien elements,” and no basis of logic or 
reason in undertaking to maintain the land grant rates in effect 
until a certain sum was: collected for apportionment among 
some states, under administration of the Secretary of the In. 
terior, “who has nothing whatever to do with transportation or 
the rates charged for transportation, and for a purpose entirely 
distinct from any issue involved in this bill.” 

_ He stated that land grant deductions on government traffic 
that had moved in the war period had amounted to “something 
like $20,000,000 a month.” He maintained that, assuming that 
the original grants to the railroads amounted to $125,000,000 by 
1938 the government had received rate deductions amounting to 
“something like $155,000,000.” The fund of $68,272,770 to be 
set up under the bill as reported by the Senate interstate com- 
merce committee, he said, was “assumed to be sufficient to 
cover the value of some millions of acres of land still in posses- 
sion of some (four, I think) of the land-grant railroads.” 

“The bill as it passed the House,” he said, “provided that 
its provisions should become effective 90 days after the passage 
of the bill. This would serve a double purpose. First, both the 
railroads and the shippers would be given three months in 
which to adjust themselves to the new conditions. Second, if 
there could be any possible objection to removing the land grant 
deductions, the railroads would pay a sufficient amount of reve- 
nue in that period to cover the value of some ten or twelve 
million acres of land still in possession of the land-grant rail- 
roads.” 


He concluded his statement as follows: 






























The repeal of the land grant rates will increase the present total 
revenues of the railroads something more than $200,000,000 a year. 
This sum is not now equally distributed between the railroads and will 
not be equally distributed if this bill becomes law. That amount should, 
of course, be considered as part of the total revenues of the railroads 
used to determine the broad question of reasonableness of railroad rate 
charges in the aggregate. Under section 3 of this bill the Interstate 
Commerce Commission is directed to give due consideration to that 
factor. 


I shall support the passage of the bill because it will dispose of an 
intolerable situation which ought not to be continued. I want, however, 
my own views clearly understood. That is the purpose of the expres- 
sion of these minority views. 


I stated these views in the committee and was given permission by 
the committee to file them as a part of the record. 
i fo 






















ome Definitions 


Editor the Traffic World: 

Following are about the best brief definitions I have noted 
on four current governmental terms: 

NAZISM: (abbreviation for National-Socialism); (Not Hit- 
lerism); A democratic system of government in which the prin- 
cipal resources are government-owned, processed, and distrib- 
uted. Example—Germany. 

FASCISM: A system of monarchical government in which 
the controlling financial interests dominate, through finance, the 
elected representatives of the people. Example—Italy. 


COMMUNISM: A system of government in which the local 
community, especially, holds the means of production (land 
and capital) in joint ownership and progressively to higher 
authority, govern themselves through limited democratic ideals. 

DEMOCRACY: In the words of the immortal Lincoln, “a 


government of the people, by the people and for the people.” 
Example—USA. 
















T. H. Trelford, 
Traffic Counselor. 
Duluth, Minnesota, November 30, 1944. 







COMMISSIONER BARNARD TAKES OATH 


George M. Barnard, nominated to the Commission by Pres!- 
dent Roosevelt to fill the vacancy left by the death of Joseph B. 
Eastman, took the oath of office at noon, December 2. The oath 
was administered by J. B. Switzer, director of the Commissions 
Bureau of Personnel Supervision and Management, before the 
other members of the Commission, with the exception of Com- 
missioner Alldredge. ‘ 

After the brief ceremony, Commissioner Barnard said he 
would telegraph his resignation as Republican member of the 
Indiana Public Service Commission to Governor Schricker, of 
Indiana. He said he would return to Indiana to wind up his 
personal affairs, and that he expected to take up his duties with 
the Commission in a week or ten days. 
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Intrastate Operations Question 


The Commission, division 4, on reconsideration in MC 2226, 
Sub. 40, Red Arrow Lines, Inc., Extension, has modified its find- 
ings in the prior report, 42 M. C. C. 806, and found public con- 
venience and necessity not to require operation by the applicant 
as a common carrier in interstate or foreign commerce of gen- 
eral commodities, with exceptions, over specified routes between 
Houston and Columbus, Tex., and between Columbus and La 
Grange, Tex. The application was denied. 

The report said that, in the prior report, issuance of the 
certificate was conditioned on the applicant’s request that its 
application for registration of a certificate of public convenience 
and necessity issued by the state of Texas be dismissed. The 
reason for the condition it said, was that, since the filing of the 
application for registration, the applicant had been conducting 
operations in interstate or foreign commerce over the physically 
intrastate routes authorized in the state certificate, identical 
with the routes authorized in the prior report. 

“We did not then deem it advisable to allow a motor car- 
rier to conduct operations over identical routes, or segments 
thereof, in interstate or foreign commerce by virtue of duplicate 
authorities that would be the case if the carrier exercised its 
right under section 206(a) of the interstate commerce act and 
also held a certificate issued under section 207(a),” said the 
report. “Here applicant elected to seek a certificate from us.” 

A footnote to the report pointed out that the procedure 
requiring holders of state certificates desiring to conduct opera- 
tions in interstate or foreign commerce under the second proviso 
of section 206(a) of the act had been abandoned, and that all 
that was necessary was that the carrier by appropriate notice, 
on forms provided for that purpose, declare to the Commission 
its intentions so to operate. 

The report explained denial of the certificate in the follow- 
ing language: 






















































































During the course of the hearing applicant expressed a willingness 
to amend its application so as not to seek the right to serve points not 
specified in its state certificate. It has filed a copy of its state certificate 
with us, has declared its intentions to conduct operations in interstate 
or foreign commerce over its intrastate routes by virtue of the second 
proviso of section 206(a) and actually is conducting such operations. It 
assigns as its reason for seeking a certificate from us the belief that 
such a certificate confers a larger right than one dependent on a state 
certificate particularly if there is a possibility of future extensions of 
operations beyond the boundaries of a single state. Applicant may 
eelct to take advantage of its privilege under the second proviso of 
section 206(a) or it may elect to seek a certificate of public convenience 
and necessity under section 207(a). It has here chosen the latter course 
and the fact that it holds a state certificate does not make any less its 
burden of proving public convenience and necessity. The findings in 
our prior report herein would require applicant to stop serving inter- 
Mediate points on the routes involved. Applicant wants to continue 
serving the intermediate points specified in its state certificate. Our 
denial of the instant application will not affect applicant’s status as a 
motor carrier privileged under the second proviso of section 206(a) to 
operate in interstate or foreign commerce. 














































































Bekins Broker Applications 


The Commission, division 5, has granted broker licenses 
to units of the Bekins Moving & Storage Co. system at Port- 
land, Ore., Denver, Colo., and Dallas, Tex., and denied licenses 
to other units at Omaha, Neb., and Sioux City, Ia., by a report 
and order in MC 12106, Bekins Moving & Storage Co. Broker 
Application, embracing MC 12208, Same; MC 12266, Robert 
Q. Bekins Broker Application; MC 18303, Melvin Bekins and 
Paul Bekins Broker Application; and MC 18304, Bekins Van & 

torage Co. Application. 

The report said that Robert Bekins, at Dallas, and the Col- 
orado and Oregon companies, had maintained warehouses in 
their respective cities and held themselves out to the general 
public through advertising for a number of years to furnish 
a nationwide service for the transportation of household goods. 

hipments of household goods to and from points not served 
y them as carriers, it said, were readily accepted and that 
Complete discretion was exercised as to the motor carriers used, 
although shipments were apparently first offered to other car- 
Tiler members of the Bekins system. Shipments turned over 
to other carrier members of the system, it added, had appar- 
ently been in the capacity of a bona fide agent of Bekins, and 
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— the continuance of that practice did not require a broker’s 
icense. 

The report observed that the great problem in the house- 
hold goods field was to obtain back hauls over long distances 
and that the arranging for return loads was a general custom 
of long standing. It was a common knowledge, the report said, 
that local carriers often stepped aside, as in the instant pro- 
ceedings, to permit other carriers coming into their territory 
to obtain return loads. Such arrangements, it said, were ob- 
viously profitable to both carriers. Some carriers who did not 
maintain terminals and personnel in Denver or Portland used 
the warehouses of the Colorado and Oregon companies, it said, 
and that they were benefited in the use of those warehouses as 
terminals by obtaining return traffic. It added the preliminary 
estimates in advance of shipment and the supervision of the 
packing and loading of the shipment by the Colorado or Oregon 
company enabled the carriers to render prompt, adequate, and 
efficient service to the general public. 

As to the application in MC 18303, of Melvin Bekins and 
Paul Bekins, doing business as Bekins Van & Storage Co., of 
Omaha, Neb., and the application in MC 18404, of Bekins Van 
& Storage Co., of Sioux City, Ia., the report said that these 
companies considered their brokerage activities as incidental to 
the warehousing and transportation business, that no shippers 
supported the applications, and that there was no indication 
that the services rendered were of value to the shipper or the 
carrier for which either company should receive compensation 
in addition to their regular charges as warehouseman. 

In MC 12106, the Portland company was granted authority 
to arrange for the transportation of household goods between 
points in the United States. In MC 12208, the Colorado com- 
pany was granted such authority as to household goods between 
points in Colorado, Kansas, Nebraska, Utah, and Wyoming, on 
the one hand, and, on the other, points in the United States, 
except those in the aforementioned states; and in MC 12266, 
Robert Q. Bekins, doing business at Dallas as Bekins Van & 
Storage Co., was granted authority as a broker to arrange 
— of household goods between points in the United 

tates. 

The report said that the Omaha and Sioux City companies 
had sought authority to arrange, as brokers, for the transporta- 


tion of general commodities between all points in the United 
States. 


Frederickson & Son Motor Purchase 


The Commission, division 4, by a report and order in MC 
F-2327, Chicago, Rock Island & Pacific Railway Co. (Joseph B. 
Fleming and Aaron Colnon, Trustees)—Control; Rock Island 
Motor Transit Co.—Purchase—J. H. Frederickson and D. H. 
Frederickson, has authorized the purchase, by the Rock Island 
motor subsidiary, of operating rights of J. H. Frederickson and 
D. H. Frederickson, doing business as J. H. Frederickson & Son, 
of Harlan, Ia., as common carriers of general commodities over 
regular routes between Harlan, Ia., and Omaha, Neb., and be- 
tween Avoca and Atlantic, Ia., over specified routes in each 
case, serving specified intermediate points. 

In its findings, the Commission said the transaction would 
enable the railroad to use service by motor vehicle to public 
advantage in its operations, and would not unduly restrain com- 
petition. If the transaction was consummated, it found, the rail 
subsidiary would be entitled to a certificate covering the de- 
scribed rights, and those rights were authorized to be unified 
with rights otherwise confirmed in the Transit Company, with 
duplications eliminated. No conditions were imposed as to an 
immediately prior to subsequent rail haul. 

The report observed that the routes to be purchased 
paralleled the railroad between Atlantic and Omaha, and be- 
tween Harlan and Oakland, Ia., and that every point authorized 
to be served by Frederickson was a station on the railroad’s 
main or branch lines lying between Atlantic and Omaha. 

The report described present operating conditions as 
follows: 


Under present conditions, 1. c. 1. freight eastbound from Omaha to 
points on the partnership’s route between Omaha and Atlantic, is trans- 
ported by Transit to Atlantic where it is backhauled and distributed 
by westbound local train. Des Moines, rather than Atlantic, has been 
used as the breakbulk point on westbound rail freight for this territory. 
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The railroad does not operate a local eastbound train. If such freight 
is destined to a point on the Harlan-Oakland branch lines of the rail- 
road, it is again transferred at Avoca. Such combination service by 
Transit and the railroad at points between Omaha and Atlantic on the 
partnership’s route requires two or three days depending upon connec- 
tions. If the authority sought is granted, Transit proposes to provide 
all-truck service eastbound from Omaha to points on the route acquired, 
resulting in expediting delivery in some instances by as much as two 
days. For certain of the considered points it would also provide the 
only single-line motor-carrier service from more distant manufacturing 
and jobbing centers such as the Twin Cities and Chicago. A study made 
by an operating official of the railroad shows that savings of 38,157 car 
miles per annum and approximately $5,000 in overtime expense to the 
railroad would result. Approximately 100 freight cars per month would 
be released to handle carload traffic of the railroad, with corresponding 
reduction of congestion in terminals, more efficient use of manpower, 
and faster movement of all of the railroad’s traffic. No train miles 
would be saved. 


The report said that, in connection with the routes to be 
acquired, break-bulk points had not yet been determined, but 
that the railroad’s traffic, as well as that of the Transit Com- 
pany, was concentrated principally at Des Moines, Ia., and sec- 
ondarily at Omaha at the present time. It said that, because of 
the relatively short distances involved between Atlantic and 
Omaha over the Frederickson routes, 73 miles eastbound and 
54 miles westbound, the Transit Company considered it im- 
practical to perform motor-carrier service over the routes to be 
acquired if such operations were limited solely to the handling 
of freight having an immediately prior or immediately subse- 
quent rail haul, and, further, that any such limitation would be 
expensive and would result in tying up railroad equipment. It 
continued: 


As stated, Transit is already authorized to render an unrestricted 
all-truck service between Atlantic and Omaha over U. S. highway 6 as 
part of its operations between Chicago and points west of Omaha. 
Hence the naming of Atlantic and Omaha as key points between, or to 
or from more than one of which service would be prohibited over the 
partnership’s routes would not prevent long-haul all-truck service via 
both points over Transit’s present route, or the serving of both points 
on all-truck freight. It is clear that the 1. c. l. service of the railroad 
to and from points on the partnership’s routes is uneconomical, ineffi- 
cient, and slow, and that the motor-vehicle facilities of Transit can be 
used to the advantage of the railroad and the shipping public by speed- 
ing up deliveries at such points and releasing rail cars for other service. 


KENNEBEC & SOMERSET MOTOR PURCHASE 


By a report and order in MC F-2544, Edward R. Dysart— 
Purchase—Ursula S. Marcoux, the Commission, division 4, has 
approved and authorized, subject to condition, the purchase by 
Edward R. Dysart, doing business as Dysart’s Transportation 
of Bangor, Me., of the operating rights and property of Ursula 
S. Marcoux, doing business as Kennebec & Somerset Express, 
of Waterville, Me., for $8,000. 

Ursula S. Marcoux, said the report, had filed a registration 
in MC 58906, supported by Maine certificate X-218, renewal of 
certificate No. 8, describing operations in interstate of foreign 
commerce as a common carrier of general commodities under 
the exemption of the second proviso of section 206(a) of the 
interstate commerce act, over regular routes, between a num- 
ber of Maine points. 

The report observed that, as Dysart operated in more than 
one state, and, following consummation of the instant trans- 
action, would not be entitled to conduct the Kennebec & Som- 
erset operations by virtue of the exemption of the proviso and 
without a certificate from the Commission, the notice assign- 
ing the proceeding for hearing had stated that opportunity 
would be afforded for the introduction of evidence as to whether, 
in the event the purchase was approved, public convenience 
and necessity required continuance by the purchaser of the 
operations formerly lawfully conducted by the seller under the 
exemption. The division found that public convenience and 
necessity did require continuance of those operations. 





SHERIDAN-PORTLAND PURCHASE 

By a report and order in MC F-2465, R. R. Rand and Golda 
I. Rand—Control; Rand Truck Line, Inc.—Purchase—Vern L. 
Markee and Florence Markee, the Commission, division 4, has 
approved the purchase by Rand Truck Line, Inc., Portland, 
Ore., of the operating rights and property of Vern L. Markee 
and Florence Markee, doing business as Sheridan-Portland 
Auto Freight, Sheridan, Ore. It also approved the acquisition 
of control of those rights and property by R. R. and Golda I. 
Rand, controlling stockholders of Rand Truck Line, Inc., 
through such purchase. 

The division said the operating rights to be purchased in- 
volved transportation of general commodities between Sheridan 
and Portland, via McMinnville, Ore., serving no intermediate 
points. It said this route was entirely duplicated by one of 
Rand Truck’s routes. In addition to the operating rights, the 
division said, the purchase would include accounts receivable, 
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four trucks, and certain office and miscellaneous equipment, 
having an estimated value of $8,000. 






HOBOKEN RAIL ROAD APPLICATION 


The Commission, division 4, has dismissed the application 
in Finance No. 14693, Hoboken Rail Road, Warehouse & Steam. 
ship Connecting Co. Operation, involving an application for ay. 
thority to repossess and operate a line of railroad in Hudson 
county, N. J., as not within the purview of section 1(18) of the 
interstate commerce act. 

The decision turned on the question of whether or not, on 
the termination of a lease of the applicant’s property to Ho- 
boken Manufacturers Railroad, by an order of the federa] 
court hearing the bankruptcy proceeding of that railroad, grant. 
ing a motion to terminate the lease on conclusive evidence that 
the requirements of the laws relating to the continuous opera. 
tion of the railroad had been complied with, a certificate was 
required from the Commission for resumption of operation by 
the lessor company. The applicant maintained that the Com.- 
mission had no jurisdiction on the ground that resumption of 
operation of its own properties, after temporary suspension 
thereof while the lease was in existence, was not within the 
purview of section 1(18). The report said that Hoboken Manv- 
facturers Railroad, and Seatrain Lines, opposed the argument 
of the applicant. 

After reviewing its own decisions, and a number of court 
decisions, the Commission said that sense of those decisions 
seemed to be that “a lessor company by operation of law im- 
mediately, and without respect to its own desires in the matter, 
becomes responsible for the operation of railroad properties 
owned by it upon termination of a lease thereof. No certificate 
from us is needed because the lessor’s obligations and duties 
to the public have never ceased but have merely been performed 
by the lessee for its benefit, and when the latter for any rason 
no longer can perform such obligations the duties must be per- 
formed by the lessor in its own behalf.” 




























ROUND-TRIP LAKE FARES 


I. and S. No. 5291, Passenger Fares—D. & C. Navigation 
Co. By division 3. Discontinued. Proposed increased round- 
trip passenger fares of $7 between Detroit, Mich., and Cleve- 
land, O., and of $11.50 between Detroit and Buffalo, N. Y., 
over respondent’s water routes found just and reasonable and 
not shown to be otherwise unlawful. Order of suspension va- 
cated. By schedules filed to become effective March 15, to 
expire December 6, Detroit & Cleveland Navigation Co. pro- 
posed to establish round-trip passenger fares as aforementioned, 
such fares being on a higher basis than those in effect during 
the 1943 season of navigation. On protest of the Director of 
Economic Stabilization and the Price Administrator, operation 
of the schedules was suspended until October 15. The report 
observed that suspension of the schedules left respondent with 
no passenger fares for the 1944 season, since they were pub- 
lished to expire on December 6 of each year, and that respond- 
ent had been authorized to establish on one day’s notice the 
round-trip fares that were in effect in 1943. The report said it had 
also been authorized to establish proposed new and_ higher 
charges for stateroom occupancy between Detroit and Cleve- 
land, no representations concerning these having been offered. 

































Commission Water Reports 


(An asterisk before the docket number means that the report 
will net de printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prempt application.to the Commission.) 


*W-17, Kyle McGrady Common Carrier Application—Ex- 
tension. By division 4. Amended certificates, superseding ce!- 
tificate issued December 22, 1941, issued, to be effective from 
and after February 19, 1945, the amended certificate and order 
also embracing operating authority granted in W-17, McGrady 
Common Carrier Application, 250 I. C. C. 133. Commodities 
generally, between Lewiston and Johnson Bar, Ida., by way of 
Snake River, serving all intermediate points. The report said 
the applicant handled five tons of cargo a trip and that the 
cargo was varied, since the applicant’s service was the onl 
transportation facility by which farmers and ranchers living 
along the Snake River in Idaho, Oregon, and Washington could 
obtain supplies and ship their products to market. j 

*W-344, Hyer Towing Co. Contract Carrier Application. 
By division 4. On reconsideration, findings in prior report, 2 
I. C. C. 631, and amended certificate and order of March 6, 
modified to authorize continuance of operations by Hyer Towing 
Co. as a common carrier by towing vessels in the performance 
of general towage in addition to the authority described in the 
amended certificate and order. Second amended certificate and 
order, effective from and after February 19, 1945, issued, 
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authorizing general towage between all ports and points on 
the Mississippi River from Baton Rouge to New Orleans, La., 
inclusive, only, on the Gulf Intracoastal Waterway, the Gulf of 
Mexico, and the Atlantic Intracoastal Waterway, and tributary 
waterways between Baton Rouge and Fort Myers, Fla., inclu- 
sive, by way of the Mississippi River from Baton Rouge to New 
Orleans, the Gulf Intracoastal Waterway from New Orleans to 
Carrabelle (also the Gulf of Mexico from Apalachichola to 
Carrabelle), thence the Gulf of Mexico to St. Marks, Fla., and 
thence the Atlantic Intracoastal Waterway to Fort Myers. The 
report said that, in the prior report, it was found that authority 
to continue towage service was not necessary because of the 
fndings in Eastern Transp. Co. Contract Carrier Application, 
950 I. C. C., 505, in which, it said, the Commission found that 
authority to engage in transportation by non-self-propelled 
vessels with the use of separate towing vessels and authority 
to engage in general towage should not be issued, but that a 
carrier could use barges of shippers under its authority to per- 
form a general freighting operation provided charges were 
pased on the commodities transported. It said that in the re- 
port on reconsideration in that proceeding, 250 I. C. C. 635, the 
previous findings had been modified and the applicant granted 
authority to continue both freighting and towing operations. 























Commission Motor Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carriei 
reports of the Commission. Mimeographed copies of such reports in 
jull may be obtained by prompt application to the Commission.,' 


*MC 104798, Guy Olee Gwyn, Silver City, N. M., common 
carrier. Certificate denied. General commodities, with excep- 
tions, between Silver City and El Paso, Tex., over a described 
route, serving specified intermediate or off-route points. The 
report said that mere preference by shippers for the proposed 
service or the desire to have an additional carrier were not, in 
the fact of the facts, sufficient reasons for.authorizing a new 
carrier in this sparsely settled territory. It said similar author- 
ity was denied in two prior proceedings. 

*MC 12286, Peter A. Bernacki, Philadelphia, Pa., broker. 
On reconsideration, findings in prior report, decided Septem- 
ber 1, modified, and license granted. General commodities, 
with exceptions, from Philadelphia and points in Pa., N. J., and 
Del., within 65 miles of Philadelphia, to points in 25 states and 
the District of Columbia. 

*MC 42318, Howard Hall Co., Inc., Birmingham, Ala., com- 
mon carrier, embracing MC 42318, Sub. 2, Same, Extension. 
Certificate granted. On further hearing in MC 42318, findings 
in prior report, 24 M. C. C. 273, modified and applicant found 
entitled to continue operations as to general commodities, with 
exceptions, between Montgomery, Ala., and points in Ala. within 
65 miles of and including Birmingham, Ala., on the one hand, 
and, on the other, points in Ga., Miss., N. C., S. C., New Orleans, 
Gretna, and Destrahan, La., New York, N. Y., Winchester and 
Suffolk, Va., Wheeling, W. Va., and points in a described area 
of Fla., over irregular routes, traversing Md., Del., and the 
District of Columbia for operating convenience only. Also found 
in MC 42318 that public convenience and necessity require oper- 
ation as to general commodities, with exceptions, between Mont- 
gomery, Ala., and points in Ala., within 65 miles of and in- 
cluding Birmingham, on the one hand, and, on the other, Tren- 
ton, N. J., and Philadelphia, Pa., over irregular routes. In 
MC 42318, Sub. 2, specified commodities from or to points or 
areas in Ala., Fla., Ga., La., N. J., N. Y., Pa., and Va., over irregu- 
lar routes. As to claimed cross-haul operations, the report said 
that the Commission was authorized under the principles an- 
nounced in United States vs. Carolina Freight Carriers Corp., 
314 U. S. 475, to grant authority covering proven bona fide 
operations, but that neither under those principles nor under the 
Statute was it required to grant more extensive authority in 
order to enable a carrier to engage in more profitable oper- 
— that had not been performed on and prior to the critical 

ate. 

*MC 63295, Sub. 4, M. C. Garner, Raleigh, N. C., extension. 
Certificate granted. Manufactured tobacco products, over irreg- 
ular routes, from Durham and Reidsville, N. C., to Norfolk, 
Newport News, Petersburg, and Richmond, Va., Baltimore, Md., 
Philadelphia and Wilkes-Barre, Pa., Bayonne, Jersey City, and 
Royce, N. J., and Buffalo, and New York, N. Y., and other 
commodities from and to points as provided in prior report, 
decided December 3, 1943. 

_ *MC 76118, Harry R. Cook, Jonesboro, Ark., contract car- 
rier, including MC 76118, Sub. 1, Same, Extension, on further 
hearing. Certificate in lieu of outstanding permits granted, on 
finding applicant’s operations to be those of a common carrier. 
In M® 76118, continuance in operation, specified commodities, 
to and from described points and territories in Ark., Ill., Ind., 
Ja., Mo., O., and Tenn., over irregular routes. On further hear- 
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ing in MC 76118, Sub. 1, described commodities to and from 
points in the aforementioned states, Michigan, and Kentucky, 
except Tennessee. Prior reports 26 M. C. C. 277, 28 M. C. C. 
679, and 30 M, C. C. 397. The report said that the applicant 
maintained no special equipment and rendered no _ service 
peculiarly adapted to the needs of any particular shipper or 
group of shippers. 





Railroad Abandonments 
M. C. 


In Finance No. 14777, the Michigan Central Railroad Co., 
has asked the Commission for authority to abandon a portion 
of its line of railroad lying between the north line of Nebraska 
Avenue and the south line of Colton Street, a distance of 0.957 
of a mile, all in Toledo, Lucas county, O. In the same applica- 
tion, the New York Central asked authority to abandon opera- 
tion of that portion of the Michigan Central’s line, held under 
lease. The application said no use was being made of that 
portion of the line, and that its abandonment would result in 
the release of a total of $32,590 of scrap metal. 


N..¥. C. 


In a proposed report in Finance No. 14618, New York Cen- 
tral Railroad Abandonment, Examiner J. S. Prichard has rec- 
ommended that the Commission deny the application of the 
New York Central to abandon a portion of its Cape Vincent 
branch, extending from Limerick to Cape Vincent, approxi- 
mately 15.75 miles, all in Jefferson county, N. Y. The examiner 
said that the contention of the applicant as to the decline of 
traffic in recent years was not supported by the evidence. The 
normal flow of traffic would furnish a sufficient reason for con- 
tinued operation of the segment, he said, especially when the 
shippers were willing to accept triweekly service that could be 
performed without any additional cost for service of the train 
crew. A further reason for continued operation, said he, was 
that the volume of prospective traffic in pulpwood and milk 
offered every indication that the segment could be operated 
profitably in the future. He said the applicant alleged that it 
was anxious to procure more traffic, and added that “there 
can be no doubt that it will take advantage of this opportunity.” 


C. and N. E. 


The Brotherhood of Railway and Steamship Clerks, Freight 
Handlers, Express and Station Employes has petitioned the 
Commission, in Finance No. 13449, Cisco and Northeastern Rail- 
way Co. Abandonment, in which the Commission authorized 
abandonment of the C. & N.’s entire line of railroad between 
Cisco and Throckmorton, Tex., 252 I. C. C. 103, to allow dam- 
ages to two employes who, according to the brotherhood, were 
adversely affected by the abandonment. 

The brotherhood asked the Commission to allow $496.46 
for one employe, and $56.10 for the second employe. It said 
there was an agreement between the brotherhood and the Texas 
& Pacific, parent company of the C. & N., by which positions 
on its subsidiary lines would be covered by the agreement, and 
that the employes would have seniority rights on the parent 
property. It said that conferences had been held, but that the 
management of the T. & P. had denied the claim, and that it 


had contended that the employes were not affected by the 
abandonment. 


Inactive Certificate Sale 


The General Transportation Co. has asked reconsideration 
of the report by the entire Commission, and that the taking 
effect of the order be stayed, in MC F-2405, Joseph and Albert 
Rinderman—Control; Beacon Fast Freight Co., Inc.—Purchase 
—Clarence L. Hardy. In that proceeding the Commission, divi- 
sion 4, approved and authorized purchase by Beacon Fast 
Freight Co., Inc., of New York, N. Y., of operating rights of 
Clarence L. Hardy, of Boston, Mass., and acquisition of control 
of the Hardy operating rights by Joseph and Albert Rinderman 
through said purchase subject to conditions. 

The Hardy rights involved common carriage of general 
commodities, with exceptions, over irregular routes, between 
Boston, Mass., on the one hand, and, on the other, all points 
and places in Massachusetts. 

General Transportation based its request on the ground 
that the Commission’s dismissal of its contention that Hardy 
had wilfully abandoned his operations for 17 months and that, 
therefore, his certificate was voidable and not the fit subject of 
sale under section 5 of the interstate commerce act “would 
seem to be erroneous,” and on the further ground that the 
Commission’s dismissal of General Transportation’s contention 
that the sale of the rights would not be consistent with the 
public interest “would seem to be unjustified and unwarranted.” 
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The protestant said that the division relied on the decision 
in Quaker City Bus Co.—Purchase—Blackhawk Lines, Inc., 38 
M. C. C. 603, that “the existence of a certificate creates a vested 


right which the owner can sell to the highest bidder,” and con- 
tinued: 


Thus, regardless how long such vendor has ceased his operations, 
or has sold his equipment, the vendor can still sell to any willing 
purchaser so long as no one has complained to the Commission or caused 
the Commission to give notice and conduct a hearing and give him an 
opportunity to comply with the terms of his certificate. Meanwhile 
months and years can elapse until the shipping public could have for- 
gotten the existence of the vendor’s motor carrier business, yet without 
any technical diminution of the value of his certificate of public con- 
venience and necessity. 


General Transportation said that the facts of the instant 
case were not similar to the facts in the Blackhawk case, and 
cited differences it said existed. It said the receiver in the 
Blackhawk case had never intended to abandon his right to 
operate because, among other reasons, he was charged with a 
trust for the benefit of creditors of an asset that required dili- 
gence in safe-guarding; that the receiver had applied for and 
received temporary authority to operate which, it said, Hardy 
had not received; and that the receiver had merely stored the 
trucks, whereas Hardy, “in a one-man business, sold his trucks.” 
From all the facts in the instant case, said General Transpor- 
tation, it could have been found by the Commission that Hardy 
had no salable or transferable right, had ceased to hold himself 
out to the public and had abandoned, as a matter of fact, his 
status as a common carrier. It continued: 


Public policy warrants a coordination of actions within the Com- 
mission in the interest of uniformity and economy of action. It seems 
that division 4 will approve the purchase of operating rights in the 
face of and in spite of evidence in the record before it that would 
warrant investigation and administrative action by division 5. Where- 
upon, division 4 would allow a vendee to proceed with unification and 
operation under its authority but expressly cloaks it with indefiniteness 
and uncertainty by the last paragraph of its order: ‘‘That nothing 
herein contained shall be construed as a determination of the operating 
rights of any person or persons under any section of the act except 
section 5 thereof, as expressly determined herein.”’ 


The protestant observed that, in the Blackhawk case, four 
members of the Commission had taken issue on the premise 
that the proposed transaction was between two motor carriers, 
and that they had ‘‘demonstrated logically that a different and 
entirely justifiable conclusion could also be reached.” It said 
that the opinion of the minority in the Blackhawk case was the 
better and more logical view, namely, that possession of a 
certificate in and of itself without performance of any trans- 
portation could not constitute the holder a motor carrier. 

As to its contention that the Commission’s dismissal of the 
contention that the transaction would not be consistent with 
the public interest, General Transportation said it was clear 
from the records in the past Beacon proceedings that Beacon 
had no legitimate right to operate in the north shore area of 
Boston “from the beginning,” that its previous attempts to 
“invade the territory by indirection” had been properly con- 
demned by the Commission, “but that its present attempt to 
extend its operations by the simple expediency of purchasing 
a defunct but technically existing operation is about to succeed 
without having to prove that public convenience and necessity 
demanded it. It said it did not seem proper that the Commis- 
sion should use the argument of reinstitution of motor carrier 
service by the purchaser in the territory where, it said, it had 
no lawful rights, as a basis of deciding the issue of being con-- 
sistent with the public interests. 

It observed that Beacon sought a legal entry into Salem 
and Peabody, Mass., where, it said, it had been denied Beacon 
under the “grandfather” application and under an arrangement 
with another carrier, and that, as a practical matter, it was too 
dubious “to expect the acquiring carriers to preserve the sep- 
arate nature of the respective operations” of regular versus 
irregular route operations, as ordered by the Commission. It 
said that, since the Commission recognized this anomalous situa- 
tion, it would seem better practice to deny the unification in 
the first instance. 

General Transportation said the evidence warranted the 
belief that the transaction would materially affect the present, 
and certainly the future, competitive situation, and injure the 
protestants in such a way as to threaten continuance of their 
operations and impair their ability to perform their common 
carrier obligations to the shipping public. 


FINANCE APPLICATIONS 

Finance No. 14770, Baltimore & Ohio Railroad Co. asks authority 
to issue and deliver not to exceed $632,350.80 aggregate principal amount 
of promissory notes, series E, further to evidence indebtedness to be 
assumed by the applicant under a conditional sale agreement for the 
purchase of two diesel passenger locomotives, to cost $702,612. The 
applicant said it would pay 10 per cent of the purchase price of each 
locomotive on delivery. Because there was some uncertainty as to exact 
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dates of delivery, the applicant said it believed the locomotives coulg 
be purchased more economically under a conditional sale agreement 
than under the usual form of equipment trust, since it would incur 
the expense of borrowing money only when, and to the extent, locomo- 
tives were actually delivered. It had a bid of an interest rate of 1,65 
per cent on the notes, to be sold at par, said the applicant, and that it 
believed this to be a favorable interest rate under existing conditions, 
It said also that it found it desirable to evidence the unpaid portion of 
the purchase price by the issuance of the promissory notes in order 
to have the indebtedness classified as borrowed invested capital under 
the internal revenue code. 

Finance No. 14772, Barre & Chelsea Railroad Co. asks authority to 
issue a first mortgage note in the principal amount of $345,000 for the 
purchase of the physical property and franchises of the Montpelier & 
Wells River Railroad. 

Finance No. 14773, Barre & Chelsea Railroad Co., and Alvin F 
Sortwell, owner of a majority of the capital stock of the B. & C.. asks 
authority to purchase and operate all of the physical property and fran- 
chises of the Montpelier & Wells River Railroad. The application saiq 
that Mr. Sortwell, on active duty in the United States naval reserve 
had recently purchased a majority of the capital stock of the B. & C.. 
and sought to acquire control of the property and franchises of the 
M. & W. as well, and that he intended, on release from active duty, 
to assume active management of the properties. It said that his granq- 
father, father, and brother had at one time owned controlling interests 
in both roads. 

MC F-2710, H. J. Hampton and Fred Monroe, of Cedar Rapids, ask 
authority to acquire control of Sparrow Transit Lines, Inc., of Lomax, 
Ill., through ownership of capital stock. At the same time, the applicants 
filed a petition to dismiss the application for lack of jurisdiction, on 
the ground that the applicants did not possess 20 busses that operated 
in interstate commerce. 

Finance No. 14674, Supplemental, City Lines of West Virginia, Inc., 
Clarksburg, W. Va., files agreement among Monongahela West Penn 
Public Service Co., the B. & O., the West Virginia Transportation Co., 
and the applicant, by which applicant has lease of space, access to and 
use of the Clarksburg terminal, and free use, until abandonment, a 25 
mile segment of the Clarksburg-Weston line. The applicant also says 
that lease to a Clarksburg carbarn and lease covering operation of 1,5 
miles of streetcar lines between the Clarksburg terminal and Lime- 
stone Junction will be assigned to it, to which assignment, it says, 
the B. & O. has consented. 

Finance No. 14776, Chesapeake & Ohio Railway Co. asks authority 
to acquire the properties of Levisa River Railroad Co., all of the capital 
stock of which, it says, is owned by the C. & O. All of the properties 
to be acquired are situated in Pike county, Ky. 

MC F-2711, Apex Transportation, Inc., of Charlotte, N. C., asks au- 
thority to purchase certain operating rights and equipment of C. §. 
Schaub, dba Apex Motor Line, of Apex, N. C. 

MC F-2712, Southern Pacific Transport Co., of Harris, Tex., sub- 
sidiary of the Southern Pacific, asks authority to purchase certain oper- 
ating rights and equipment of Trinity Motor Freight Lines, of Dallas, 
Tex., and temporarily to operate. 


MOTOR FINANCE CASES 

MC F-2429, N. C. Finninger—Control; Liberty Motor Freight Lines, 
Inc.—Purchase—Central States Freight Co. Purchase by Liberty Motor 
Freight Lines, Inc., of Secaucus, N. J., of operating rights and property 
of Central States Feight Co., of Chicago, Ill., and acquisition of con- 
trol of said operating rights and property by N. C. Finninger, also 
of Secaucus, through said purchase, approved and authorized, subject 
to condition. 

MC-F-2665, Associated Transport, Inc.—Assumption of Obligation. 
Authority conditionally granted Associated Transport, Inc., of New 
York, N. Y., to assume obligation as guarantor, indorser, or surety, 
in respect of not exceeding $1,000,000 of short-term secured promissory 
notes of a wholly-owned subsidiary. 

MC-F-2703, Kenneth Hargis et al.—Control; Hargis Truck Line, Inc. 
—Purchase—Keeshin Motor Express Co., Inc., and Dickens Motor 
Freight, Inc. Application for authority under section -210a(b) of Hargis 
Truck Line, Inc., of Tell City, Ind., for temporary operation of a 
portion of the motor-carrier rights of Keeshin Motor Express Co., Inc., 
and Dickens Motor Freight, Inc., of Chicago, Ill., granted with conditions 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14761, Baltimore & Ohio Railroad 
Co. Notes, granting authority to issue at par not exceeding $706,500 of 
promissory notes, series F, in further evidence of, but not in payment 
of, the unpaid portion of the purchase price of certain equipment to 
be acquired under a conditional-sale agreement. Approved. 

Supplemental report and order in F. D. No. 2694, Texas Central 
Railroad Co. et al. Lease, authorizing modification of lease agreements 
under which the Missouri-Kansas-Texas Railroad Co. of Texas operates 
the properties of the Texas Central Railroad Co., the Wichita Falls 
Railway Co., the Wichita Falls & Northwestern Railway Co. of Texas, 
and the Wichita Falls & Wellington Railway Co. of Texas. Approved. 

Report and certificate in F. D. No. 14721, California Central Railroad 
Co. Abandonment, permitting. abandonment as to interstate and foreigi 
commerce, by the California Central Railroad Co. of its entire line of 
railroad in Santa Cruz and San Benito counties, Calif. Approved. 


COMMISSION ORDERS 


FF 71, Texas Package Car Co., freight forwarder application. Order 
of January 21, is further modified to become effective February 6, 1945, 
instead of December 6. 

1. & S. 5258, Morgain Forwarding Co., pick-up and storage. Petition 
of respondent for reconsideration denied. 

‘MC-F 2528, Paul B. and Lorraine A. Proehl, control; Steel Trans- 
portation Co., Inc., purchase, Contract Carriers, Inc. Time within 
which authority granted in report and order of division 4, of November 
10, may be exercised, extended to December 29. 
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Marshall Transport Co. Purchase 


In MC F-2576, E. Brooke Matlack, et al—Purchase—Mar- 
shall Transport Co., Inc., and Warren C. Marshall, Examiner 
M. L. Winson has recommended that the Commission approve 
the purchase by E. Brooke, Duverney, Edwin L., and Robert 
Matiack, and E. Brooke Matlack, Jr., partners doing business 
as E. Brooke Matlack, Philadelphia, Pa., of the operating rights 
and property of Marshall Transport Co., Inc., of Glen Burnie, 
Md., and of certain property of Warren C. Marshall, of Upper 
Darby, Pa., who controls Marshall Transport Co., Inc. 

The examiner said that under an agreement of June 27 be- 
tween the partnership, on the one hand, and Marshall Transport 
and Warren C. Marshall, on the other, the former would pur- 
chase, free of encumbrance, certain interstate operating rights 
of Marshall Transport authorizing the transportation of petro- 
leum products, in bulk, in tank trucks, from Baltimore to points 
in Delaware, certain points in Pennsylvania and in Accomac 
county, Pa., and in the Washington, D. C., commercial zone. He 
said the agreement also involved Maryland intrastate rights 
authorizing transportation of specified commodities and certain 
property owned by Marshall, and that the total consideration 
was $30,000. 

He further said: 


The partnership, as a contract carrier, and Transport, as a common 
carrier, are authorized to originate petroleum products at Baltimore 
destined to points in Pennsylvania on and south of U. S. Highway 422 
and on and east of U. S. Highway 11. To obviate possible objectionable 
dual operations resulting from transporting the same commodities be- 
tween common points as a common and a contract carrier, the partner- 
ship is willing that its contract-carrier rights be modified by eliminating 
therefrom authority to originate traffic at Baltimore destined to the 
above-described points in Pennsylvania. The proposed findings will be 
conditioned accordingly. With such modification, the resulting dual 
operations of the partnership would be consistent with the public interest 
and the national transportation policy declared in the act. Compare 
Doudell—Purchase—Hulsman, 38 M. C. C. 419, and H. & K. Motor 
Transp., Inc.—Control—C. & L. E. Truck Co., 36 M. C. C. 23. 










































The Marshall rights. and property were the subject of a 
controversy in which the Supreme Court of the United States 
upheld a contention of the Commission that a non-carrier cor- 
poration controlling a carrier seeking to purchase another car- 
rier had to be before it as an applicant before the Commission 
could pass on the carrier’s application. Refiners Transport Ter- 
minal Corporation, most of the stock of which was owned by 
Union Tank Car Co., asked authority to purchase the Marshall 
rights and property.:The Commission denied the application, 
but deferred issuance of an order to give the Union Tank Car 
Co. time to join in the application. When it did not do so, the 
Commission denied the application. The federal court for the 
district of Maryland set aside the Commission’s order, but the 
Supreme Court reversed the lower court in No. 589, United 
States of America, Interstate Commerce Commission, Coastal 
Tank Lines, Inc., et al., appellants vs. Marshall Transport Co., 
Warren C. Marshall, Refiners Transport Terminal Corporation 
(see Traffic World, April 29, p. 1183). 






















Philadelphia Forwarding Purchase 


In MC F-2475, B. F. Leaman & Sons, Inc.—Control; Lea- 
man Transportation Co., Inc.—Purchase—Willard M. Whitney, 
Examiner L. M. Pettis has recommended that the Commission 
dismiss the application of Leaman Transportation Co., Inc., of 
Downingtown, Pa., for authority to purchase the operating 
rights and property of Willard M. Whitney, doing business as 
Philadelphia Freight Forwarding Co., Philadelphia, Pa., and for 
acquisition of control of such rights and property by B. F. Lea- 
man & Sons, Inc. 

The examiner said the Commission should find that the 
application might not lawfully be approved in the absence of 
an appropriate application by the real party in interest, C. S. 
Leaman. He said Leaman Transportation Co., Inc., was con- 
trolled through ownership of stock by B. F. Leaman & Sons, 
=. ef Downingtown, which, in turn, was controlled by C. S. 

eam2en. 

“While supplemental application has been filed by Leaman 
& Sons for authority to acquire control of the considered oper- 
ating rights and property through purchase by vendee, no such 
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application has been filed by C. S. Leaman,” said the examiner. 
“Supplemental order of the Commission, division 4, entered 
September 17, 1943, in the matter of application under section 
5, among other things, provides that if the acquiring party 
applicant for said authority is controlled directly or indirectely, 
within the meaning of section 1(3) (b) of said act, by any per- 
son or persons, each such person shall also execute and become 
a —— to said application and furnish the information re- 
quired... .” 

He said the order in question had been entered after the 
decision in Refiners Transport & Term. Corp.—Purchase—Mar- 
shall, 39 M. C. C. 271, in which the Commission had found that 
the application might not lawfully be approved in the absence 
of an appropriate application by the real party in interest, the 
corporation in control of the acquiring party. 

“The evidence herein shows that the operations proposed 
to be purchased would, in the event of approval, come under 
control of Leaman,” said the examiner, adding: 


Vendee contends that, because the rates, equipment, and type of 
service in the transportation of petroleum.products in tank trucks and 
in containers are different, the transaction would not result in objec- 
tionable dual operations or competitive service between it and its com- 
monly-controlled affiliate, transportation. However, the Commission has 
frequently found that where a common carrier and a contract carrier, 
under common control, would be authorized to transport the same com- 
modities from and to, or between, the same points, opportunities for 
discriminatory and unfair competitive practices are presented and has 
accordingly withheld approval of such dual operations; and has either 
denied the application or approved it with such modification of the 
operating rights involved as to eliminate authority to perform such 
objectionable dual service between the same points. Bender—Control— 
Arco Auto Carriers, Inc., 39 M. C. C. 161. It is apparent that, if the 
instant transaction were to be approved as consistent with the public 
interest, appropriate modification of either the contract-carrier author- 
ity of vendee or the temporary common-carrier authority of transporta- 
tion would be necessary to eliminate the right of one or the other to 
transport petroleum products from Marcus Hook to the southern half 
of New Jersey. It has also not been established on this record that 
both vendee and transportation, under common control, should be per- 
mitted to conduct contract-carrier operations between the same points, 
transporting the same commodities, which would result when the pres- 
ent suspension of their contract-carrier rights is removed, and if the 
instant transaction were consummated. Further consideration of these 
aspects of the transaction is unnecessary in view of the proposed dis- 
missal of the application for lack of jurisdiction. 


Melvin Wolf Motor Purchase 


Approval by the Commission of the purchase by Central 
Wisconsin Motor Transport Co., Wisconsin Rapids, Wis., of the 
operating rights of Melvin Wolf, doing business as Madison- 
Milwaukee Line, Madison, Wis., and acquisition through such 
purchase of control of such rights by Arthur Clark, controlling 
stockholder of Central Wisconsin, has been recommended by 
Examiner Frank A. Clifford in a proposed report in MC F-2561, 
Arthur Clark—Control; Central Wisconsin Motor Transport 
Co.—Purchase—Melvin Wolf. He said the proposed purchase 
price was $11,500. 

The examiner said that Central-Wisconsin operated as a 
common carrier of general and specified commodities over reg- 
ular and irregular routes, respectively, in Illinois, Indiana, 
Minnesota, and Wisconsin, and that its principal regular-route 
general-commodity operations were between Minneapolis, Minn., 
and Chicago, Ill., via Eau Clair, Wisconsin Rapids, Plainfield, 
Portage, Milwaukee, and Racine, Wis., and Waukegan, IIl., 
serving all intermediate points unrestricted, except as to those 
in Illinois, restricted in certain respects, and serving specified 
off-route points, including those in the Chicago commercial 
zone; between Portage and Chicago, via Madison, Cambridge, 
and Darian, Wis., and Harvard and Woodstock, IIl., serving no 
intermediate points, and between Stevens Point, Wis., and Chi- 
cago, via Plainfield, Oshkosh, Milwaukee, and Sylvania, Wis., 
serving no intermediate points. 

The examiner said that Madison-Wisconsin had filed a reg- 
istration application in MC 58000, ‘supported by Wisconsin in- 
trastate certificate CC-411, as amended, describing operations 
in interstate or foreign commerce as a common carrier of gen- 
eral commodities under the exemption of the second proviso of 
section 206(a) of the interstate commerce act, between Madi- 
son and Milwaukee, over U. S. highway 18, between Madison 
and Milwaukee, via Cambridge, 77 miles, serving all interme- 


1490 


diate points, and between the same termini over paralleling 
Wisconsin highway 30 for operating convenience only. He ob- 
served that buyer and seller operated over the same highway, 
22 miles, between Madison and Cambridge, but that Central 
Wisconsin might not serve Madison or other points on that 
segment. It might, however, serve Milwaukee over another 
route between Minneapolis and Chicago, he said. 

The examiner recommended finding that public convenience 
and necessity required continuance by Central Wisconsin of the 
service rendered by Madison-Milwaukee, under the exemption, 
and that it should be granted authority as a common carrier 
of general commodities, with exceptions, between Madison and 
Milwaukee, over U. S. highway 18, serving all intermediate 
points; and between Madison and Milwaukee over Wisconsin 
highway 30, for operating convenience only and serving no in- 
termediate points. 

Commenting on the position of the protestants, the exam- 
iner said: 


Protestants are apprehensive that vendee intends under the unified 
rights to institute a completely new service, not possible under separate 
ownership, competitive with their own between Madison, on the one 
hand, and, on the other, Minneapolis, St. Paul, and Chicago. In that 
connection, Gateway refers in its petition ‘‘for revocation’’ of the afore- 
mentioned temporary-authority order to an alleged advertisement of 
vendee appearing after grant of said temporary authority, holding itself 
out to transport traffic originating at Madison destined to Minneapolis, 
St. Paul, Milwaukee, and Chicago. The routes over which said traffic 
is or would be carried are not shown of record. However, notwith- 
standing any intention of vendee, the transportation of Madison traffic 
over its direct routes to such cities other than Milwaukee may not be 
lawfully rendered under the unified rights. Milwaukee is the only point 
common to both operations at which traffic could have been lawfully 
interchanged between them. Days Transfer, Inc.—Purchase—Haner, 39 
M. C. C. 339, 345. The record contains no request for, or evidence which 
would justify enlarging the operating rights to permit such service. 
Under the unification, vendee would be permitted to transport Madison 
traffic to Milwaukee, St. Paul, and Chicago via the common gateway of 
Milwaukee, but such routing would be more than 10 per cent circuitous. 


Status of Operations Question 


In MC 76034, Intercity Transport Lines, Inc., Common Car- 
rier Application, Examiner F. Roy Linn has recommended that 
the Commission deny Intercity’s application for a certicate to 
transport general cvommodities over 10 routes between points 
in California. 

He said the vehicles used in Intercity’s line-haul operations 
had not been operated under its direction and control and 
under its responsibility to the public and shippers, although the 
company had operated its own equipment in pick-up and deliv- 
ery service within the municipal limits or terminal areas of the 
cities in which its terminals were situated. 

“The question as to status of applicant’s operations arises 
out of the fact that applicant has not owned or operated line- 
haul trucks, but has utilized the equipment of so-called under- 
lying carriers for the line-haul movement of its traffic,” said 
the examiner. 

He said that each of the underlying carriers was engaged 
in operations as a common carrier by motor vehicle, serving 
the general public, including Intercity, over various routes. He 
said the underlying motor carriers held certicates issued by the 
Commission with respect to their operations or were otherwise 
lawfully operating as motor carriers in their own right. 

The examiner said the underlying carriers were free to 
conduct their own independent common carrier business; that 
they hired their own drivers, and, throughout the line-haul 
movement, retained complete dominion over the equipment used 
in transporting Intercity’s traffic. 

“There is no basis for any finding that the vehicles of the 
underlying carriers have been operated under applicant’s direc- 
tion and control, and under its responsibility to the general 
public as well as to the shipper,” said the examiner, citing Dixie 
Ohio Exp. Co. Common Carrier Application, 17 M. C. C. 735. 

He said denial of the application for a certificate would 
result in the loss to Intercity of a business successfully oper- 
ated over a period of years, unless such business was otherwise 
covered by the provisions of existing statutes or was of a char- 
acter not defined by any such statute. He referred to the Su- 
preme Court’s statement in Thomson vs. United States, 321 
U. S. 19, that the railroad “as to the motor vehicle operations 
supplementing its rail service” was not a freight broker or for- 
warder. He said Intercity’s operations differed materially from 
those of the broker in that Intercity assumed responsibility for 
the safe handling of the shipment from origin to destination. 
Such responsibility, he said, was assumed by the freight for- 
warder, which was defined in part IV of the interstate com- 
merce act. He said Intercity’s operations seemed to be within 
that definition with the possible question of whether the under- 
taking included assembling and consolidating of shipment. 
“Separate bills of lading and freight bills are issued to the 


TRAFFIC WORLD 


shippers, but it appears that the line-haul transportation in most 
instances is performed by the underlying motor common carrier 
as a truckload or quantity movement of bulk freight,” said the 
examiner. “Although a manifest and the freight bills are deliy- 
ered to the driver employed by the underlying carrier, the 
agreements with the underlying carriers provide that the reve- 
nues to the owners of the equipment will be stated percentazes 
of the gross revenue, except that in one instance the underlying 
carrier will receive as compensation for its services, a sum 
equal to an itemized list of operating costs plus a stated per cent 
of such costs. It would seem that if applicant’s operations are 
specifically defined in any part of the act, such definition is to 
be found in part IV thereof.” 

In this connection the examiner cited for comparison FF-35 
System San Diego Express Corporation, decided by the Com- 
mission, division 4, on April 8. 

He said section 202 (c) of the interstate commerce act pro- 
vided in effect that the certificate and permit sections of pari II 
should not apply to transportation by motor vehicle within ter- 
minal areas by a freight forwarder subject to part IV of the act 
but that such transportation should be considered to be and 
should be regulated as transportation or service subject to 
part IV. 

“In view of the findings, a determination of the scope of 
the operations conducted by applicant is not required,” con- 
cluded the examiner. 


INTERSTATE TRUCKING CO. PURCHASE 


In MC F-2449, Cameleus F. Sanguigni—Purchase—Karl 
Blattner, Examiner Joseph M. Zurlo has recommended that the 
Commission approve the purchase by Cameleus F. Sanguigni, 
doing business as A. Sanguigni Sons Co., Pittsburgh, Pa., of the 
operating rights of Karl Blattner, doing business as Interstate 
Trucking Co., also by Pittsburgh, for $300. The examiner said 
the rights in question involved transportation of general com- 
modities between Pittsburgh, on the one hand, and on the other, 
points within 15 miles thereof, and that the respective opera- 
tions were not competitive. He said Blattner’s operations were 
in the same general territory as Sanguigni’s heavy-machinery 
operations and could be taken over by the latter without any 
material increase in operating expenses. 


LOYD’S AMERICAN LINE PURCHASE 


Purchase by Merchants Motor Freight, Inc., St. Paul, Minn., 
of the operating rights of Loyd’s American Line, Inc., La Crosse, 
Wis., for $10,000, and acquisition of control of such rights by 
Stanley L. Wasie, of St. Paul, Merchants’ controlling stock- 
holder, through such purchase, has been recommended by Ex- 
aminer Thomas J. Patrick in MC F-2577, Stanley L. Wasie— 
Control; Merchants Motor Freight, Inc. — Purchase — Loyd’s 
American Line, Inc. 

The examiner said the proposed purchase involved Loyd 
American’s rights to haul general commodities between Chi- 
cago and Minneapolis, over U. S. highway 14 to Madison, Wis., 
thence over U. S. highway 12 to Tomah, Wis., thence over U. S. 
highway 16 to La Crosse, thence over U. S. highway 61 to 
Hastings, Minn., and thence over Minnesota highway 55 to 
Minneapolis, serving all intermediate points and the off-route 
point of St. Paul. The examiner further said: 


Vendor’s continued operating losses are attributed principally to the 
low grade freight handled. Vendor ceased operating as a motor cal- 
rier on July 17, 1944, when operations were commenced by vendee 
under temporary authority. L. C. Schaper, who controls vendor, desires 
to devote his time to other activities. Vendee is a relatively large 
carrier, is well established in the territory, and is in a better position 
than vendor to render efficient service to the shipping public. 

The route proposed to be acquired is for the most part comple 
mentary to routes of vendee, the only duplication being over approx- 
imately 11 miles of the route outside of Minneapolis. ... 


Trucker-Forwarder Joint Rates 


The Commission should find that the temporary permission 
accorded in section 409(a) of the interstate commerce act, that 
joint rates between forwarders and motor common carriers 
might be maintained, did not apply to line haul transportation 
by the motor carriers, said W. V. Hardie and Walter T. Hayes, 
special examiners, in a proposed report in MC C-440, In the 
Matter of Terminal to Terminal Transportation Charges of 
Liberty Motor Freight Lines, Inc., LeCrone Benedict Ways, 
Ine., and Akers Motor Lines, Inc.—Acme Fast Freight, Inc., 
National Carloading Corporation, and Universal Carloading & 
Distributing Co., Inc. 

The proposed report was made public December 7, along 
with the order instituting the investigation, the latter dated 
November 13. Mr. Hardie is director of the Commission’s Bu- 
reau of Traffic. Mr. Hayes is chief of the section of traffic of 
the Commission’s Bureau of Motor Carriers. 
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December 9, 1944 


The special examiners recommended that the Commission 
should find that the provisions of section 209(a) “to the effect 
that nothing in the act shall be construed to make it unlawful 
for freight forwarders and common carriers by motor vehicle 
subject to part II of said act to operate under joint rates or 
charges for the period specified therein do not apply to line 
haul transportation by common carriers by motor vehicle for 
freight forwarders nor modify or otherwise affect the provisions 
of sections 216(c) and 217(a) of part II of the act.” The pro- 
ceeding, they said, should be discontinued. 

The order required that the proposed report be served on 
the respondents, and that the proceeding be assigned for oral 
argument unless the respondents or other interested parties, 
on or before January 10, 1945, asked that they be given an op- 
portunity at a hearing to present facts relevant to the issues. 
The order was not rhade public earlier, it was said, pending the 
decision to serve the proposed report without a hearing. 

The examiners said that field investigations had disclosed 
three types or classes of transportation for which the respondent 
forwarders were paying and the respondent carriers were re- 
ceiving compensation fully illustrated the point. The transporta- 
tion in question, they said, consisted of through movements 
that the forwarders undertook to perform, and continued: 


Movements of the first class include (1) an assembling service from 
the point of origin to a forwarder’s terminal (concentration point) per- 
formed by other carriers than the respondents; (2) a line haul from 
such terminal (concentration point) to another terminal (break bulk 
point) performed by respondent carriers; and (3) a distribution service 
from the last named terminal (break bulk point) to destination per- 
formed by other carriers than respondents. The assembling and distri- 
bution services in the cases under consideration consist of transportation 
of less-than-truckload shipments; the line haul services consist of trans- 
portation of truckload shipments. This class also includes cases where 
either an assembling or a distributing service (but not both), is rendered 
because the origin or the destination, as the case may be, is at one 
or the other of the terminals. The respondent motor carriers perform 
no part either of the assembling or of the distributing service, but 
perform the line haul in all cases. 

The second class is like the first in all respects except that the 
respondent motor carrier performs an assembling or distribution service, 
or both, in addition to the line haul. 

The third class consists of movements in which no assembling or 
distribution service is performed by any one, the origin and destination 
of the shipments being the two terminal points of the forwarder and 
the entire service rendered by the motor carrier being the line haul. 


The examiners said the forwarders had published through 
rates covering all classes of those shipments from origin to 
destination, and that the motor carriers were parties to the 
through rates in that they were named in the forwarder tariffs 
as participating carriers. Agreements existed between the car- 
riers and the forwarders, they said, for payment for the trans- 
portation services in question. Such agreements, they said, were 
in the form of a division of the forwarder’s rate, as if such 
rate was a joint rate; a flat rate a truckload; or a flat rate 
in cents a hundred, and that the compensation paid the car- 
riers by the forwarders was in conformity with the agreements. 

At the time of the movements in question, they said, the 
respondent carriers had published truckload rates that were 
applicable on the line hauls in question, and that charges com- 
puted at the rates so published exceeded the amounts received 
by the carriers under the agreements with the forwarders. 

The examiners quoted sections 408 and 409(a) of the act, 
and, as to their bearing on the question at issue, said: 


The purpose of section 409 is stated to be ‘“‘to provide a-reasonable 
period of adjustment within which rates and charges may be established 
pursuant to the provisions of section 408.’’ The line haul rates are in 
no wise affected by section 408. Indeed, the line haul service is expressly 
excluded from the scope of section 408 by the provision that the section 
“shall not be construed to authorize the establishment of assembling 
rates or charges or distribution rates or charges covering the line haul 
transportation’’ * * *. Reading sections 408 and 409 together, as the 

ommission must, it is evident that the declared purpose of section 

409 is to facilitate the adjustment of assembling and distribution rates 
only and that it was not intended to apply to rates which were expressly 
excluded from the section in aid of which section 409 was enacted. 


This construction, the examiners said, was put “beyond 
cavil” by the history of the two sections which, they said, was 
summarized in Definition of Freight Consolidators, 43 M. C. C. 
927. It said that when the invalidity of through rates that were 
ostensibly joint rates between forwarders and motor carriers 
had been established by Commission decisions in Acme Fast 
Freight, Inc., et al., 8 M. C. C. 211, and in Chicago and Wis- 
Consin Points Proportional Rates, 10 M. C. C. 556, and 17 
M. C. C. 573, and when the Supreme Court of the United 
States had affirmed the Commission’s actions, Congress had 
Provided a substitute for the system of using the method of 
divisions for establishing rates lower than the established locals 
for the assembling and distribution of forwarder freight. 

“This substitution was accomplished by the novelty of 
authorizing by statute the establishment of assembling and dis- 
ttibuting rates lower than the locals,” said the examiners. “This 
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was the sole purpose of section 408. No similar substitute for 
the line haul rates was adopted. Rail carriers had always ex- 
acted from forwarders their full tariff rates for the line haul 
and no rational argument was or could be put forward for the 
maintenance of a system of charges for line haul which were 
discriminatory on their face and in their essence.” 

Further commenting on the situation, the examiners said: 


To permit time for the transition from an improper practice to-a 
proper one, section 409 was passed to preserve the status quo as respects 
the rates to which the substitute would apply. There was no reason to 
preserve the status quo of the line haul rates, for no substitute for them 
was provided. The Commission should consider that section 409 is a 
modification of a remedial statute, having the effect of temporarily 
restricting its scope. Under settled principles, such provisions are to 
be strictly construed. McDonald vs. Thomson, 305 U. S. 263. It seems 
plain that to extend the permission to maintain joint rates to the 
line haul service would expand the purpose of the Congress and would 
be in contravention of its recognition of the general illegality of joint 
rates between forwarders and carriers. The Commission should feel 
constrained to interpret the section in conformity with its obvious 
purpose and to deny its application to line haul rates. 

The logical impossibility of applying a joint rate to the line haul 
service is exemplified in the class of services above described in which 
there is no assembling or distribution service and the line haul carrier 
performs all the physical transportation rendered. ‘‘Joint’’ service neces- 
sarily implies the rendition of service by two or more carriers. If the 
provisions of section 409 be construed to cover line haul they must be 
deemed to warrant the absurdity of applying a joint rate to the trans- 
portation performed by a single carrier. Such an intent cannot be 
ascribed to Congress. 

The investigation discloses that, in several instances, on the appli- 
cation of the parties to this investigation and of others similarly situ- 
ated, special permission under section 409(a)(4) has been granted to 
make changes in divisions of joint rates of the types here under con- 
sideration, some of which inadvertently included joint rates covering 
line hauls. The Commission’s attention was not called to the fact that 
some of the divisions so authorized were divisions of line haul rates 
nor was the question of the validity of such rates in anywise presented. 
The Commission’s action was, therefore, not intended to constitute an 
approval of such rates and it should not be so regarded. To the extent 
that its action might be deemed to be a determination of the validity of 
joint rates for line haul, the Commission should now disclaim and dis- 
approve such a conclusion. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “biack face’ type, 
with name of town or city following.) 


Texas (Dallas)—-MC 1210, Sub. 24, Jay Rountree, exten- 
sion. Certificate proposed. General commodities, in truck loads, 
between Greenville, Tex., and Texarkana, Tex.-Ark., over U. S. 
highway 67, as an alternate route for operating convenience 
only in connection with operations otherwise authorized, with 
no service at any intermediate points or at Greenville. 

lowa (Waukee)—MC 94911, Sub. 1, R. B. Barnett, exten- 
sion. Certificate proposed. New and used furniture, uncrated, 
from points in the Chicago, Ill., commercial zone to Des Moines, 
Ia., and rejected shipments of the same commodities between 
the same points in the opposite direction. 

New Hampshire (Whitefield) -MC 104695, Verne L. Weare, 
extension. Certificate proposed. Passengers and their baggage, 
in the same vehicle, between Whitefield and Gilman, Vt., over 
a described route, serving all intermediate points. 

Vermont (Lunenburg)—MC 104784, Sub. 1, Norman H. 
McLaughlin, common carrier. Certificate proposed. Passengers 
and their baggage, in the same vehicle, between Lunenburg and 
Jefferson, N. H., over U. S. highway 2; between Lancaster and 
Jefferson, N. H., over unnumbered road via Grango; and be- 
tween Lancaster and Gilman, Vt., over N. H. highway 135 and 
unnumbered road over Montorne bridge and unnumbered Ver- 
mont road via South Lunenburg to Gilman, serving all inter- 
mediate points in each instance. 

North Carolina (Charlotte)—-MC 61599, Sub. 55, Queen 
City Coach Co., alternate route. Certificate proposed. Passen- 
gers and their baggage, and express, mail and newspapers in 
the same vehicle with passengers, between junction of U. S. 
highway 421 and N. C. highway 242 and junction of U. S. high- 
way 701 and N. C. highway 242, near Elizabethtown, N. C., 
over N. C. highway 242, serving all intermediate points. 

Georgia (Athens)—-MC 6272, Sub. 1, Thomas Transfer Co., 
extension. Certificate proposed. Household goods between 
points and places within 50 miles of Athens, Ga., on the one 
hand, and, on the other, Anderson, S. C., and points in South 
Carolina within 100 miles of Anderson. 

South Carolina (Cheraw)—MC 60749, C. D. McDougald, 
common carrier, embracing also Same, Sub. 2, extension of 
operations—southern states; Sub. 4—northern states; Sub. 5— 


1492 


Mass. and Conn.; MC 61045, Sub. 5, Thomas G. Griggs, exten- 
sion—northern states; and Same, Sub. 6—New England. On 


further hearing in MC 60749 and MC 61045, Sub. 5, modifica- 
tion of findings in prior report, 42 M. C. C. 531, proposed, and 
certificates to Thomas G. Griggs, successor in interest, in MC 
60749 and MC 61045, Sub. 5 and Sub. 6, proposed. In MC 60749 
and MC 61045, Sub. 5, general commodities, with exceptions, 
between Cheraw, S. C., and points within 50 miles thereof, on 
the one hand, and, on the other, Philadelphia and York, Pa. 
In MC 61045, Sub. 6, textiles and textile products, from Cheraw, 
S. C., and points within 50 miles thereof, to Baltimore, Md., 
Wilmington, Del., Carlisle, Pa., and specified points over de- 
scribed routes in Pa., and points in the New York City com- 
mercial zone and points in New Jersey within 35 miles of New 
York, not including those in the commercial zone; paper prod- 
ucts and pulpboard products, from Hartsville, S. C., and Rock- 
ingham, N. C., to points in Md., Del., and Pa., except York, 
Philadelphia, and Easton, and points in the New York com- 
mercial zone and New Jersey points within 35 miles of New 
York, not including points in the zone; empty beverage con- 
tainers from Cheraw, S. C., and points within 50 miles thereof 
to Union City, N. J., and New York, N. Y.; general commod- 
ities, with exceptions, between Cheraw and points within 50 
miles thereof, on the one hand, and Easton, Pa., on the other 
and from Baltimore points in the New York commercial zone 
and those in New Jersey within 35 miles of New York, not 
including points in the commercial zone, to Cheraw, and points 
within 50 miles thereof; chemicals, from Jersey City, N. J., to 
Charlotte, N. C.; asbestos siding, from Millington, N. J., to 
points in a described North Carolina area; and petroleum prod- 
ucts, in containers, from Marcus Hook, Pa., to Cheraw, and 
points within 50 miles thereof. 

INlinois (Hinsdale)—-MC 55525, Sub. 3, Don Boughton, ex- 
tension. Denial of certificate proposed. Heavy machinery, 
tanks, boilers, and contractors equipment, requiring special 
handling and equipment, in truckloads, between points in Illi- 
nois and Indiana, on the one hand, and, on the other, points in 
a described area of Wis., over irregular routes. 

New York (New York)—MC 12294, Abraham Slutsky, 
broker application. Denial of application proposed. Broker of 
transportation, general commodities, between points in N. Y., 
N. J., Pa., R. I., Conn., and Del. 

New York (Milton)—-MC 34736, Sub. 3, Dirago Brothers, 
extension. Certificate proposed. Specified products, from and 
to specified points in N. Y., N. J., Pa., and Mass. 

Tennessee (Martin) — MC 38468, Sub. 1, C. E. Weldon, 
extension. Certificate proposed. Butter, eggs, cheese, oleo- 
margarine, and poultry, to-specified points in Ky., Tenn., and 
Miss., over specified routes. 

Oregon (Bend)—MC 70947, Sub. 4, Mt. Hood Stages, Inc., 
extension. Certificate proposed. Passengers, baggage, express, 
newspapers, and mail, between Boise, Idaho, and Salt Lake 
City, Utah, over a specified route serving all intermediate 
points. 





Potash from the West 


Stating that the rates prescribed by the Commission, divi- 
sion 2, in No. 28921, American Potash & Chemical Corporation 
vs. Aberdeen & Rockfish Railroad Co., et al., were below a 
reasonable level, three groups of rail defendants have peti- 
tioned the Commission to modify the report and order in that 
proceeding, to vacate or postpone its effective date, and have 
asked the entire Commission to grant rehearing, reargument, 
and reconsideration. 


By its report and order in that proceeding, division 2 
found the assailed rates on muriate of potash and sulphate of 
potash, in carloads, from Trona, Calif., to points in Official, 
Southern, Southwestern, and western trunk line territories in 
certain transcontinental rate groups unjust and unreasonable, 
-“ oo rates to those points (see Traffic World, Sept. 9, 
p. 618). 


The transcontinental defendants said that the prescribed 
rates were below a minimum level, measured by standards 
promulgated by the Commission in other decisions. They said 
that the report ignored*ton-mile revenue, and that that ap- 
proach “flies directly in the face of principles expressed by the 
Commission in previous decisions and is contrary to uncon- 
tradicted testimony given in the case on the small economies 
inuring from heavy loading.” 

Referring to the statement in the report that the division 
was following the rate principle that rates on fertilizer ma- 
terials should be as low as practicable to aid agricultural pro- 
duction and to increase tonnage of agricultural products, the 
transcontinental lines said that “the fact that potash salts are 
used in agriculture is not any justification for the rates pre- 
scribed,” and continued: 
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Agriculture should have benefited from the low rates as originally 
established in 1920 and the several subsequent reductions therein, ang 
the record unequivocally reveals that agriculture will actually not gain 
any benefits from the prescribed reduction in rates. The vicious circle 
of rate reductions on potash salts of which this case is a part js 
emphasized by the filing of the recent complaint attacking rates op 
potash sales from Carlsbad, N. M. The rates as prescribed are unreason. 
ably related and pregnant with Fourth Section violations. 


The reference to the Carlsbad complaint case was to No, 
29202, Potash Co. of America vs. Aberdeen & Rockfish Rajjl- 
road Co., in which, said the transcontinental lines, lower rates 
were sought on potash salts from Carlsbad to Southwestern, 
Southern, Eastern Trunk line and northeastern territories. The 
other cases contributing to the “circle,’’ they said, was Bonne. 
ville Ltd. vs. Alton R. Co., 245 I. C. C. 1, and Potash Co, 
of America vs. Aberdeen & Rockfish R. Co., 258 I. C. C. 109, 

Official Territory rail defendants asked that the instant 
proceeding be consolidated with the hearing in No. 29202 “in 
order that rates from Carlsbad may be investigated and con- 
sidered without the distorting influence of the maladjustment 
of rates from Trona to the end that an equitable level of 
rates may be prescribed from both points. .. .” 

They said that, in prescribing a blanket rate of $13.60 a 
net ton from Trona to all of New England, the Commission 
had failed to make provision for arbitraries customarily added 
to the base rate on traffic destined to certain portions of New 
England, and that the $13.10 rate, prescribed to Trunk Line 
territory, as well as the New England rate, were unduly low 
in comparison with rates prescribed to other territories. Also, 
they said, the rates prescribed from Trona to other destinations 
in Official Territory were unduly low when compared with the 
rates previously prescribed from Wendover, Utah. 

The Bangor & Aroostook, in its own behalf, and in behalf 
of the Canadian Pacific and the Aroostook Valley Railroad 
Co. asked modification of the report and order so as to permit 
the currently effective rates to continue in effect, or that the 
three roads be authorized to establish rates from Trona to 
points in B. & A. territory as served by those railroads higher 
than the rate prescribed to become effective to destinations in 
New England group A territory other than New England arbi- 
trary points, such higher rates to be determined by adding 
arbitraries to the basic New England group A rate. 































PETITIONS FOR REHEARING, ETC. 


1. & S. M-2477, Associated Transport, Zentz Motor Lines, restrictions. 
Middle Atlantic States Motor Carrier Conference, Inc., Agent, in behalf 
of Associated Transport, Inc., asks Commission to vacate suspension 
order insofar as it suspends operation of Item 4140-B appearing on page 
25 in Supplement 22 to MF I. C. C. A-148, Middle Atlantic States Motor 
Carrier Conference, Inc., Agent. 

No. 24049, A. Johnston, Grand Chief Engineer of Brotherhood of 
Locomotive Engineers et al. vs. A. T. & S. F. et al. Minneapolis, North- 
field and Southern Ry. asks for an extension of time within which to 
fully comply with order of Commission of December 27, 1937, as amended 
March 18, 1939. 

W-326, Central Barge Co. applications. American Barge Line Co. 
asks for reopening, reargument and reconsideration. 

No. 28947, American Agricultural Chemical Co. et al. vs. A. C. L. 
et al., and No. 28947 Sub. 1, Armour & Co. vs. A. C. L. et al. De 
fendants ask for reopening and reconsideration by entire Commission of 
findings with respect to rates for past and reparation. ; 

Finance 14671, Pere Marquette, abandonment. Village of Elk Rapids, 
Mich., Williams Bros. Oil Co., Elk Rapids Lumber Co., Elk Rapids 
Co-op. Marketing Association, Faas Foods, and Antrim County Farm 
Bureau, protestants, ask for further hearing. 

Finance 14567, Atlantic Coast Line, acquisition, etc. Applicant asks 
for an extension of 6 months time within which to complete construction. 

FF 71, Texas Package Car.Co., freight forwarder application, and 
FF 68, National Carloading Corp., freight forwarder application. Texas 
Package Car Co. asks for reconsideration by Commission of decision of 
October 2, in FF 71; postponement of order entered by Commission on 
that date, effective December 6, pending reconsideration; and modifica- 
tion of report and order of that date. National Carloading Corp. asks 
Commission to modify and amend order of Division 4 of August 14, 1943, 
in FF 68, to exclude authority granted Texas Package Car Co. 

Ex Parte 128, Investigation of South Buffalo Ry. South Buffalo Ry., 
respondent, asks for further hearing for purpose of permitting South 
Buffalo to introduce additional evidence. 


INTERSTATE OPERATION NOTICE 


The Commission, division 5, by a notice in MC 58348, Glenn 
R. Nye, doing business as Glenn R. Nye Truck Service, of 
Hays, Kan., has notified the carrier that he may not lawfull) 
engage in transportation by motor vehicle in. interstate % 
foreign commerce within the state of Kansas under the secon 
proviso of section 206(a) of the interstate commerce act. 

The order said the carrier had notified the Commission that 
he proposed to engage in such transportation, but said that the 
state certificate under which he was operating had, with the 
approval of the proper regulatory body of Kansas, been tran’ 
ferred to another carrier. 
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December 9, 1944 


B. & O. Refunding Plan 


Saying that it was unable to meet its debts matured and 
about to mature, but that it was not in need of financial reor- 
ganization of the character provided for under section 77 of the 
pankruptcy act, and that its inability to meet its debts matured 
and about to mature was expected to be temporary only, the 
Baltimore & Ohio Railroad Co. has filed with the Commission, 
in Finance No. 14775, an adjustment plan involving its out- 
standing bonds and notes. It said that the adjustment plan 
met the requirements of chapter XV of the bankruptcy act. 

The B. & O. said it had mailed copies of the plan to holders. 
of its bonds and notes, but that it had not as yet requested 
or accepted assents from any security holders. It said it had, 
however, received written assurances of acceptance of the 
plan from creditors holding at least 25 per cent of the aggre- 
gate amount of all claims affected by the plan, as required 
by section 710(1) of chapter XV of the bankruptcy act. It said 
it believed that such assurances and the terms and conditions 
thereof would be satisfactory to the Commission. 


The railroad asked authority to issue up to $84,563,276 of 
its collateral trust bonds, due January 1, 1965, to refund a 
like principal amount of notes now held by the Reconstruction 
Finance Corporation; to issue in exchange for its first mort- 
gage 4 per cent bonds, due July 1, 1948, up to $76,922,350 
principal amount of new first mortgage bonds, series A, due 
July 1, 1970, and in exchange for its first mortgage 5 per cent 
bonds, due July 1, 1948, up to $67,826,500 principal amount of 
new first mortgage bonds, series B, due July 1, 1970; to issue in 
exchange for its southwestern division bonds, due July 1, 1950, 
up to $37,285,500 principal amount of new southwestern divi- 
sion bonds, series A, due July 1, 1975; to issue in exchange 
for its outstanding Pittsburgh, Lake Erie & West Virginia 
Bonds, due November 1, 1951, up to $36,798,000 principal 
amount of new P. L. E. & W. Va. bonds, series A, due Novem- 
ber 1, 1975; to issue in exchange for its outstanding Toledo- 
Cincinnati division bonds, series A, due July 1, 1959, up to 
$10,028,700 principal amount of new Toledo-Cincinnati division 
bonds, series D, due July 1, 1980; to issue conditionally and 
pledge with the trustees of its refunding and general mortgage, 
in exchange for its presently issued Toledo-Cincinnati division 
bonds, Series A, B, and C, due July 1, 1959, up to $265,300, 
$5,000,000, and $9,079,000 principal amounts, respectively, of 
new Toledo-Cincinnati division bonds, series D, E, and F, due 
July 1, 1980; to issue in exchange for its outstanding refunding 
and general mortgage bonds, series A and C, due December 1, 
1995, series D, due March 1, 2000, and series F, due March 1, 
1996, up to $48,989,000, $29,218,500, $22,390,000, and $22,041,500 
principal amounts, respectively, of new refunding and general 
mortgage bonds, series G and J, due December 1, 1995, series K, 
due March 1, 2000, and series M, due March 1, 1996; and to 
issue conditionally and pledge with the trustee under the in- 
denture securing its collateral trust bonds, up to $15,000,000. 
$12,500,000, $74,647,250, and $241,500 principal amounts, re- 
spectively, of new refunding and general mortgage bonds, series 
Hand J, due December 1, 1995, series L, due April 1, 2000, and 
series M, due March 1, 1996; and to issue in exchange for its 
thirty-year 4%4 per cent convertible bonds, due February, 1960, 
pay $61,906,000 of new convertible bonds, due February 1, 
























































_ The B, & O. asked that a hearing be held on the applica- 
tion. It asked the Commission to find that it was not in need 
of financial reorganization of the character provided for under 
section 77 of the bankruptcy act and that its inability to meet 
Its debts matured and about to mature was reasonably ex- 
pected to be temporary only. It also asked the Commission 
to find that the plan, after consideration of the probable 
prospective earnings of the property in the light of its earnings 
experience and of such changes as might reasonably be ex- 
pected, was in the public interest and in the best interests 
of each class of creditors and stockholders; was feasible, finan- 
Clally advisable, and not likely to be followed by the insolvency 
of the applicant, or by the need of financial reorganization or 
adjustment; did not provide for fixed charges in an amount 
In excess of what would be adequately covered by the prob- 
ably earnings available for payment thereof; left adequate 
means for such future financing as might be requisite; was con- 
sistent with adequate maintenance of the property; and was 
Consistent with the proper performance by the applicant of 
Service to the public as a common carrier, and would not im- 
Pair its ability to perform such service. The Commission was 
asked to enter an order authorizing issuance of the securities 
a proposed by the plan. 


The B. & O. said that, on entry of the Commission’s order 
authorizing issuance of securities pursuant to the plan, and 
making the findings required by section 710(2) of chapter XV 
of the bankruptcy act, it proposed to solicit assents from all 
security holders affected by the plan, and, on obtaining the 
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required assents, to file a petition under chapter XV in the 
federal court for the Maryland district. 

At the Commission it was explained that, under chapter XV 
of the bankruptcy act, an applicant under the provisions of 
that chapter, in order to avoid judicial reorganization, must 
file its application with the Commission after receiving the 
assurances of assent from at least 25 per cent of the claims 
affected by the proposed plan. Before the plan may be filed 
with the court, it was said, assent must be had from two-thirds 
of the total claims affected, including at least a majority of 
each class of security, and that, in order for the court to 
enter an order approving the plan, binding on dissenting cred- 
itors, three-quarters of the total claims must assent, including 
three-fifths of each class of security. In addition to this, the 
findings as requested in the instant application must be made 
by the Commission, it was explained. 


Twin City Forwarder Permit 


Forwarder protestants in FF-145, Twin City Shippers As- 
sociation Freight Forwarder Application, in which the Commis- 
sion, division 4, granted Carl O. Blomstrand, dba Twin City 
Shippers Association St. Paul, Minn., effective December 28, a 
permit to forward commodities generally in interstate com- 
merce from all points in states east of the Mississippi River, 
including St. Louis, Mo., to Minneapolis and St. Paul, and to 
all points in seven Minnesota counties, have asked the entire 
Commission to reconsider the decision and modify the report 
and order (see Traffic World, Nov. 4, p. 1153). 


In that proceeding, the division found that, under an ar- 
rangement between the applicant and Lifschultz Fast Freight, 
a freight forwarder, the latter handled certain shipments for 
the applicant into Chicago as an agent of the applicant and 
that the essential elements of joint loading were present. 

To this finding, the protestants, Acme Fast Freight, Inc., 
National Carloading Corporation, and Universal Carloading & 
Distributing Co., Inc., objected. The operations performed in 
conjunction with Lifschultz were the latter’s, and not those of 
the applicant, they contended.. The factors in the arrangement 
which, they said, refuted the applicant’s contentions that it was 
a joint loading arrangement, were that Lifschultz exercised 
complete control over the loading and routing of freight; held 
the applicant’s freight along with its own until a carload was 
accumulated; was liable to applicant for loss or damage; charged 
applicant its full tariff rates in some cases and in others charged 
a rate substantially higher than the rail carload rate; and 
tendered applicant a freight bill at destination the same as to 
any other consignee. 

“Although the Commission has not previously had occasion 
to pass upon this type of case under the freight forwarder act,” 
said the protestants, “the question of which of two claimants is 
entitled to a certificate or permit based upon a single operation 
has frequently been before it in its administration of the motor 
carrier act and without exception, it has declined to confer 
duplicating operating rights in such cases.” 


In support of their position, the protestants cited Dixie 
Ohio Express Co. Common Carrier Application, 17 M. C. C. 735, 
and Boston & Maine Transportation Co. Common Carrier Ap- 
plication, 34 M. C. C. 599, saying that in the latter case the 
Commission had adhered closely to the rule in the Dixie-Ohio 
Case, and had found that, with respect to duplicating routes, 
the services performed by the.lessor company on which the 
grant of authority to the lessee was based were under the di- 
rection and control of the lessee. 


The applicants so-called assembly operations in the eastern 
and southern states did not constitute freight forwarding opera- 
tions, said the protestants. Among other things, they observed 
that the applicant proposed to forward in a consolidated con- 
signment of approximately 400 miles, 1. t. 1. shipments originat- 
ing as much as 1,400 miles from the consolidation point. They 
said that “if it be conceded that a freight forwarder’s operating 
efficiency varies in proportion to the volume of its traffic moving 
1. t. 1. or 1. e. 1., and that the exclusive use of consolidations 
would represent one hundred per cent efficiency, then the above 
illustration of applicant’s proposed operation would represent 
only 22 per cent efficiency. Such a result is so utterly at 
variance with the objectives of the national transportation pol- 
icy as to condemn applicant’s proposal at first glance.” 

They observed that, at the oral argument, they had sug- 
gested that the applicant’s assembly hauls be limited to a dis- 
tance not exceeding its consolidated movement. This conces- 
sion, said they, was far more generous than the applicant’s 
evidence warranted, and added that “the Commission is urged 
to at least confine its grant of authority, if any, to this appli- 
cant within these bounds.” 
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J. & H. Transport Purchase 


Motorear Transport Co., and Automobile Shippers, Inc., 
protestants in MC F-2581, Walter F. Carey and B. B. Beveridge 
—Control — Commercial Carriers, Inc.— Purchase—J. & H. 
Transport, Inc., have filed briefs with the Commission asking 
that the proposed purchase or the J. & H. rights be denied. 
The two protestants observed that Commercial rights dupli- 
cated those of J. & H., except as to traffic originating at Flint, 
Mich., and said that Commercial was offering to pay $15,000 for 
those rights only. The J. & H. authority is for the transporta- 
tion of motor vehicles in initial movements from all origin 
points in Michigan, except Lansing and Pontiac, to a described 
territory in Illinois, and Burlington, Ia., and in secondary 
movements from Chicago Heights, Ill., to the same destination 
territory. J. & H. had never transported initial traffic from 
Flint, they said. 

As to the purchase price of $15,000, which the protestants 
said was to cover only the authority from Flint, because of 
duplication of other rights, was said by Automobile Shippers, 
Inc., to constitute ‘pure trafficking in operating rights,” and 
referred to Commission decisions in which it said the Commis- 
sion had condemned dealing in certificates. Both protestants 
also alleged that the purchase would not result merely in the 
substitution of one carrier for another, but that Commercial 
proposed a combination of its secondary rights with the J. & H. 
initial authority from Flint. This would create an entirely 
new competitive service not heretofore performed by the pur- 
chaser and seller, either singly or in combination, it was said. 

Motorear Transport Co. raised other points. It said that 
the stockholders in control of Commercial appeared also to be 
in control of Commercial Barge Lines, Inc., a water carrier. 
It was a “nice question,” said Motorcar Transport, whether or 
not the barge line should not have been made a party to the 
proceeding in view of the doctrine developed in the Marshall 
Transport and Refiners Transport Terminal case, 322 U.S. 31, 
in which the Supreme Court of the United States upheld an 
order of the Commission denying an application for the pur- 
chase of motor carrier rights and property because the real 
party in interest, the corporation controlling the purchasing 
carrier, had not joined in the application. 

Motorear Transport said that, in 1941, it had participated 
in the handling of 57,336 automobiles from Flint, producing 
gross revenue of over two and a quarter million dollars, and 
that it had obtained at least 70 per cent. It said loss of the 
Buick traffic from Flint would cut its business in half, and 
that Commercial Carriers was attempting to enter the Pontiac, 
Mich., origin in another purchase proceeding. That being the 
only other origin from which Motorcar Transport had received 
any substantial traffic, it said, it was evident that there was a 
possibility that it would be deprived of all of its traffic and 
would not be able to continue in business at all. 


Motorcar Transport referred to the testimony of, C. Clark 
Smith, traffic manager of the Buick plant at Flint, and said 
that one of the reasons why he did not contemplate patronizing 
Motor Transport, ‘and the real reason, it might be added,” 
was because Mr. Carey, president of Commercial Carriers, was 
no longer associated with Motorcar Transport, and that Mr. Smith 
intended to give the business to Mr. Carey. It said that the 
Commission had repeatedly refused to allow new operators to 
enter the transportation field as contract carriers merely be- 
cause some shipper would like to use the service or was 
personally friendly with the applicant carrier. 


POURING BRICK IN SOUTHWEST 


W. F. Knobeloch, on behalf of southwestern railroads, has 
asked the Commission to modify its findings and orders in 
No. 13535, Consolidated Southwestern Cases, 123 I. C. C. 203, 
specifically to eliminate “Brick, pouring (Mould hot tops), clay, 
or clay and graphite combined with magnesia base,” in straight 
or mixed carloads from the findings in these proceedings. 

These articles were used in connection with the pouring 
of steel ingots, Mr. Knobeloch said, and that the ingots were 
produced only at Houston, Tex., and Sand Springs and Tulsa, 
Okla., in the southwest. He said they were also to be produced 
in a new Steel plant at Daingerfield, Tex. Also, he said, there 
were differences between the articles produced at the various 
manufacturing points and that, as a consequence, receivers lim- 
ited their purchases to the plants manufacturing the particular 
kind that fitted their operation. 

Accordingly, he said, there was no necessity for a general 
basis of rates within the southwest or from other territories 
to the southwest. The entire movement, he observed, was 
limited, and would be from Pittsburg, Kan., to Sand Springs 
and Tulsa, Okla., Daingerfield and Houston, Tex., and also 
from Lisbon, O., and Johnstown, Pa., to Sand Springs and 
Tulsa. He said that specific commodity rates would be estab- 
lished to cover the movements, reflecting 18 per cent of the 
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first-class rates. He said minimum weight of 60,000 pounds 
would be established, “except when for carrier’s convenience a 
car of less capacity is furnished in which event marked capacity 
of the car will be the minimum weight.” The rates listed in the 
petition would be subject to Tariff X-148 (suspended), he said, 
and that the intermediate clause would be applied at unnamed 
origins and destinations. 


L. & N.-I. C. Construction 


The Louisville & Nashville has petitioned the Commission, 


in Finance No. 14536, Louisville & Nashville Railroad Co. Con- 
struction, to change the condition on which division 4 said the 
authorization to build a line of railroad in Muhlenberg county, 
Ky., to serve a coal mine, would be granted (see Traffic World, 
Oct. 7, p. 892). 


The L. & N. asked the Commission to change the condition 


stated in the report, by which it would be required to agree to 
participate with the Illinois Central in the joint construction 
and operation of a line of railroad to serve the mine and an- 
other mine, to serve both of which the Illinois Central and the 
Chicago, St. Louis & New Orleans Railroad Co. requested 
authority to construct a line in the same area in Finance No, 
14571. The L. & N. had expressed unwillingness to participate 
in on proposed joint construction (see Traffic World, Sept. 9, 
p. 627). 


In the instant petition, the L. & N. quoted from the report, 


as to the condition, as follows: 


... our authorization herein will be granted upon the condition that 


the applicant agree to participate in such joint construction and opera- 
tion (with applicants, Chicago, St. Louis & New Orleans Railroad Co, 
and Illinois Central Railroad Co. in Finance Docket No. 14571, of a 
line from Central City or Martwick to Drakesboro, in the event we 


shall hereinafter find that the public convenience and necessity require 
such action. 


The explanatory matter in parentheses was inserted in the 


quoted portion of the order by the L. & N. It asked that the 
language of the condition be modified to read as follows: 


... Our authorization herein will be granted upon the condition that 
the applicant agree to make such line of railroad available for joint 
service with the applicants in Finance Docket No. 14571 in the event 
we shall hereinafter find that the public convenience and necessity 
require such action. 


Referring to a sketch map included in the petition, the 
L. & N. said that its line from Central City to Drakesboro 
would be paralleled southeast of Central City by the proposed 
line of the Illinois Central. It had no interest, it said, in the 
possible construction and operation of a line beyond the ter- 
minus of its proposed line at one of the mines that would 
merely parallel one it already operated. However, it added, 
under the condition as now worded, it could be required to 
construct and operate any part, or if called upon substantially 
all, of such a line between the Kirk mine, which it proposed 
to serve, and Central City, although it would inure entirely to 
the benefit of the Illinois Central. Its suggested modification 
of the condition, it said, would accomplish all that division 4 
might reasonably have in mind requiring of it, and that “in so 
doing would relieve it of being forced to sign an expression of 
willingness to do something in which it has no interest. ...” 

Referring to the reference in the report to the possible 
line between Martwick and Drakesboro, the L. & N. said it 
seemed unnecessary to do more than to point out that there 
was no application before the Commission covering the cor- 
struction of any such line, and that it appeared from the record 
that the construction of such a line had been considered and 
rejected by the Illinois Central on the ground that it would 
necessitate “‘very expensive” construction. 


FORWARDER RIGHTS TRANSFER 


Gordon-Arey Carloading Co., and Gordon Storage Ware 
houses, Inc., both of Omaha, Neb., have asked that the Com- 
mission authorize the transfer of the forwarder operating rights 
of the latter to the former. Gordon Storage Warehouses, Ine, 
according to the application, had made application in FF-%, 
Gordon Storage Warehouses, Inc., Freight Forwarder Applicé 
tion, to operate as a forwarder from Omaha to the states af 
South Dakota, Wyoming, and Montana. 

The application said that Gordon-Arey was a new corporé 
tion, organized for the specific purpose of conducting the opel 
ations covered by the application. It said that the corporation’ 
principal officer was William A. Gordon, and that its operatin 
personnel consisted of William A. Gordon and Horace 
Parker, both of whom, it said, had been engaged in the freight 
forwarding business as officers and employes of Gordon Storagt 
Warehouses for the last five years, The proposed transfer woul 
not affect the interests of the employes of Gordon Storag 
Warehouses in any way, the application said. 
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Super Oil Co. Application 


Railroad protestants in MC 101705, Super Oil Co. Common 
Carrier Application, have asked the Commission to withhold 
the certificate granted in that proceeding, and to grant reargu- 
ment before and reconsideration by the entire Commission. The 
Commission, by division 5, granted the applicant a certificate 
authorizing the transportation of petroleum products, in bulk, 
in tank trucks, from Superior, Neb., and Champlin, Ia., to 
points in described territories in Minnesota and North Dakota, 
over irregular routes. 

The rail protestants asked that the Commission grant oral 
argument “for the reason that this case is one of sepcial im- 
portance to the public and to the railroads serving this great 
agricultural territory. ...” They said that, if the decision of 
division 5 was sustained, the territory would be opened to com- 
mon carrier oil transport service, and that ‘then the Commis- 
sion must go the full way and grant service of a similar type 
from all barge line terminals and from all pipeline heads so 
that all points and places in the territory might have such 
service.” 

The decision in the instant proceeding, they said, was in 
conflict with the Commission’s decision in MC 59652, Sub. 1, 
Dean A. Woerner Extension. In that case, in which they said 
the recommended order of the examiner had become the final 
order of the Commission as of September 21, 1942, the appli- 
cant proposed service from the pipeline head at Rock Rapids, 
Ia., they said, and that it proposed to serve a substantial por- 
tion of the territory proposed to be served in this case in Min- 
nesota, and in North Dakota. The railroad said that in the 
Woerner case the Commission had held, on substantially the 
same testimony as offered in this case, that the granting of the 
application would not be in the public interest. 

They said that it had been shown that there was adequate 
service for all but a few petroleum dealers, and cited percent- 
ages of revenue forwarded and received on the branch rail lines 
serving the territory for the transportation of petroleum rang- 
ing from 14.5 per cent to 28 per cent. Petroleum revenue was 
important to the railroads serving the territory, they said, and 
observed that all traffic associations in North Dakota had op- 
posed the application on the ground that the loss of such rev- 
enue to the railroads could be replaced only through an in- 
crease in the rates on agricultural and other basic products. 

They alleged that the grant of authority would be for the 
benefit of Champlin Oil Co., which, they said, thought it could 
obtain some competitive advantage through the creation of 
‘junior bulk jobbers,” that is, selling gasoline at reduced 
wholesale prices to small dealers and making delivery by a 
common carrier. Hence, they said, it had supported the appli- 
cation as a part of its sales promotion plan. 

The question before the Commission, they said, was 
whether or not there was adequate transportation for petroleum 
products into the involved territory. The fact that a few dealers 
did not have the necessary capital to acquire railroad cites and 
had businesses warranting only occasional deliveries by truck 
to their places, did not prove public convenience and necessity 
they said. 

“Every dealer in certain commodities is not entitled to 
common carrier service to deliver that particular commodity,” 
the railroads said. ‘In other words, every brand of crackers 
is not entitled to its own transportation agency... .” 













































































































































































RAIL CIGAR RATE PROTEST 


The railroads were proposing to lower an already depressed 
rate on cigars, said the Southern Motor Carriers Rate Con- 
ference, in a request that the Commission suspend item 11682-D, 
In supplement 45 to Agent R. H. Hoke’s tariff 314-F, MF-I. C. C. 
No. 823, effective December 12. 

The conference said that on September 25, 1943, the South- 
ern Freight Tariff Bureau had filed a special permission ap- 
plication for authority to publish on short notice a rate of $1.49 
4100 pounds from Tampa, Fla., to eastern port cities, and that, 
at the time the application was filed the motor carrier rate 
was $2 a 100 pounds, not including delivery at New York City. 
The conference said that “we understand that the only justi- 
fication that the rails now have for this further reduction in 
these rates is the fact that the $1.49 rate did not get the busi- 
ness from the motor carriers, and therefore, they are here 
attempting to undercut the motor carrier rate.” 

It said that, based in the rail calculations, which, it said, 
Were extremely high, of a cost at origin of 16 cents a 100 
Pounds, and delivery cost at destination of 50 cents a 100 
Pounds, in addition to their carload rate of $1.22 a 100 pounds, 
the total charge by rail would be $1.88 against a total charge 
by motor carrier of $2.33, “or a difference in favor of the rail 
lines of 45 cents per 100 pounds, against a difference which 
xists today of 27 cents per 100 pounds.” 

Arguing that cigars were not necessary in the war effort, 
the conference said that the motor carrier was a depressed 
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rate, made to meet a rail movement from Tampa to Jackson- 
ville, Fla., plus a water movement from Jacksonville to New 
York City. Cigars should bear their proportionate share of the 
transportation burden, if any commodity should, said the con- 
ference. They also pointed out that the effect of the protested 
rates had been to cause a proposed reduction in the import 
rates on cigars from other Gulf ports, and that such a proposal 
was pending on the docket of the Southern Freight Association. 


BEARDSLEE LAUNCH APPLICATION 


By an application in W-63, Sub. 1, Beardslee Launch & 
Barge Service, of Mobile, Ala., has asked the Commission for 
authority to extend its service as a contract carrier on the 
Alabama, Mobile, Tombigbee and Warrior Rivers, and on the 
Gulf Intracoastal Waterway. 

The applicant asked authority to tow barges not self-pro- 
pelled, loaded with lumber, logs, wooden piling, timber, pulp 
wood, iron, steel, and similar commodities between Mobile, 
Ala., and Pensacola, Fla., via Gulf Intracoastal Waterway; be- 
tween Mobile, Ala., and Orange, Tex., via the waterway; be- 
tween Albama, Mobile, Tombigbee, and Warrior River points 
and Pensacola, Fla., ‘via the rivers’? Mobile and Intracoastal 
Waterway; and between Alabama, Mobile, Tombigbee and 
Warrior River points and Mobile, Ala., “via the rivers.” 

The applicant said it now had a permit under W-63, au- 
thorizing it to handle poles and piling from Mobile to New 
Orleans and Orange, Tex.; a special permit No. 2237, effective 
September 19, to handle mahogany logs from Pensacola to 
Mobile; and a special permit No. 22435, effective September 
24, to handle iron and steel from Biloxi, Miss., and Mobile, Ala. 

It had been towing general commodities in the vicinity of 
Mobile for the past twenty-five years, the applicant said, and 
that, anticipating a resumption of activity after the war, it 


desired to be in position to handle traffic in the territory afore- 
mentioned. 


F. E. C. REORGANIZATION 

The Commission, division 4, by an order in Finance No. 
13170, Florida East Coast Railway Co. Reorganization, has per- 
mitted Atlantic Coast Line Railroad to intervene solely for the 
purpose of filing a brief in respect of a petition filed by S. A. 
Lynch and other interveners for reopening of the proceeding 
for the purpose of filing a plan of reorganization, among other 
things (see Traffic World, Nov. 11, p. 1226). 

The A. C. L. petition said it had approved the proposal 
in the Lynch petition, and asked authority to intervene and 
file a brief in support of that petition. 

The Lynch petition was opposed by St. Joe Paper Co., 
owner of about 53 per cent of the first refunding bonds of the 
F. E. C. The paper company said the petition set forth no 
fact that excused the failure of the petitioners to submit the 
plan within a reasonable time and that no explanation had been 
as to why the Atlantic Coast Line Railroad had stood by during 
thirteen years of the debtor’s receivership and bankruptcy with- 
out intervening and without indicating any interest until a final 
plan of reorganization was reasonably to be expected. It said 
the proposed plan was not a plan of reorganization within the 
meaning of the section 205(d) U. S. C. A. title 11 because, it 
said, consummation of the plan was dependent on “compelling 
owners of 60 per cent of the first and refunding bonds to sell 
their equity to Atlantic Coast Line Railroad Co. ... at an 
arbitrary price fixed by that company as the result of its nego- 


tiations with holders of a small minority of first and refunding 
bonds... .” 


N. Y¥. O. & W. REORGANIZATION 

Petitions have been filed with the Commission in Finance 
No. 11662, New York, Ontario & Western Railway Co. Reorgan- 
ization, asking that the Commission ratify the appointment of 
Raymond L. Gebhardt, of Summit, N. J., and Ferdinand J. 
Sieghardt, of New Rochelle, N. Y., as substituted trustees of 
the property of the debtor railroad. The petitions said that the 
federal court for the southern New York district, November 27, 
had appointed Messrs. Gebhardt and Sieghardt substitute trus- 
tees following tender of the resignation of Frederic E. Lyford, 
trustee of the debtor railroad since 1937. The petittions also 
asked that the Commission determine the maximum limits of 
compensation for the trustees. 


WISCONSIN CENTRAL REORGANIZATION 
Edgar F. Zelle and E. A. Whitman have filed with the 
Commission notices served on parties to Finance No. 14720, 
Wisconsin Central Railway Co. Reorganization, of their peti- 
tions to the Commission, and the petitions, for ratification by 
the Commission of their appointments as trustees of the debtor 


company by the federal court for the Minnesota district, fourth 
division. 
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Bomb Parts Question 


Complainants and defendants in No. 29166, Anderson Brass 
Works, Inc., et al. vs. Grand Trunk Western Railroad Co. et al., 
have filed briefs with the Commission. The proceeding involves 
a complaint of Anderson Brass Works, Inc., and of Continental 
Gin Co., both of Birmingham, Ala., that rail charges on soft 
hot rolled square bars in bent coiled form, moving from Detroit, 
Mich., and Chicago, Ill., to Birmingham and Dallas, Tex., were 
unjust and unreasonable and unjustly discriminatory and unduly 
preferential and prejudicial. They asked reparation in the sum 
of approximately $30,000 on shipments beginning in April, 1943. 

The complainants said the proceeding presented a matter 
of simple tariff construction, involving little more than a de- 
termination that steel bars, when bent, sheared and ground in 
the form involved in the complaint, were properly rated the 
same as other general iron and steel articles. The steel bars, 
they said, were less than an inch in thickness and were rolled 
from soft low-carbon steel. They shattered easily and were 
used in making fragmentation bombs for war purposes, they 
said. They said the proceeding also raised the question as to 
whether the ultimate use to which an article was put should be 
considered the controlling factor in the application of rates, 
contending that ‘the guiding rule of tariff interpretation is 
that the nature of the article shipped, and not the use to which 
it may be put, determines the rate applicable thereon.” 


The rail defendants, on the other hand, contended that the 
rates as charged on steel parts for fragmentation bombs were 
the applicable rates, and asked that the complaint be dismissed. 
They said the articles shipped were “bomb body parts,” and, 
referring to a note in the governing tariff that said the iron 
and steel rate would not apply “if further work has been done’”’ 
after the bars were bent, said that there had been no evidence 
introduced by complainants to show the nature of the work 
done on the bars at Detroit or Chicago. It was the complain- 
ants’ burden, they said, to show that the articles shipped did 
fit the tariff description, and that the complainants had not met 
that burden. 





SUSPENDED TARIFFS 


In I. and S. No. 5327, the Commission suspended from 
December 4 until July 4 the operation of certain schedules as 
published in supplement No. 9 to Agent Jos. Hattendorf’s tariff 
I. C. C. No. 74. The suspended schedules propose to restrict 
the import rail rates from southern ports to various points in 
western trunk-line territory, so as not to apply on traffic trans- 
shipped from a prior United States port by carrier other than 
deep sea vessel. 





Illinois Intrastate Coal Rates 


The Commission heard argument December 6 and 7 in No. 
28881, Bituminous Coal Rates Within Illinois, embracing I. and 
S. No. 5139, Coal to Beloit, Wis., and Northern Illinois, involv- 
ing a controversy concerning coal rates from Kentucky, In- 
diana, and Illinois to points in northern Illinois and southern 
Wisconsin, and Illinois intrastate rate relationships. 

Examiner R. N. Trezise, now retired, in a proposed report 
in those proceedings, observed that the Commission had before 
it the very controversy, “at least in principle,” that was con- 
sidered and decided in Coal to Illinois and Wisconsin, 232 
I. C. C. 151, concerning proposed increased rates from Indiana 
to Northern Illinois destinations and the concurrent proposal 
to increase the intrastate rates from Illinois origins to northern 
Illinois destinations (see Traffic World, April 8, p. 977). He 
recommended, generally, that the Commission approve the 
proposed adjustment, noting that the proposed rates were not 
such as might be prescribed on a record sufficient to correct 
the many inconsistencies that were illustrated in appendices to 
the report, but that the proposed adjustment with all of its 
infirmities was a step in the direction of curing a maladjust- 
ment that had existed for many years and had greater merit 
from the standpoint of justness and relative reasonableness than 
the present lower level of rates. 

Time for argument before the Commission was allotted to 
Erle Zoll, Jr., for the rail respondents; A. G. Gutheim, for 
Western Pennsylvania Coal Operators Association; A. J. Dix- 
ton, for Southern Railway Co.; John E. Benton, for National 
Association of Railroad and Utilities Commissioners; William 
C. Wines, assistant attorney general of Illinois; E. B. Wilkin- 
son, for Coal Trade Association of Indiana; C. W. Stadell, for 
Illinois Coal Traffic Bureau, et al.; J. E. Marks, for Kentucky 
Coal Agency; R. F. Wood, for Fifth and Ninth District Coal 
Traffic Bureau, et al.; Howard W. Vesey, for Middle States 
Fuels, Inc., et al.; C. B. Cardy, for Northern Illinois Coal Cor- 
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poration; and C. S. Bather, for Rockford (Ill.) Chamber of 
Commerce. 


Frisco Motor Complaint 


Ten motor carriers, who said they were direct competitors 
of Frisco Transportation Co., have been permitted to intervene 
by an order of the Commission in MC C-293, Campbell Sixty 
Six Express, Inc., et al. vs. Frisco Transportation Co. et al., in 
which the Commission, division 5, found that Frisco, wholly- 
owned subsidiary of the St. Louis-San Francisco Railway Co, 
had conducted unauthorized direct motor common carrier sery- 
ice following the acquisitions of a number of motor carrier 
operations (see Traffic World, Aug. 26, p. 489). The carriers 
permitted to intervene were: 

Viking Freight Co.; L. A. Tucker Truck Lines, Inc.; Con- 
solidated Forwarding Co., Inc.; Lee Transportation Co.; Hus- 
mann & Roper Freight Lines, Inc.; Plaza Express Co., Inc.; 
Be-Mac Transport Co., Inc.; Western Trucking Co., Inc.; Arkan- 
sas Motor Freight Lines, Inc.; and Ralph England, doing busi- 
ness as England Brothers Truck Line. 

The intervening carriers have filed a reply asking denial of 
the petition of Frisco Transportation Co. and the railroad for 
reconsideration and oral argument before the entire Commis- 
sion, in which Frisco said that the division’s report had attracted 
nation-wide interest and that final adjudication of the issues in- 
volved would determine ‘‘whether the transportation company 
will continue to perform its service for the shippers adequately 
and well,” or “whether it will become a subsidized parasite of 
the railroad.” (See Traffic World, Sept. 30, p. 833.) 

The quoted statements, said the interveners, illustrated the 
“false premise and erroneous theory of law” on which the de- 
fendants based their request. They said that Congress had 
never intended that a railroad or any person controlled or 
affiliated with a railroad should or could use service by motor 
vehicle in any other manner than in the service of the railroad 
itself. 

“It is limited to its being an integral part of the rail service 
and the costs of operating motor vehicles as an adjunct of the 
rail service are a part and parcel of the operating costs of the 
railroad itself,” said the interveners. ‘This being true, the ques- 
tion raised by defendants, of a motor carrier wholly owned bya 
railroad, being a ‘self-supporting, profitable and going concern 
or becoming a subsidized parasite of the railroad’ is not present 
in this case. .. .” 

Because of the provision in each of the Frisco acquisition 
cases, with the exception of two, that the Commission reserved 
the right to “impose in the future whatever limitations might 
be necessary to insure that the service would be auxiliary or 
supplementary to the train service of the railway,” the inter- 
veners said that the defendants were on-notice that restrictions 
would be fixed on the service of Frisco whenever they became 
necessary in the Commission’s judgment. 


“Tt is interesting also to observe that the piecemeal acquisi- 
tion of motor common carrier operating rights by the Trans- 
portation Company prevented the Commission from obtaining 
a clear picture of just what was contemplated by that company 
in the field of motor vehicle serivce,’’ said the interveners at 
another point, adding later that ‘now that the Commission has 
this complete picture it proposes to require the service of the 
Transportation Company to conform to existing law.” 

They said that the defendants had attempted to show that 
“a full disclosure was made to the Commission as to the manner 
in which the Transportation Company proposed to operate,” 
and that ‘“‘we doubt the accuracy of this statement even in the 
light of the abstract of testimony set forth in Appendix A to 
defendants’ petition.” This, however, was beside the point, they 
continued, saying that, regardless of the desires of the Trans- 
portation Company or the showing made at the hearings with 
respect thereto, “if the law does not permit the rendition of the 
type of service, such as here proposed by it, then the desires of 
the Transportation Company must give way to the law. Further 
the Commission is not vested with power by reason of evidence 
offered at any hearing. Its power is derived from the statute 
it administers. .. .” 

As to the contention of the defendants that the argument of 
the protestants that Frisco was in competition with its rail 
parent was “sheer balderdash,” the interveners said that gross 
revenues of Frisco for 1938 were $13,438.72, and that by the 
year 1943 they had reached $2,051,642.44. They asked from 
what sources the traffic had been obtained that produced those 
large revenues, and whether it had been taken from independent 
motor carriers, proving, they said, that what the Commission 
had said in Penn. Truck Lines, Inc.—Control—Barker Motor 
Freight, 1 M. C. C. 101 and 5 M. C. C. 9, was true, that is: 


The financial and soliciting resources of the railroads could easily 
be so used in this field that the development of independent service 
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would be greatly hampered and restricted, and with ultimate disad- 
yantage to the public. ... 


The defendants’ petition for reconsideration and oral argu- 
ment should be denied, said the interveners, adding that the 
































































































































































































































Hitors | proceedings in which certificates were issued to Frisco in re- 
“vene § spect of the operations involved should be reopened for recon- 
Sixty sideration for the purpose of determining what, if any, condi- 
l., in @ tions should be imposed to remove all doubt about the character 
1olly. § of operations Frisco was authorized to acquire and in which it 
y Co, @ was authorized to engage. 
‘Serv. “The Commission should go even further and as suggested 
wrrier § in the partial dissenting opinion of Commissioner Patterson the 
rriers J necessary steps should be taken to deal with the defendants’ 
entire operation for the purpose of imposing, in its certificates, 
Con. § such conditions or restrictions as may be required to remove all 
Hus- § doubt about the character of operations which the Transporta- 
Inc, § tion Company was authorized to acquire in the acquisition pro- 
rkan. § ceedings here involved and in which it is authorized to engage,” 
busi- @ the interveners said. 
‘ial of e 
d for Motor Act Prosecutions 
ian (Digests of statements issued by the Secretary of the Commis- 
iliie. sion concerning prosecutions, in federal couris, for violations of 
les In- motor carrier provisions of the interstate commerce act or of Com- 
ae mission rules and regulations thereunder, appear below.) 
ately 
‘ite P| Southern New York district, at New York, Frosty’s Serv- 
ice, Inc., a passenger motor carrier, of New York City, was 
»>d the § fined $225 following entry of its plea of guilty to an informa- 
1e de- § tion charging it with violations of part II of the interstate 
s had § commerce act. The fine was required to be paid. The defend- 
ed or § ant was charged with operating as a motor vehicle common 
motor § carrier of passengers for compensation without a certificate 
ilroad § having been issued by the Commission authorizing the partic- 
ular operations described in the information,*and with failing 
ervice § to have on file physicians’ certificates of medical examination 
of the § for new drivers. 
of the Southern California district, central division, at Los An- 
ques- § geles. James Garibaldi, Victor Garibaldi, and David Garibaldi, 
d bya § Jr., copartners, dba Garibaldi Bros., of Los Angeles, in the 
oncern § transportation of livestock were fined a total of $500, Novem- 
resent § ber 20, following entry of their separate pleas of nolo con- 
tendere to an information charging them with failure to require 
‘isition § drivers in their employ to keep drivers’ logs, and with permit- 
served § ting and requiring their drivers to remain on duty for excessive 
might § weekly periods, both in violation of the motor carrier safety 
ary or § regulations of the Commission. The fine was imposed on 10 
inter- § counts of the information. Sentence on the remaining 15 counts 
ictions § of the information was suspended during a probationary period 
yecame §f of two years. 

Middle North Carolina district, at Wilkesboro. Queen 
equisi- | Trucking Co., Inc., a motor carrier of North Wilkesboro, was 
Trans- § required to pay a fine of $650, November 28, following a hear- 
taining § ing on petition of the probation officer wherein the court found 
mpany §j that the defendant had violated the terms of its probation in 
ers at & that it had continued in the period of probation to violate pro- 
on has § Visions of part II of the interstate commerce act. The fine was 
of the § Imposed on 13 counts of an information charging the defendant 

with violations of part II of the act, on which imposition of 
w that § Sentence had been suspended during a probationary period of 
nanner § OMe year following the entry of a plea of guilty by the defend- 
erate,” § ant on November 17, 1943, at which time the defendant was 
in the § Tequired to pay a fine of $500 on five other counts of the in- 
x A to § formation. The petition filed by the probation officer charged 
it, they the defendant with engaging in the probationary period in 
Trans- § °Perations as a common carrier by motor vehicle of property 
ys with | interstate commerce for compensation without a certificate 
of the | having been issued to it by the Commission authorizing the 
sires of § Particular operations that were performed, and without having 
Turther aa with the Commission rates applicable to such transpor- 
idence tation. 
pve District of Massachusetts, at Boston. Trailways of New 
England, Inc., a passenger motor carrier of Springfield, Mass., 
nent of § Was fined $700, November 29, following entry of its plea of 
its rail § Suilty to an information charging it with permitting and re- 
t gross quiring drivers to operate motor vehicles in excess of the daily 
by the hours of service limitations and with requiring and permitting 
d from § 2? driver to drive and operate a motor vehicle while his ability 
d those and alertness were so impaired through fatigue as to interfere 
pendent with safe driving. The fine was paid. ms 
mission Eastern Michigan district, southern division, at Detroit. 
- motor § Ktamer Brothers Freight Lines, Inc., of Detroit, Mich., and 
nee nine of its drivers, namely, Robert C. Davis, Cleveland, O.; 
Willard J. Bolster, Detroit; Leslie S. Harshaw, Windsor, Ont., 
id easily § Canady; Stephen Kovacs, Newark, N. J.; J. B. Cox, Detroit; 


t service 











Alex McBain, Detroit; John Rockenbaugh, Goshen, Ind.; Luke 
J. Shantz, Elkhart, Ind.; and Robert Williams, Toledo, O., were 
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fined a total of $760 together with $150 costs, November 28, 
following entry of their separate pleas of guilty to informations 
charging them with violations of part II of the interstate com- 
merce act. Kramer Brothers was charged with failing to re- 
quire drivers in its employ to keep drivers’ logs. The defend- 
ants Robert C. Davis, Willard J. Bolster and J. B. Cox were 
charged with failure to keep drivers’ logs. Defendants Leslie 
S. Harshaw, Stephen Kovacs, Alex McBain, John Rockenbaugh, 
Luke J. Shantz, and Ralph Williams were each charged with 
failure to keep drivers’ logs and with falsification of their 
drivers’ logs. The carrier was fined $400 together with $15 
costs. Davis, Harshaw, Kovacs, Rockenbaugh, Shantz, and 
Williams were each fined $45 together with $15 costs. Defend- 
ants Bolster, Cox, and McBain were each fined $30 together 
with $15 costs. The fines were paid. 





ee 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federah Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





BAGGAGE 


(Supreme Court of Arkansas.) A stipulation on parcel or 
baggage check, issued to bus passenger for safekeeping of her 
handbag at bus terminal, that bus company would not be re- 
sponsible for loss of articles left in storage for any amount 
exceeding $25, became contract between passenger and such 
company, though passenger did not read, or have her attention 
called to stipulation, nor otherwise expressly assent thereto. 

The language of stipulation on parcel or baggage check, 
issued to bus passenger for safekeeping of her handbag at bus 
terminal, that bus company would not be responsible for loss 
of articles left in storage for amount exceeding $25, was broad 
enough to limit amount of company’s liability on any account, 
including its agent’s negligence in delivering such passenger’s 
baggage to another. (Missouri Pac. Transp. Co. vs. Williams, 
182 S. W. Rep. 2d 762.) 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of Mississippi.) In action for negligence 
in failing to transmit telegram, evidence supported conclusion 
that had telegram been sent on day of delivery to telegraph 
company and had hedging contract been made on that day in 
accordance with purpose of telegram, it would have been a 
futures contract and that only, so that it would have been an 
unenforceable gambling contract. Code 1942, Sec. 28. 

A futures contract without any real purpose or expectation 
that actual deliveries would be made upon it is illegal and 
fact that contract is for purpose of hedging does not save it. 
Code 1942, Séc. 28. 

If a plaintiff requires essential aid from an illegal trans- 
action to establish his case, he cannot recover. 

Where seller filed message with telegraph company ad- 
dressed to member of seller’s firm for purpose of having him 
procure a hedging contract to protect seller against rise in price, 
telegraph company which did not deliver message could not be 
held liable for damages because of rise in price before placing 
of hedging contract, since reliance on illegal hedging contract 
was essential to establish a case. Code 1942, Sec. 28. (Capps 
vs. Postal Telegraph-Cable Co., 19 Sou. Rep. 2d 491.) 


Mlixed-Feed Transit Rate Case 


The Supreme Court of the United States has denied a peti- 
tion for certiorari in No. 605, Beacon Milling Co., petitioner, 
vs. New York Central Railroad Co., a case bringing into issue 
the question whether the railroad has a legal right to collect 
from the milling company, under authority of the Commission’s 
order in Emergency Freight Charges, 1935, an “emergency 
charge” in addition to the through rate from origin to destina- 
tion on shipments moved in the period from April 18, 1935, to 
December 31, 1936, to and from complainant’s plant at Cayuga, 
N. Y., where the transit privilege was accorded on raw mate- 
rials there processed into feed. The emergency charge particu- 
larly in issue was applied to inbound raw materials. 

By its petition, the Beacon Milling Co. sought review of a 
decision of the Court of Appeals of the state of New York, 
reversing the judgment of lower courts by which a complaint 
of the New York Central to collect from the milling company 
“emergency charges” totaling $10,603.35 plus interest was dis- 
missed, on the milling company’s motion for summary judg- 
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ment. The Supreme Court of the United States denied the 
petition with the mere statement in its order that “the petition 
for certiorari in this case is denied for want of final judgment.” 
Thereby it apparently found justification for contentions ad- 
vanced by the New York Central in its brief in the proceeding, 
to the effect that, as the case now stood, no judgment, final or 
otherwise, had been entered in favor of the New York Central, 
and that the Beacon Milling Co. still had recourse to go to the 
Commission for determination of the reasonableness and law- 
fulness of the “emergency charge” here involved. 

Documents filed in the proceeding showed that the New 
York Central had filed suit to collect the amount of the ‘“emer- 
gency charge” in the Supreme Court of the State of New York 
for Monroe County; that that court, acting on the milling com- 
pany’s motion for summary judgment, after the New York 
Central had filed a similar motion, dismissed the complaint; 
that the Appellate Division of the state courts affirmed that 
judgment, and that the Court of Appeals, in reversing it in its 
decision of July 19, 1944, said it was doing so without prejudice 
to any proceeding the petitioner might institute before the 
Commission and that, since the New York Central had not 
appealed frédm the trial court’s denial of its motion for sum- 
mary judgment, the Court of Appeals was without power to 
direct summary judgment in favor of the railroad. 

According to the milling company’s petition, the petitioner’s 
plant is located on a sidetrack of the New York Central. The 
company said that for many years after it had begun its opera- 
tions at Cayuga, the railroads had assessed charges on the 
basis of rates from the original point of shipment of raw ma- 
terials to the. final destination of the mixed feeds, using the 
rate applicable on the outbound feed from Cayuga; that the 
lawfulness of this practice was put in issue by the Beacon com- 
pany in proceedings before the Commission. in Beacon Milling 
Co. vs. New York Central Railroad Co. 157 I. C. C. 635; that 
the Commission found that the transit practices assailed re- 
sulted in collection of unreasonable charges for the through 
transportation and, by an order issued in 1929, required that 
the charges for the through transportation be computed on the 
basis of the through rate on the inbound raw material. The 
petition set forth, further, that while the order in this so-called 
“Beacon case” was in effect, the Commission, acting on a peti- 
tion of the Class I railroads for a general rate increase, author- 
ized certain increases, including emergency charges on “feed, 
animal or poultry” and, also, many items in the grain list in 
the category of “commodities, in carloads, in which no line- 
haul emergency charges are authorized.” 

The New York Central, according to documents in the 
proceeding, assessed and collected emergency charges on feed 
shipped by the Beacon company, which admitted that such 
charges had been authorized but contended that they were not 
applicable on transit shipments, since no emergency increased 
had been authorized to be applicable on the inbound raw ma- 
terial received at Cayuga. 

The Beacon company, in its petition, contended that the 
Court of Appeals erred in construing the 1935 order of the 
Commission as overriding the report issued in 1929 in the 
“Beacon case,” and in holding that the Beacon eompany must 
find its remedy in proceedings before the Commission for ad- 
ministrative relief. 

The New York Central contended, in its brief, that the 
case awaited trial on the merits and said that it had appealed 
the granting of the milling company’s motion for summary 
judgment but had not appealed the denial of its own motion. 


“It is for the trial court to determine, when the issue is 
presented to it for determination,” the New York Central said, 
“whether judgment should be entered for the respondent. Un- 
til such judgment is entered, the petitioner has not been hurt.” 

The New York Central contended also that “the adminis- 
trative ruling Beacon needs, but has never obtained, pertains 
to the reasonableness and lawfulness of Item 70 of the master 
tariff under which the charges were assessed.” Item 70, it 
explained, provided a rule to cover all transit situations, re- 
gardless of the commodity, the type of transit, the carrier in- 
volved, or the location of the transit point, stating, in substance, 
that where transit was accorded and an emergency charge was 
provided on either the inbound or outbound commodity, an 
emergency charge would be assessed on the through rate. 


BARRETT WATER CARRIER STATUS 


The Supreme Court of the United States has noted prob- 
able jurisdiction in No. 630, The Barrett Line, Inc., Appellant, 
vs. United States of America and Interstate Commerce Com- 
mission, a case in which The Barrett Line, a water carrier 
operating on the Ohio and Mississippi Rivers, is contesting the 
action by the Commission, upheld by the federal district court 
for the southern Ohio district, western division, in its decision 
of July 28, 1944, denying authority sought by the applicant as 


TRAFFIC WORLD 


a contract carrier by water of general commodities on the Mis. 
sissippi River and its tributaries. 


The Commission, in its report in W-353, Barrett Line, Inc, 
Contract Carrier Application, denied “grandfather” authority 
requested under section 309(f) of the act and authority to in. 
stitute new operations sought, in the alternative. The Commis. 
sion found that from 1936 to 1942 the Barrett Line had engaged 
in 23 chartering transactions, and that the commodities carried 
by the applicant in that period were stone, in bulk, petroleum 
products, and fabricated steel and steel piling. It noted that 
the first two of those commodities, moved in bulk, were exempt 
from regulation by it under sections 303(b) and 303(d) and 
found that the applicant had transported no fabricated steel or 
steel piling since 1936. An examiner had recommended issuance 
of a permit to the applicant. 


The Barrett Line, on appeal, asserts that it has been in 
operation for four generations, or about 100 years, and con- 
tends that the chartering operations placed in evidence to sup. 
port its application were enough to have subjected it to the 
provisions of part III of the act and to entitle it to a permit 
under section 309(f). 





ALLIED VAN LINES ANTITRUST SUIT 
Judge Michael L. Igoe, in the federal district court at Chi- 
cago, has set February 13, 1945, as the date for trial in No. 
44C 30, United States vs. National Furniture Warehousemen’s 
Association, Allied Van Lines, et al., in which the antitrust 
division of the Department of Justice seeks an injunction re- 
straining the individual defendant van lines, warehouse com- 
panies and the Allied from continuing their alleged combina- 
tion and conspiracy in restraint of trade and commerce in the 
transportation of household goods by motor carrier (see Traffic 
World, September 23, p. 768). The trial was originally set for 
December 4 but was postponed to the later date. The order 
setting the new date also called for a pre-trial conference 

among parties to be held sometime in January, 1945. 





ELKINS ACT PROSECUTIONS 


The Commission has been advised that on November 22 
Clinchfield Railroad Co. entered a plea of nolo contendere to an 
information in one count filed in the federal court for the east- 
ern Tennessee district, at Chattanooga, and paid a fine of 
$1,000, according to a memorandum issued by Secretary Bartel, 
of the Commission. 


The secretary said that the information charged the de- 
fendant with having violated section 1 of the Elkins act by 
granting to a shipper operating a finishing mill at Kingsport, 
Tenn., a concession whereby a shipment of cotton piece goods 
was transported to that point at less than the local rate that 
was lawfully applicable. The rate charged was a so-called net 
transit rate, which was lower than the local rate and was not 
applicable to the shipment in question because the provisions 
of the tariff naming such transit rate had not been observed, 
he said, adding that the case was investigated by the Con- 
mission’s Bureau of Inquiry. 





AIR TRAFFIC 


The Civil Aeronautics Board has announced that mail 
pound-miles flown by the 18 domestic airlines in September in- 
creased 45 per cent and express pound miles increased 15.93 
per cent over the corresponding month in 1943, and that rev- 
enue miles increased 47.06 per cent. The number of revenue 
passenger-miles increased 46.40 per cent compared with Sep- 
tember a year ago. 


The airlines flew 96.96 per cent of their scheduled mileage 
in September. Of the 19.47 average available seats a mile, 
about 91.17 per cent were occupied by revenue passengers, aS 
compared with 18.82 average available seats of which 90.66 per 
cent were occupied by revenue passengers for the same month 
last year. —_— 

The average airplane load on the commercial airlines 1 
September was 17.75 passengers, 671.3 pounds of mail, and 
231.9 pounds of express, as compared with 17.06 passengers, 
680.8 pounds of mail, and 294.2 pounds of express a year ago. 

The major figures for September and for the twelve months 
ended with September, 1944 and 1943, follow: 


12 Mos. Ending 12 Mos. Ending 


Sept., 1944 Sept. 30, 1944 Sept. 30, 1943 
Revenue miles flown..... 13,762,239 129,830,417 100,720,800 
Revenue passenger miles. 225,475,722 2,038,608,626 1,527,108,600 
Mail pound miles........ 9,228,431,892 93,574,257,498 64,539,088, 610 


Express pound miles..... 3,188,048,520 
Revenue passenger 
factor (per cent of seats 
occupied) 


33,053,526,034 30,032,095,570 


89.86 85.78 
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December 9, 1944 


Civil Aviation Conferenee 


Fifty-Two Nations, After Five Weeks of Deliberation, Move 
to Set Up International Air Authority Without Power 
Over Rates and Routes—Technical Progress Hailed 


(By Robert J. Bayer) 









e Delegates representing 52 nations signed documents in- 
tended to set up, first a temporary and then a permanent 
international air authority, in a ceremony lasting an hour and 
a half which brought to a close the international civil aviation 
conference at Chicago December 7. The conference met for the 
first time on November 1 and seldom was there a morning, 
afternoon or evening, to the day of closing, when several ses- 
sions of subcommittees, committees and of the conference itself 
were not scheduled. 

The net result, indicated by the documents signed, consisted 
of a plan for the control of certain segments of international 
aviation in an interim period not to exceed three years; the 
proposed outline of a similar but permanent organization; two 
varying documents on freedom of the air, a subject on which 
the delegates could not agree, and sundry resolutions, ranging 
from a recommendation that there be a conference on private 
international air law to a resolution of thanks to President 
Roosevelt for his “initiative” in calling the conference. 

The conference was unable to solve a number of the most 
pressing of the problems before it. As adopted and signed, 
neither the interim agreement nor the permanent convention 
said anything about allocation of traffic and routes among the 
nations, or about rates. It was on the first mentioned question 
that the greatest disagreement developed. The views were di- 
vided along three lines: The so-called Australia-New Zealand 
plan was for an international body to own and operate all inter- 
national trunk air lines. The British adhered to the view that 
the international air authority ought to have the power to allo- 
cate traffic and fix routes in proportion to the amount of inter- 
national air traffic originated in each country. The American 
view was that international air transportation ought to be on a 
free and unrestricted basis of competition among privately 
owned and operated airlines. It appeared for a time that these 
differences were so fundamental as likely to bring about a 
break-up of the conference. 






















































The “Five Freedoms” 


Eventually, the discussion shifted around to what sounded 
like a less commercial phase of the matter, that of ‘freedom 
of the air.” Here, however, it was still impossible to reach 
agreement. The recommendation of the delegation from the 
United States was that there be included in the interim agree- 
ment and the convention a section pledging each signatory na- 
tions to the granting to all other participating nations, in respect 
to scheduled international air services: 













1. The privilege to fly across its territory without landing. 

2. The privilege to land for non-traffic purposes. 

3. The privilege to put down passengers, mail and cargo taken on 
in the territory of the state whose nationality the aircraft possesses. 

4. The privilege to take on passengers, mail and cargo destined for 
the territory of the state whose nationality the aircraft possesses. 

5. The privilege to take on passengers, mail and cargo destined for 
the territory of any other contracting state and the privilege to put 
down passengers, mail and cargo coming from any such territory. 










In effect, this proposal, if adopted, would have put the seal 
of the conference’s approval on the American unrestricted com- 
petition plan. Long discussions with the delegates from the 
United Kingdom and some of the British commonwealths failed 
to convince them that the so-called “five freedoms” ought to go 
In the interim agreement and the convention. They admitted 
that there was reasonableness in the first two. As finally acted 
on, all reference to traffic allocation, routes and freedom of the 
alr was eliminated from the interim agreement and the con- 
vention, but delegations were asked to sign separate agreements 
containing either the five freedoms or merely the two. Twenty- 
two of the participating delegations signed the document con- 


pe the two freedoms, while 16 signed the one containing 
all five, 



















Bodies Without Power 


_ Shorn of jurisdiction over rates and routes, the interna- 
tional air authorities, interim and permanent, will, under the 
documents signed, be little more than bodies for the gathering 
and dissemination of technical data and for further study of the 
need for and desirability of an international authority with 
Power to act. Indeed, as adopted, the permanent convention is 
little more than suggestive, since, by the terms of the interim 
agreement, the interim assembly and council is instructed to 
Sive further study to the type and form of permanent organi- 
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zation and to reecive suggestions about it from participating 
nations. 

In its machinery, the air authority to be set up under the 
permanent convention follows fairly closely that outlined in the 
first suggested American draft of the convention (see Traffic 
World, Nov. 25, p. 1387). It calls for an assembly to be com- 
posed of representatives of all participating nations, all to be 
equally represented and each to have a single vote. Instead of 
an overhead board of directors of fourteen, however, the con- 
vention as adopted calls for a council of 21. It does not specify 
rigidly how membership on the council is to be allocated among 
the participating nations, saying merely that “adequate repre- 
sentation” should be accorded to “states of chief importance in 
air transport; states not otherwise included which make the 
largest contribution to the provision of facilities for interna- 
tional civil air navigation, and states not otherwise included 
whose designation will insure that all the major geographic 
areas of the world are represented on the council.” 

Except for less detailed instructions as to the application 
of the document, the reservations of rights to fly over territory, 
the ownership of aircraft, etc., the interim agreement follows 
almost exactly the lines of the permanent convention. Its pur- 
pose is stated merely to tide the nations over the period from 
the end of the war until they have had time to ratify the perma- 
nent convention or some other plan for the control of interna- 
tional air traffic. 

As a matter of fact, even the interim agreement requires 
the separate action of the governments of the participating dele- 
gations before it can become effective. It contains a clause 
saying that the delegates signed it “with the understanding that 
the government of the United States of America shall be in- 
formed at the earliest possible date by each of the governments 
on whose behalf the agreement has been signed whether signa- 
ture on its behalf shall constitute an acceptance of the agree- 
ment by that government and an obligation binding upon it.” 
The agreement shall go in force, it says, when it has been so 
formally accepted by 26 nations. 


Interim Council Elected 


The interim air authority is set up exactly on the pattern 
of the authority under the permanent convention. At the semi- 
final plenary session of the coriference, December 6, the United 
Kingdom, the United States, Netherlands, Brazil, France, Mex- 
ico and Belgium were voted places on the council under the 
first category mentioned above. Under the second category, 
Canada, Cuba, Norway, Iraq and Peru were selected, and under 
the third cateogry, China, Australia, Egypt, Czechoslovakia, 
Turkey, El Salvador, Chile and Columbia. 


Reserved Seat for Russia 


It will be noted that the total thus elected is but 20, whereas 
the interim agreement calls for a council of 21. When balloting 
began for the states in the first category, it was announced that 
there would be eight such states but that only seven would be 
elected at the time. All mention of Russia was carefully 
avoided, but she was in the minds of all present and it was 
thoroughly understood that the eighth place was reserved for 
the Soviets when and if they should decide to cooperate in the 
international civil aviation plan. 

It had been announced, on the opening day of the confer- 
ence, that the Russian delegation had turned back after getting 
as far as Winnipeg, Canada. A statement from the Russian 
embassy at Washington, released at the conference at that 
time, said that the Soviets would not participate in a confer- 
ence in which such fascist nations as Portugal, Spain and 
Switzerland were taking part. 

At the final session, the morning of December 7, dele- 
gates and visitors were treated to an interesting international . 
Alphonse-Gaston display when Wilhelm Munthe de Morgen- 
stierne, Norwegian ambassador to the United States, head of 
the delegation from Norway, resigned from the council on be- 
half of his government to make way for India, which, he said, 
deserved a place on it. Felipe Pazos, commercial attache, 
Cuban embassy at Washington, head of the Cuban delegation, 
insisted that De Morgenstierne withdraw his resignation so as 
to permit Cuba to resign in India’s favor. This the Norwegian 
ambassador was at length persuaded to do and the resignation 
of Cuba and the election of India was unanimous and by ac- 
clamation. 

Technical Progress 


Despite the apparent innocuousness of the authority pro- 
vided for under the interim agreement and even the still pend- 
ing question as to whether the governments of 26 of the par- 
ticipating nations will accept it, there was a distinct feeling as 
the conference closed that much had been accomplished. At 
any rate, it was pointed out, it had remained in session, more 
or less amicably longer than any other similar conference had 
done theretofore. On the technical side, it was explained by a 
spokesman, much had been accomplished. Several hundred 
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pages of findings and recommendations by technical committees 
remain to be collated and printed and work on them, he said, 
would undoubtedly go on continuously if the authority were 
set up under the interim agreement. That agreement and the 
permanent convention authorize their respective authorities to 
organize personnel financed through assessment of partici- 
pating nations, and direct technical research in a continuing 
way. 

Among the matters on which the technical committees had 
prepared recommendations for consideration by the interim 
authority, when and if organized, were airways systems; air 
communications procedures and systems; rules of the air; air 
traffic control practices; standards governing the licensing of 
operating and mechanical personnel; log book requirements; 
airworthiness requirements for civil aircraft engaging in inter- 
national air navigation; aircraft registration and identification 
marks; meteorological protection of international aeronautics; 
aeronautical maps and charts; customs procedures and mani- 
fests; search, rescue and investigation of accidents. 

The most important document prepared by the conference, 
aside from the agreement, convention and air freedom state- 
ments, was a suggested standard form for agreements among 
nations for provisional air routes. In other resolutions the con- 
ference recommended that the interim authority set up a body 
for the continuing study of aeronautical science; that countries 
in which it was impracticable to adopt the metric system of 
measurements, express all technical matters affecting interna- 
tional aviation in both the metric and English systems; that 
the interim authority “give consideration to the early calling 
of an international conference on private international air law 
for the purpose of adopting a convention dealing with the trans- 
fer of title to aircraft, and “that it give consideration to the 
publication of flight documents and forms “in representative 
languages of areas through which major international air routes 
are operated.” 

Congratulations from Roosevelt 


At the closing session, Adolph A. Berle, Jr., former assistant 
Secretary of State, and head of the delegation from the United 
States, president of the conference, read a telegram from Presi- 
dent Roosevelt congratulating the conference on its work. 

“The conclusions reached mark an important step toward 
the use of air transport for the benefit of mankind,” said he. 
“T hope that the results achieved will meet with the approval 
of all delegates present.” 

The Air Transport Association of America adopted a reso- 
lution expressing its “admiration and appreciation for the in- 
spiring and tireless manner in which Mr. Adolph Berle and the 
other members of the international civil aviation conference 
have undertaken to advance the future of world-wide civil 
aviation as an instrument of peace and international under- 
standing.” 


Postwar Transport of Mail 


“Claims of some air mail enthusiasts that all first-class 
mail should be transported by air at present rates of postage 
are fantastic for the reason that an enormous financial deficit 
would follow,” said the executive committee of the Railway 
Mail Association in a report on post-war transportation of mail, 
the text of which has been inserted in the Congressional Record 
of December 4 by Senator Mead, of New York. 

The committee said in its report that investigation had 
proved that no advantage or earlier delivery accrued by dis- 
patch of mail by air to points within 300 miles of origin, and 
that a Post Office Department survey had shown that 49.67 
per cent of all first-class mail was addressed to points within 
300 miles of the office of origin. It regarded increases of air- 
mail revenues over expenditures in 1943 and 1944 as “a tem- 
porary condition” brought about largely by reduction of the 
air mail rate by the ounce to personnel of the U. S. armed 
forces outside the United States to 6 cents. 

“While it may be possible to make further reduction in 
air-mail postage without a deficit,” it said, “we feel that the 
same may also be said of ordinary first-class mail transported 
by rail. The (Post Office) Department has always made a sub- 
stantial profit on ordinary first-class mail ($140,000,000 in 1942) 
and this profit has always been used to counteract the loss 
incurred on other classes of mail. We feel, however, that be- 
fore there is any reduction in air-mail postage rates that first- 
class air mail should bear a proportionate part of the burden 
of supporting the deficit incurred in the handling of other 
classes of mail, unless there is to be a change in the policy of 
the — Office Department in handling other classes of mail 
at a loss.” 


Tax Use for Airports Opposed 


The committee said the domestic air transport system had 
now reached the state of financial self-sufficiency and con- 
tended that it would not be equitable or fair to tax citizens for 
the building of many air fields that would operate as competi- 
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tors of surface common carriers “who are required to build ang 
maintain their own terminal facilities and also pay a heavy 
real estate tax thereon.” It said it believed adequate facilities 
at air mail fields, under the supervision of the Railway Mail 
Service, would be the best solution for the distribution of air 
mail at the present time, but that, if the time came when dis. 
tribution en route was expedient, the Railway Mail Association 
would be prepared for the inauguration of that new type of 
service. 

“In contemplating the matter of feeder routes,” the com- 
mittee report continued, “it should be borne in mind that motor 
transportation will be resumed after the war, with increased 
emphasis. This medium is well adapted for short-haul traffic 
and high in popular favor. Supersedure by aircraft is not in 
immediate prospect... . 

The highway post office is now beyond the experimental 
stage and its operation has been highly successful. ... A rapid 
expansion of this service is assured. . . . There is no disposition 
on the part of the Post Office Department to supplant any 
existing railway post office service with this type of service, 
but it is confidently predicted that eventually most of the dis. 
continued railway post office service will be restored by the 
expansion of the highway post office... .” 


Foreign Air Mail “Warranted” 


The committee said it was readily conceded that air trans- 
port and clipper service to U. S. possessions and to and from 
foreign countries overseas was a service that was both prac- 


tical and warranted. Conclusions in its report included the 
following: 
































Railroad service is dependable and coordinated, and regular con- 
nections with star routes, highway post office, and Railway Post Offices 
are maintained. Nothing is to be gained by reaching a connection 
point earlier. 

The best record of performance of trips completed by airline com- 
panies is 89.29 per cent, leaving nearly 11 per cent of trips uncompleted. 
Such a record falls far short of being good enough for an efficient 
postal service. 

We believe that trains should be made up so far as possible to run 
through to destination without switching, loading and discharging 
and discharging first-class mail only. It would seem unfair to hold 
railroads to regulations that do not apply to airlines, and on routes 
where competition is evident, trains should not be handicapped by 
holding for all classes of mail. 

If the railroads inaugurate fast reliable service, insuring connections 
at terminals, with adequate facilities for distribution enroute, we believe 
the public will be given a highly superior service at no additional cost. 
















The report was signed by the following subcommittee 
members: J. L. Reilly, chairman; William A. Taylor, F. H. 
Kelley, G. O. Brown, and W. M. Thomas. 







U. 8.-Spanish Air Agreement 


An agreement entered into by the United States and Spain 
with respect to operation of international commercial air serv- 
ices has been announced by the Department of State. 

Under the agreement air carriers of the United States are 
permitted to operate, pick up and discharge passengers, cargu 
and mail in international traffic at the following points within 
that territory under the jurisdiction of the Spanish government, 
in operations over the following routes: 

Route 1: A route from New York through Lisbon to Madrid and 


Barcelona, proceeding therefrom to Marseilles, and points beyond, re- 
turn being made over the same route. 

Route 2: A route from New York through Lisbon to Madrid pro- 
ceeding therefrom to Algiers, and points beyond, return being made 
over the same route. 

Route 3: A route from New York or Miami through South America, 
West Africa, Villa-Cisneros, and French Morocco, to Seville, Madrid, 
and. Barcelona, proceeding therefrom to Paris and points beyond, return 
being made over the same routes. 














Spanish air carriers, under the agreement, will be per!- 
mitted to operate and pick up and discharge passengers, cargo 
and mail in international traffic at such point or points within 
the territory under the jurisdiction of the United States of 
America as will provide a route or routes of similar aviation 
importance to those granted to the United States and set out in 
the agreement. The specific point or points of.access are t0 
be determined, as provided by the agreement, at such time 
as the Spanish government desires to prepare for inauguration 
of service by a Spanish air carrier. The agreement provides for 
use of airports of the two nations on a national and most- 
favored-nation basis. 























AIR TRANSPORT ASSN. OFFICERS 


The new board of directors of the Air Transport Associa- 
tion of America (see Traffic World, Dec. 2), has reelected Edgar 
S. Gorrell as president of the association for another yeal. 
Other officers named by the board are: J. W. Miller, president 
of Mid-Continent Airlines, Inc., vice president; M. F. Redfern, 
secretary, and J. F. Hintersehr, treasurer. 
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December 9, 1944 


§. A. E. Air Cargo Meeting 


There was remarkably close agreement as the potentiali- 
ties of post war air cargo transportation among a group of 
speakers at the national air cargo meeting of the Society of 
Automotive Engineers at the Kinckerbocker Hotel, Chicago, 
December 4, 5 and 6. Speakers at a session on “The Charac- 
teristics of Air Cargo Shipments,” the morning of December 
6, and the featured speaker at the dinner the evening of De- 
cember 5, agreed that the important thing in the development 
of air cargo transportation was the level of the rates. The 
dinner speaker, William B. Stout, president, Stout Research 
Laboratories, Detroit, Mich., predicted that in years to come 
the rates for air cargo transportation would probably come 
down to near the present level of surface transportation rates 
on commodities requiring special services, such as perishables. 
It was in that field, along with merchandise in which styles 
were important, and in the field of news magazines that the 
speaker saw the greatest possibilities for the growth of air 
cargo. None of them envisoned the airplane as a destructive 
competitor of surface transportation facilities. 


On the last mentioned point, A. W. French, director of 
cargo sales, Transcontinental and Western Air, Inc., was most 
emphatic. Despite ‘“over-enthusiastic predictions,” said he, 
it was not his belief that the air industry was “destined to 
annihilate the truck, the train and the steamer.” He was con- 
vinced, he said, that the airplane would create revenues for 
the surface carriers on commodities they never have carried, 
“py the opening of new trade areas by air transport, thus 
creating new demands for heavy or bulky commodities which, 
because of their low unit value, are earthbound wherever 
they can be moved on the surface of the earth.” The aviation 
industry, he continued, would “add more to the profits of 
ground transportation than it will ever take away because 
of the inherent value of speed alone.” He said he looked for- 
ward to “a close working relationship which will be sound 
economically and profitable to all carriers, whether air-borne 
or earthbound.” Samples and sales letters would move by air, 
he said, “but the six room house and its equipment will hug 
the ground.” 


The real present problem of air cargo was in airplane 
design engineering, he said, because “rate structures are based 
on cost of operation and, in the air transport business, the big- 
gest slice of the cost of operation is in the cost of the single 
unit of equipment the engineers will give us to sell.” The air 
cargo solicitor would have nothing to sell, he said, unless he 
got “a vehicle that has been engineered to death and to the 
fine points of reliability and the lowest possible cost of opera- 
tion.” Continuing along those lines, he said: 



















































When we talk about rate structures we should visualize two types of 
service although, at the present time, we only have one of these types. 
The other type should develop quickly once the termination of the war 
permits the airlines to acquire sufficient economical planes to establish 
a specialized cargo operation. Prior to the war we had only a package 
service predicated upon rates which include pick up and delivery and 
the rate structure was nearly eight times the rate structure of rail 
express service. There have been rate reductions for this type of 
service and there will be more. During the war when cost took a back 
seat in deference to war needs, items that would ordinarily move only 
in rail freight service have been flown, but these could be called war 
time specialties. 


The other type of cargo service that the airlines hope to be able to 
inaugurate is a real freight service catering to shipments of manufac- 
turers’ and consumers’ goods of substantial weight. 


The element of pick up and delivery service may or may not be 
included. During the war period, there has been no opportunity to’ 
inaugurate such a service but the airlines as a group through Air 
Cargo, Inc., have, under extremely difficult conditions, conducted a 
market analysis survey by industry and by commodity in an effort to 
draw a pattern upon which to base an air freight service as soon as 
proper airplanes are available. In conducting this market analysis, we 
have attempted to ascertain basically the types of commodities and the 
trading areas between which they will flow based upon expected (or I 
might say, hope for) rate structures. At this writing a conclusive report 
Is not available but it should be forthcoming very shortly. This market 
analysis is laid out to be a fair sampling on potentials and flow by 
industry, by commodity, and by season. It should give us a reasonable 
indication of what commodities will be shipped by commodity groups 
and in what quantities they will flow between what trading areas both 
domestic and international. It will attempt to forecast rates necessary 
to develop sizeable tonnage, the type and size of planes necessary, what 
Schedules to operate, and the basic sales data which will influence the 
potential shipper. To develop this data it is fundamental to understand 
the characteristics of a given business and what factors determine the 
means of transportation that will be used by that given business. 

Once we have established the pattern, the market analysis will not 
be Put on the shelf. We shall have to maintain continued analysis by 
industry, commodity, and trading areas as well as directional flow and 
season of movement. We will have to keep abreast of new manufactur- 
ing methods and costs, new distribution methods and costs, new pack- 
aging methods and costs. We shall, likewise, have to keep abreast of 
all new products and analyze their potential for air cargo. Likewise, we 
Shall have to follow the technological developments in air transportation 
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and interpret their effect upon business procedures, capital investment, 
ete. 


It is imperative that in our crystal gazing, we keep our feet on the 
ground and not confine ourselves to a white, ivory tower. We cannot, 
for one moment, base our thinking on the false premise that air trans- 
port is the panacea for all transportation problems of all businesses 
and for all commodities. Likewise, we cannot expect an industry or 
a company:to revolutionize its curent procedures at a large expense 
in order to utilize air cargo service. Neither can we rely upon industry 
competition to force all firms within that industry to utilize our service 
if one or two of the leaders do so. We have no justification for ex- 
pecting an industry or an individual firm to discard present shipping 
habits, its dealer or branch office arangements, it inventory or ware- 
housing policies unless air cargo service can contribute enough bene- 
fits, financial or otherwise, to warant a change of operation on the 
part of the industry or the firm. I believe this point must be kept 
in mind most particularly in the case of cargo transport because in 
cargo transport there is no appeal to personal preferences as might 
be true in the case of air passenger service. A cargo shipment takes 
no interest in its transport surroundings; nor has it any personal con- 
viction that it should go by air in order to get to its destination and 
have a good night’s sleep in a hotel bed. 


Allen Dean, transportation manager, Detroit Board of 
Commerce, speaking on “The Air Cargo Factor in Manufac- 
turing,” said that the airplane’s place in that field would be 
in “the handling of many small hurry-up shipments for a lot 
of firms, rather than the handling of great quantities of busi- 
ness in regular heavy traffic movements.” There were some 
types of traffic, such as machine tools, spot news periodicals 
and style leaders, where the air cargo potentials were obvious, 
he said, but in most cases the potentialities needed study 
both by producers and aviation men. The need was, he said, 
to “wed economy to speed,” adding that, “as the cost spread 
narrows, less severe becomes the manufacturing or marketing 
emergency necessary to justify the added expense.” 

He said he thought manufactured goods might move by 
air after the war on the demands of customers. It would not 
be too fast or costly “for the American wife who wants a new 
vacuum cleaner, the sweltering South African who wants a 
new elecrtic refrigerator, of the lend-lease reincarnated Rus- 
sian farmer who wants a new milking machine,” said he, and 
the “F. O. B. origin won’t scare the enthusiastic customer who 
will find the catalog price of his item a little higher, but 
quicker, by air.” ; 

Air transportation will take an increasingly important 
place in the work of the industrial traffic manager, he said. 
He drew a picture of conference among traffic manager, pur- 
chasing agent, production manager and sales manager “in de- 
vising entirely new methods of supply, production and dis- 


tribution into which air cargo will gracefully fit and provide a 
substantial service.” 


He predicted that much of the future air cargo would be 
carried by contract rather than by the regularly scheduled 
route air carriers. The contract carrier, he pointed out, had the 
advantage of not being required to follow specific routes or to 
serve particular points, and he did not have to publish his 
rates thirty days in advance. He was also “free from the so- 
called economic regulation of the Civil Aeronautics Act of 
1938.” In contract air carriage, he said, “the ingenuity of the 
American business man may exert its full play in the develop- 
ment of air cargo in its most economical manner.” 


J. A. Wooten, cargo traffic manager, American Airlines, 
Inc., presented a paper in which he discussed densities of vari- 
ous types of traffic and the level of rates that would have to 
be attained before that traffic would move by air. He men- 
tioned the impossibility of carrying a magazine like the Satur- 
day Evening Post from Philadelphia to Los Angeles by air, 
with copies weighing a pound apiece and selling for ten cents, 
whereas the rate for a pound by air was forty cents. He ex- 
amined separately such merchandise as drugs and medicines, 
biologicals, ladies garments and perishables, arriving at the 
conclusion that, if densities could be figured at 20 pounds a 
cubic foot or higher, and rates at 15 cents a ton mile, air traf- 
fic could be developed on goods worth in excess of 50 cents 
a pound that could be easily stowed “with an average volume 
for each shipment of 250 pounds in less than planeload lots and 
an average volume in planeload quantities of from four to five 
tons.” Under such conditions, he predicted, planeload traffic 
in items like phonograph records and women’s styled shoes 
could be developed. 


Thomas Wolfe, vice-president in charge of traffic, Western 
Air Lines, spoke on “Shipping by Air,” confining himself largely 
to problems of packing and stowing air freight. Tare weight 
of air cargo packages, he said, would have to be a smaller per- 
centage of the weight of the merchandise shipped he said, but 
he thought that could be made to come out by the use of 
lighter packing and of new packing materials. Protective re- 
quirements of air shipments were lower than with surface 
shipments, he said, because air shipments got less handling, 
and because “most of the hazards of surface transportation, 
such as sliding, dropping, puncture, compression-distortion 
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caused by heavy loading, high piling, swaying and rolling, im- 
pact shear from standing and stopping action or rail cars, and 
exposure, are absent in air transportation.” 

Immediate plans for the establishment of air cargo serv- 
ice, so as to take advantage “of the availability and utility of 
surplus cargo aircraft, properly modified so as to operate at 
high weights, thus making possible the stable and low-level 
rate structure that is required to attract business and accel- 
erate the growth of air cargo toward its ultimately expected 
size, were recommended in a paper, presented the afternoon 
of December 4, by Carlos Wood, chief, preliminary design 
section, and A. B. Croshere, Jr., preliminary design section, 
Santa Monica, Calif., plant, Douglas Aircraft Company. The 
paper said that air cargo was at present “a small scale en- 
deavor,” and would remain such “unless rates are reduced.” 
The time had come, it concluded, ‘‘when we must move toward 
the establishment of large scale air cargo service, taking real- 
istic advantages of available or soon to be available equipment, 
or we will have missed a great opportunity, not only to estab- 
lish a large and healthy industry in a field that we know, 
but to add immeasurably to the capabilities of our national 
transportation system.” 

There were two sessions on air cargo airplane design and 
one on the design of airplanes for feeder and pick-up work. 
In addition, there were two sessions on air cargo operations 
and an evening session at which Col. Harold Harris, chief of 
staff, U. S. Army Air Transport Command, and Capt. C. 
Schildhauer, chief of planning, U. S. Naval Air Transport 


Service, spoke of the accomplishments of their respective 
services. 


Great Lakes-Florida Air Rights 


Examiner Ross I. Newmann, of the Civil Aeronautics 
Board, in a proposed report in “Docket No. 570, et al.,.Great 
Lakes to Florida Service,” a proceeding involving applications 
of nine companies, including six presently certificated air car- 
riers, for authority to operate on air routes between points 
in the Great Lakes area and points in southeastern United 
States, has recommended that the board find that public’ con- 
venience and necessity require extension of Eastern Air Lines’ 
route No. 6 from Columbia, S. C., to Detroit, Mich., and the 
extension of Delta Air Corporation’s route No. 54 from Cincin- 
nati, O., to Chicago, Ill., via Muncie-Anderson-New Castle, Ind. 

The examiner proposed that Eastern be permitted to serve, 
as intermediate points on the recommended Columbia-Detroit 
route, the following cities: Charlotte, Winston-Salem and 
Greensboro, N. C., Roanoke, Va., Charleston, W. Va., and Co- 
lumbus and Toledo, O. He said such authority should be sub- 
ject to a condition that service to Winston-Salem and Greens- 
boro might not be provided by the same flight. 

He recommended denial of the applications of the other 
applicants: American Airlines, Inc.; Colonial Airlines, Inc.; 
National Airlines, Inc.; Pennsylvania Central Airlines Cor- 
poration; South East Airlines; State Airlines, Inc., and Virginia 
Central Airlines. 

Evidence in the proceeding established, he said, that there 
was a community of interest between the Detroit area and 
Florida arising out of vacation travel, the tobacco industry, the 
relationship between the raw materials of the south and the pro- 
duction of consumer goods in the north, the agricultural char- 
acteristics of the areas involved, and the importance of Miami 
as a Latin American and Caribbean gateway. He observed that 
historical data with respect to the flow of traffic did not reflect 
a very substantial flow between Detroit and Miami, but that 
the flow of traffic between the intermediate points along the 
proposed route was substantial. He said that “existing rail 
service between the Detroit area and Miami is slow and cir- 
cuitous which undoubtedly accounts for the comparatively light 
flow of through traffic between these points.” 


Need for Detroit-Miami Route 


“The establishment of a direct airline service extending in 
a north-south direction from Detroit to Miami,’ he continued, 
“would provide a means of fast, convenient transportation and 
communication between two major terminals where such serv- 
ice has been lacking in the past. The establishment of such 
service should provide an impetus for the development of trade 
and commerce between cities along the proposed route, and 
serve to increase the community of interest and flow of travel 
between the Detroit area and Miami... . It is concluded that 
air transportation of persons, property and mail between De- 
troit and Miami is required by the public convenience and 
necessity.” 

Eastern could operate the proposed Detroit-Miami route 
with the granting of only 595 new route miles, said the exam- 
iner, adding that ‘Eastern contends that no other applicant can 
operate the new service as economically as it can. 

“By reason of its present facilities at Columbia, Charlotte, 
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Greensboro and Charleston, W. Va.,” he continued, “it would 
require less initial capital expenditures in the form of ground 
equipment and offices than National. Furthermore, the selec. 
tion of Eastern would reduce to a minimum the diversion of 
existing business from other carriers.” 

After stating that the major argument made against au- 
thorization of Eastern was that a virtual monopoly would be 
created on the north-south airline business in the eastern part 
of the United States, the examiner referred to data submitted 
by Eastern showing that a higher percentage of its routes dupli- 
cated by other carriers than in the cases of United Air Lines, 
Transcontinental & Western Air, American, P. C. A., Delta and 
National. The examiner said P. C. A. should develop substan- 
tial traffic by feeding Eastern at Charleston, W. Va., with 
Florida-bound passengers originating at Cleveland, Akron, 
Wheeling, Pittsburgh, Morgantown and Clarksburg. 


Chicago-Miami Route 


Delta Air Corporation and P. CT. A., the examiner said, 
asked authorization for a Chicago-Miami route “which substan- 
tially duplicates Eastern’s service over routes Nos. 10 and 6.” 
He said Colonial sought authority for a diagonal route from 
Chicago to Charleston, S. C., thence south to Miami. He said 
it seemed clear from the record that Eastern’s route No. 10 
did not have a sufficient amount of traffic to support paralleling 
competition between Chicago and Miami. He therefore recom- 
mended denial of the applications of Delta, P. C. A. and Co- 
lonial with respect to such service. 

In discussion of various proposals for “local service” exten- 
sions, including the Delta application for a Cincinnati-Chicago 
route, the examiner said, in part: 


The extension of Delta from Cincinnati-to Chicago would provide a 
useful service linking the middle west with South Carolina and Georgia. 
It would provide one-carr‘er service between the cities of Chicago and 
Lexington, Knoxville, Columbia, Augusta, Savannah, and Charleston, 
S. C. It would also provide an alternate routing from Chicago to 
Atlanta and from Chicago to Cincinnati. While Delta’s proposal would 
be competitive with American and T. W. A. between Chicago and Cin- 
cinnati, it is unlikely that such extension will be injurious to those 
carriers... . 

While the authorization of Delta between Cincinnati and Chicago 
would divert some traffic from American and T. W. A., it does not 
appear that such diversion would be sufficiently serious to outweigh 
the benefits to the public which would be derived by providing Muncie 
Anderson-New Castle with direct one-carrier service to Cincinnati and 
Chicago and by providing the cities of Knoxville, Augusta, Columbia, 
Charleston and Savannah with one-carrier service to Chicago. ... It is 
significant...that 27 per cent’ of the Atlanta-Chicago traffic in 1942 
and 46 per cent in 1943 was carried by Delta through its connection 
with American at Cincinnati.... 


The substance of the examiner’s conclusions with respect 
to the applications of State Airlines and Virginia Central Air- 
lines was that public convenience and necessity did not require 
the services proposed. 


Surface Carrier Control 


As to the application of South East Airlines, he said the 
Department of Justice contended that that company was con- 
trolled by surface carriers and should not be granted a cer- 
tificate. He said the Justice Department contended that South 
East’s connection with surface carriers was effected through 
“the Turner family,” that Hamish Turner, vice president and 
general manager of the applicant, was owner of Carolina 
Stages, a bus line, and general manager and one-ninth owner 
of Carolina Scenic Coach Lines, of which company the other 
partners were members of his immediate family. The examiner 
said the Justice Department took the position that the services 
proposed by South East were in no way supplemental, auxiliary 
or incidental to the bus operations of the companies named, 
thus not being in accord with conditions laid down by the 
proviso of section 408(b) of the civil aeronautics act, and that 
the department argued, further, that restraint of competition 
would result if South East were permitted to engage in ail 
service, with South East being afforded a competitive advan- 
take over independent air carriers. Examiner Newmann said 
the record showed the evidence presented by South East was 
not sufficient to permit a finding as to the share of the appli- 
cant’s revenues the government might have to provide to pel- 
mit continued operation “in the initial years.” He recommended 
a finding by the board that South East was not fit, willing and 
able to perform the service it proposed, and said that, in view 
of this recommendation, no consideration would be given 10 
the question of surface carrier control. 





AIR DIRECTORSHIP APPLICATION 
Pennsylvania-Central Airlines Corporation and Robert V. 
Fleming, by an application in No. 1685, have asked the Civil 
Aeronautics Board to approve the holding by Mr. Fleming 
the position of director of P.-C. A. while serving also as 4 
director of Capital Transit Co., of Washington, D. C. 
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December 9, 1944 


Ship Limes and Air Transport 


President Roosevelt has written a letter to Chairman Bland, 
of the House committee on merchant marine and fisheries, it is 
understood, expressing his opposition to proposals to permit 
steamship lines to enter the air transport field. Chairman Bland 
refused to comment on the letter but at the White House, 
where an effort was made to obtain a copy, it was said that a 
letter had been sent to Chairman Bland but that the text was 
not available. The President, it was understood, included in 
his letter an argument against steamship operation of airlines 
on the ground that long-standing national policy opposed con- 
trol of one form of transportation by another. 

The President’s position apparently is in accord with that 
taken by the Civil Aeronautics Board that provisions of section 
408 of the civil aeronautics act carry into that act “a well- 
established national policy that the various forms of transpor- 
tation should be mutually independent.” This construction of 
the act has been disputed, principally by spokesmen for steam- 
ship lines who wish to obtain authority to operate in the air. 

A subcommittee of the Bland committee has recommended 
enactment of legislation to make it clear that steamship lines 
may obtain authority to operate in the air (see Traffic World, 
December 2). 

The House merchant marine and fisheries committee, 
acting on the subcommittee’s recommendation, has ordered re- 
ported, with amendments, H. R. 5387, the Bland bill to amend 
sections 101(a) and 212(b) (2) of the merchant marine act, 
1936, as amended, so as to specify that authorized activities of 
the merchant marine under that act should include air transport 
operations by steamship lines with respect to foreign commerce 
(see Traffic World, Sept. 23, p. 773, and Dec. 2, p. 1440). 

Section 101 of the merchant marine act, 1936, in its present 
form provides that “it is necessary for the national defense and 
development of its foreign and domestic commerce that the 
United States shall have a merchant marine (a) sufficient to 
carry its domestic waterborne commerce and a substantial por- 
tion of the waterborne export and import foreign commerce of 
the United States and to provide shipping service on all routes 
essential for maintaining the flow of such domestic and foreign 
waterborne commerce at all times... .” 

Under provisions of H. R.-5387, as reported, subsection (a) 
of section 101 would read as follows: 


(a) Sufficient to carry its domestic waterborne commerce and a sub- 
stantial portion of the waterborne export and import foreign commerce 
of the United States and to provide shipping service on all routes essen- 
tial for maintaining the flow of such domestic and foreign waterborne 
commerce at all times, including, with respect to overseas and foreign 
waterborne commerce, air transportation in conjunction with or substi- 
tution for vessels. 


Section 2 of H. R. 5387 would add new provisions to the 
existing provision of section 212(b) (2) of the merchant marine 
act, directing the Maritime Commission to, among other things, 
study and cooperate with vessel owners in devising means by 
which there may be constructed, by or with the aid of the 
United States, express-liner or super-liner vessels comparable 
with those of other nations, “especially with a view to their use 
in national emergency, and the use in connection with or in lieu 
of such vessels of transoceanic aircraft service.’ To those pro- 
visions the following would be added by section 2 of H. R. 5387: 


And if the Commission shall find that it is necessary or desirable 
to accomplish the purpose of this act that vessel owners should engage 
directly or indirectly in air transportation or air commerce between 
the United States, its territories and possessions and any foreign coun- 
tries or between the continental United States and a territory or pos- 
Session of the United States or between one territory or possession of 
the United States and another territory or possession (including the 
Panama Canal Zone), and if the Commission finds that such proposed 
operations will promote the public interest by enabling any such vessel 
Owner to use aircraft to public advantage in its operations either in 
connection with or in lieu of vessels and will not restrain competition, 
Such findings may be certified by the Commission and when so certified 
Shall be final and conclusive, any other provisions of law to the contrary 
notwithstanding. 


AIR CERTIFICATE APPLICATIONS 


Dallas & Mavis Forwarding Co., Inc., of Muncie, Ind., has 
filed an application (No. 1684) with the Civil Aeronautics 
Board, requesting authority to engage in “fly-away” or ferrying 
service of new or used aircraft and its parts and accessories, 
by operation of such craft under its own power, over irregular 
routes between “any and all” points in the United States. 

Other new air certificate applications at the C. A. B. are 
the following: 


No. 1678, Nicholson Air Service, Dillingham, Alaska; transportation 
of persons, property and mail between Anchorage, Alaska, and Dilling- 
ham, via specified intermediate points. 

No. 1682, Braniff Airways, Inc., Dallas, Tex.; scheduled transporta- 
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tion of persons, property and mail between Oklahoma City, Okla., and 
Lubbock, Tex., via Wichita Falls, Tex. 

No. 1683, Fliteways, Inc., Milwaukee, Wis.; scheduled transporta- 
tion of persons, property and mail over routes between Milwaukee, on 
the one hand, and, on the other, Menominee, Mich., and Green Bay, 
Ashland, Superior and Eau Claire, Wis., and between Madison and 
Sturgeon Bay, Wis. 

No. 1686, National Airlines, Inc., Jacksonville, Fla.; application for 
exemption order authorizing temporary non-stop air transportation of 
persons, property and mail between Tampa and Pensacola, Fla. 


Florida Air Route Case 


Hearings held by Examiners William Cusick and Richard 
A. Walsh, of the Civil Aeronautics Board, on applications of five 
companies, including three presently certificated air carriers, 
for authority to extend or establish air routes to and through 
Florida, in a proceeding designated by the C. A. B. as “Docket 
No. 489 et al., the Florida Case” (see Traffic World, Dec. 2, p. 
1442), were concluded after several witnesses had testified in 
support of the application of Southern Airways, Inc., in No. 
1588. A period of 60 days was allowed for the filing of briefs. 

Testifying in support of the application of National Air- 
lines, Inc., for a more direct route than it now operated between 
New Orleans and Miami was G. T. Baker, of Jacksonville, Fla., 
president of National. He observed that National’s present op- 
erations between New Orleans and Miami had to be routed via 
Jacksonville. He contended that the shorter route sought, via 
Pensacola and Tampa, Fla., was in reality not a “new” route 
because, in his opinion, National already had the New Orleans- 
Miami business. Cross-examination of the witness revealed that 
there was keen rivalry between National and Eastern Air Lines 
for the “short route” between New Orleans and Miami. J. E. 
Brawner submitted traffic estimates in support of National’s 
application. 

Robert R. Adams, chief of the aeronautics division of the 
Department of Public Works of Louisiana, asserted that, 
although there was a great community of interest between 
Louisiana and southern Florida, “‘we have never had any really 
usable rail, highway or air transportation to and from southern 
Florida.” He said there was a special need for air service across 
the Gulf from New Orleans to Tampa and Miami, and that 
existing air routes between New Orleans and Miami via Mont- 
gomery, Ala., Atlanta, Ga., or Jacksonville, Fla., were unrea- 
sonable. Louisiana cities that had a special interest in the in- 
stant proceeding, he said, were Baton Rouge, New Orleans and 
Lake Charles. 

James Steele Briggs, of Atlanta, credit officer for the bank- 
ing division of the Trust Co. of Georgia, was the first witness 
presented by Southern Airways, Inc., of Atlanta. He said his 
company had made loans over a period of years to Frank Hulse, 
president of the applicant, in connection with the latter’s avia- 
tion training school enterprises, and that the loans had been 
promptly paid. The bank would be willing to finance Southern 
Airways to the extent of $150,000, including equipment certifi- 
cates, the witness said. Mr. Hulse said his company proposed a 
system of feeder routes and that those embraced in the instant 
proceeding constituted only a part of the system proposed, or 
1,465 miles out of a total of 7,500 miles. He said he would be 
willing to accept a temporary certificate. He stated he planned 
to sell stock to 15 associates in providing capital for the com- 
pany. Other witnesses supporting the Southern Airways appli- 
cation were J. C. Leach and Isaac Ball, officers of the applicant; 
Walter Schulz, of Augusta, Kan., representative of the Beech 
Aircraft Corporation; Joseph B. Hosmer, of the state engineer- 
ing experiment station of the Georgia School of Technology, 
who presented traffic estimates, and Marcus Whitman, professor 
of public utilities, transportation and traffic at the University of 
Alabama and director of the Alabama Survey on Commercial 
Aviation. 


AIR SERVICE AT EUGENE, ORE. 


Authority has been granted by the Civil Aeronautics Board 
to United Air Lines, Inc., effective December 1, to inaugurate 
nonstop service between Eugene, Ore., and Oakland, Calif., and 
between Eugene and San Francisco, Calif. 


AERONAUTICS COMMITTEE APPOINTMENTS 


The National Advisory Committee for Aeronautics, of 
Washington, D. C., has announced that President Roosevelt 
has reappointed as members of the committee Dr. Jerome C. 
Hunsaker, president of Massachusetts Institute of Technology, 
and Dr. W. F. Durand, of Washington, professor emeritus of 
mechanical engineering at Stanford University. The committee 
said that since 1915 it had, by direct authorization of Congress, 
supervised, directed and conducted fundamental scientic re- 
search and experiment in aeronautics, and that it was com- 
posed of 15 members, appointed by the President, and serving 
without compensation. 
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Transport Statistics Comment 


In a section entitled ‘Airline penetration of Class ‘A’ pas- 
senger market” in its monthly comment on transportation sta- 
tistics, dated December 6, the Commission’s Bureau of Trans- 
port Economics and Statistics says that “from 1938 to 1941 the 
number of revenue passengers flown by the domestic airlines 
increased 222.5 per cent, or approximately 25 times the per 
cent of increase in Pullman revenue passengers.” It said that, 
in the period mentioned, the proportion of Class “A” (airline 
plus Pullman) revenue passengers carried by the airlines had 
increased from 7 to 18.2 per cent, adding that this comparison 
favored the airlines as it did not include passengers in rail- 
way owned parlor and sleeping cars. 

An accompanying table of passengers carried showed 
1,168,000 revenue passengers carried by the airlines in 1938, 
3,769,000 in 1941, and 2,929,000 in 1943. It showed Pullman 
revenue passengers (not including those in railway owned par- 
lor and sleeping cars) carried as 15,540,000 in 1938, 16,911,000 
in 1941, and 32,632,000 in 1943. Thus, of the combined airline 
and Pullman revenue passengers carried in 1938, 16,708,000, the 
per cent of airline passengers to the total was 7. Of the com- 
bined total of 20,680,000 carried in 1941, the airlines carried 
18.23 per cent. In 1943, the table showed 2,929,000 airline rev- 
enue passengers carried, 32,632,000 Pullman passengers, com- 


bined total, 35,561,000, and the airline percentage as 8.24. The 
bureau continued: 


With the outbreak of the war the number of Pullman revenue 
passengers increased sharply. By 1943 the railways were transporting 
almost double the number carried in 1941. The figures for the first six 
months of this year indicate a further increase for 1944 over 1943. On 
the other hand, the number of airline revenue passengers declined in 
1942 and 1943, largely because the carriers were required to turn over 
approximately one-half of their aircraft for military uses. Although 
the average annual mileage per plane was increased (estimated at 64 
per cent in plane-miles per plane from 1941 to 1943) to compensate 
for the decrease in equipment, both the number of revenue passengers 
and the airline proportion of the Class ‘‘A’’ passenger market declined. 
Some improvement in the position of the airlines in both respects is 
indicated in the first six months of 1944 owing perhaps to the return to 
the airlines of a portion of their pre-war equipment. 

The growth of airline revenue passenger-miles has followed a some- 
what different trend than that of airline revenue passengers. From 
1938 to 1941-revenue passenger-miles increased 189.6 per cent, in contrast 
to a much smaller increase of 21.8 per cent in Pullman revenue 
passenger-miles. However, airline revenue passenger-miles increased in 
1942 and 1943, whereas a decline took place in the number of airline 
revenue passengers. The failure of the former to decrease during the 
war is accounted for by a sharp increase in the average length of the 
airline revenue passenger trip, largely caused by an increase in trans- 
continental travel by military personnel and essential civilian war 
workers. 


An accompanying passenger-mile table showed 475,600,000 
airline, 8,269,882,000 Pullman, and 8,745,482,000 combined rev- 
enue passenger miles for 1938, with 5.44 as the percentage of air- 
line miles to the combined total. For 1941, the airline figure was 
1,377,153,000, the Pullman figure, 10,070,407,000, the combined 
figure, 11,447,560,000, with 12.03 shown as the airline percentage 
of the total miles. For 1943, the figures, respectively, were 
shown as 1,617,130,000, 25,891,466,000 and 27,508,596,000, and 
the airline percentage of the combined total as 5.88. 


From 1938 through 1943 airline passenger revenues had 
experienced consistent increases, said the bureau, adding that 
the first 6 months of 1944 indicated still another such increase 
for the year. A table showed airline passenger revenues rising 
from. $24,300,000 in 1938 to $86,000,000 in 1943; Pullman rev- 
enues (excluding space charges in railway owned cars), as 
$52,500,000 in 1938, and $142,300,000 in 1943. Combined airline 
and Pullman rail passenger revenues were shown as $250,900,- 
000 in 1938, and $818,400,000 in 1943, with the proportion of 
airline revenue to the total as 9.69 per cent in 1938, and 10.51 
per cent in 1943. 

In a discussion of rail expenses, the bureau said that the 
rate of increase in maintenance expenditures (after excluding 
the non-cash items) continued higher than the rate of increase 
in transportation expenses, except that the equipment sub-group 
in October showed a smaller rate of increase than transporta- 
tion expenses. It said that the percentage increases in mainte- 
nance of way and structures other than non-cash items in Octo- 
ber and for the first 10 months of the year had exceeded the 
corresponding percentages in the equipment expenses. 

The bureau said that net railway operating income after 
taxes and operating rents had totaled $97,346,467 for October, 
a decrease of 14.1 per cent from October, 1943, and that for the 
10 months’ period, the 1944 total was $945,315,434, or 21 per 
cent less than in the 1943 period. It said that the ratio of net 
income to net railway operating income for successive 12 
months’ periods had steadily declined since the first of the 
year, and showed the ratio in January at 63.9 per cent, and in 
October at 59.1 per cent. 

The bureau said that the traffic forecast for December, 
1944, indicated an increase over December last year of 2.3 per 
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cent for carload freight loadings and a 4.9 per cent increase 
for less-than-carload loadings. It said the estimated aggregate 
carloadings for December this year were 2.7 per cent over those 
for last year, and that, when allowance was made for the in- 
clusion of New Year’s day in last year’s figures, the estimate for 
December, 1944, was 0.8 per cent below the corresponding 


figures for last year. As to fourth-quarter loadings, the bureay 
said: 


Consideration of actual loadings in October and November and the 
current December estimate results in a forecast of 4th quarter 1944 
carload shipments 1.6 per cent below loadings for the 4th quarter 1943, 
Navigation on the Great Lakes ceased on November 28, 1944, over qa 
week earlier than in 1943, and accounts for the sizeable decrease in the 
ore estimate from the earlier Shippers’ Advisory Boards forecast. Reduc- 
tions have been made in the expected loadings of all other commodities 
except live stock. However, because November loadings were higher 
than anticipated, estimates for the quarter for all commodities have 
been raised slightly above those given in the revised forecast in the 
November monthly comment. 


The bureau said that a review of the number of train acci- 
dents reported by the railways, 1938-1943, “reveals a discom- 
fiting upward trend,” with the greatest increase in 1942 when, 
it said, the total was 42.33 per cent above that of 1941. How- 
ever, it added, there was evidence that the rate of increase 
from year to year was checked in 1943 when the number re- 
ported was only 20.04 per cent greater than in 1942. If measured 
by the number of train accidents “per million motive power 
miles (locomotive-miles plus motor train-miles),” the trend had 
the same general tendencies as when based on absolute num- 
bers, the bureau said, observing, however, that the year-by- 
year change was not so violent if the factor of volume of traffic 
was thus introduced. Such a frequency rate showed an increase 
of 84.02 per cent in 1943 compared with 1938, it said, and that, 
based on number alone, the increase was 182.67 per cent. Un- 
less the level changed in the last three months of 1944, the 
bureau said that the decrease of 0.18 per cent in the first 9 
months of 1944 as compared with the same 1943 period, with 
the number “per million motive power miles” one per cent 
below the 1943 rate, made it reasonable to expect that the com- 
plete record for 1944 might show that “not only has the rate 
of increase been arrested but that the record is slightly better 
than for 1943 regardless of the bases used.” 


PAN AMERICAN EQUIPMENT PLANS 


A $25,000,000 financing plan for postwar equipment replace- 
ment by Pan American World Airways has been announced by 
Juan T. Trippe, president. The plan, he said, was only “the 
first step” in a move that will eventually call for the expendi- 
ture by the airways of $100,000,000. The airways plan to re- 
place existing clipper airplanes on routes into and out of New 
York, Miami, New Orleans, Brownville, Laredo, Los Angeles, 
San Francisco and Seattle, with new huge four-engined air- 
craft, 26 of which will be type 9, which will have a gross weight 
of 162,000 pounds and carry 108 passengers. A still larger 
plane, type 10, will weigh 184,000 pounds gross and carry 149 
passengers at 300 miles an hour. Pan American plans to expand 
its international services to furnish flights out of Baltimore, 
Boston, Chicago, Detroit, Tampa, Charleston and Houston. The 
larger planes, Mr. Trippe, says, will make it possible to reduce 
passenger fares to as low as 3% cents a mile and freight rates 


to as low as “10 cents a ton mile for certain classified cargo 
on long hauls.” 


AIR TRANSPORT PUBLICITY 

Appointment of Perley Boone, of the news staff of the 
New York Times, as director of press for the Air Transport 
Association of America, Washington, D. C., effective January 1, 
has been announced by Colonel E. S. Gorrell, president of the 
association which represents 19 domestic airlines flying 150 
million miles annually. In announcing the appointment of Mr. 
Boone, who was for three years director of press for the New 
York Worlds Fair, Col. Gorrell said the airlines felt the need 
of a central clearing house for the dissemination of news and 
information on the airline industry, especially in the imme- 
diate post-war period, “when the airlines expect to expand 
services because of the more general acceptance of air trans- 


portation and of the stimulation of interest in flying due to 
the war.” 





AIRCRAFT PRODUCTION 


Production of airplanes in November totaled 6,747, ap- 
proximately 300 planes below working schedule, said J. A. 
Krug, chairman of the Aircraft Production Board. November 
production of four-engine long-range transports was partic- 
ularly disappointing, said he. Standard bomber and medium 
transport production was satisfactory, said he. Necessity of 
meeting the aircraft requirements of the armed forces in the 


coming months presented a real challenge to both industry and 
labor, said he. 
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Aireraft Industry and Taxation 


The Aeronautical Chamber of Commerce of America, Inc., 
has recommended simplification of the federal income tax credit 
procedure to enable industry better to survive the reconversion 
period. In submitting a draft of proposed changes that had 
been requested by Representative Daniel A. Reed, of New York, 
chairman of the Republican postwar tax study committee, E. E. 
Wilson, chairman of the board of governors of the chamber, 
said: 


The immediate concern of the aircraft industry at the conclusion of 
the war will be to survive the reconversion period. Its primary concern 
with respect to tax legislation relates, therefore, to those provisions 
which affect its financial ability to pass through the reconversion period 
and commence on peacetime programs. Companies whose war pro- 
duction has substantially ceased and who anticipate drastic reductions 
in earnings should be given the right ultimately to offset against 
accrued taxes the benefits to which they will be entitled under the 
carry-back and postwar credit provisions. The accomplishment of these 
aims requires merely a procedural change in the present laws. The 
amount of taxes ultimately to be paid, and as a consequence the ulti- 
mate revenues to the government, will not be altered. Only time of 
payment is affected. 


In a letter to Representative Reed, Mr. Wilson, in part, 
said: 


Many companies will face a period of considerable financial stress 
following a widespread reduction in military procurement. While 
attempting to convert from wartime activities to their peacetime 
programs, many of these companies will find themselves burdened with 
large tax accruals which they will be in a poor position to meet. In 
many cases these accruals will be far in excess of the taxes ultimately 
payable, because of the effect of subsequent reductions in income under 
the existing carry-back provisions. But under existing law the large 
initial tax accruals will have to be paid immediately, and the ultimate 
refunds to which the companies will be entitled will be delayed for 
several years because the ordinary protracted refund procedures must 
be pursued. Substantially the same is true with respect to the pro- 
ceeds of the bonds provided for under the postwar credit provisions 
of the Internal Revenue Code. 

If the existing carry-back and the postwar credit provisions of the 
Internal Revenue Code are to perform the functions which they are in- 
tended to perform, it is vital that certain procedural and administrative 
changes be made which are necessary to make their benefits immedi- 
ately available. Companies whose war production has substantially 
ceased and who anticipate drastic reductions in earnings should be given 
the right to offset against accrued taxes the benefits to which they will 
be entitled under the carry-back and postwar credit provisions. In 
other words, companies should not be required to undertake the difficult, 
and in some cases impossible, task of continuing to make burdensome 
tax payments to the government without regard to the offsetting tax 
benefits to which they are entitled. 





SALE OF TRANSPORT PLANES BY JU. S. 


Twenty twin-engined commercial transport aircraft, the 
first to be declared surplus because of their being “non-standard 
to military specifications,” have been made available for alloca- 
tion and may be acquired by domestic air carriers in view of 
the lifting by the President of the ceiling of 300 aircraft that 
such carriers might. operate, W. L. Clayton, surplus war prop- 
erty administrator, has announced (see Traffic World, Dec. 2). 

The planes, according to Adiministrator Clayton, were 
“Douglas and Lockheed transports, standard aircraft on com- 
mercial airlines of this country and abroad.” He said that allo- 
cation of the planes would follow closely “the policy of non- 
discrimination among friendly nations, which was recently an- 
nounced by Assistant Secretary of State Adolph A. Berle, Jr.” 
His announcement included the following: 


Applications originating in the United States, U. S. territories and 
possessions and from U. S. flag air transport carriers should be directed 
to James A. Garfield, chief of the Surplus War Aircraft Division, 
Defense Plant Corporation, 1625 K Street, N. W., Washington 25, D. C. 
The Defense Plant Corporation is a subsidiary of the Reconstruction 
Finance Corporation. Foreign applicants and foreign flag lines should 
direct their applications to William W. Brinckerhoff, chief of the Air 
Transport Division, Foreign Economic Administration, Temporary ‘‘U’”’ 
Building, Washington 25, D. C. 


Allocation to U. S. airlines of the twenty transport planes 
that had been declared surplus was announced December 8 by 
Mr. Clayton. He said that the planes, all of the Douglas DC-3 
type, were being allocated as follows: 


One each to Pan American Grace-Airways, Inc., Pennsylvania-Cen- 
tral Airlines Corporation, Braniff Airways, Inc., and Western Air Lines, 
Inc.: two each to Pan American Airways System, Eastern Air Lines, 
Inc., Northwest Airlines, Inc., and Transcontinental & Western Air, 
Inc.: three to United Air Lines Transport Corporation, and five to 
American Airlines, Inc. 


The planes had been delivered to air fields controlled by 
the Reconstruction Finance Corporation and probably would be 
turned over to the airlines for use even before details of sale 
or lease were completed, the surplus war property adminis- 
trator stated. He said the allocations had been made by the 
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interdepartmental working committee of the Surplus War Prop- 
erty Administration on the basis of recommendations by the 
Civil Aeronautics Board. Additional surplus Douglas and Lock- 
heed transports would be available “shortly” for allocation by 
the working committee of the S. W. P. A., he said. The “type 
price” for “a typical standard Douglas DC-3 (ex radio),” he 
said, was $100,000, under regulations of the S. W. P. A. 





Air Taxi Service Suggested =: 


Though he did not believe that a scheduled air route stop- 
ping at small cities every few miles was going to offer very 
effective competition to the short-haul advantages of railroads, 
busses and private automobiles “for some years,” L. Welch 
Pogue, chairman of the Civil Aeronautics Board, in an address 
read for him by R. B. Adams, assistant director of the board’s 
economic bureau, before the National Aviation Trades Associa- 
tion, St. Louis, Mo., December 7, said he saw opportunity for 
development of non-scheduled air transportation. 

He said he had the conviction that there would be frequent 
but irregular demands for air service to and from small cities 
that in any particular region and in the aggregate would be 
sizeable. 

“I suppose that in a way what I am thinking about is some- 
thing in the nature of a glorified regional taxi service by air 
for an airminded nation—a service always available to go to 
the longest distances, in the straightest lines, in the shortest 
times, largely between points where no scheduled air services 
exist,” said he. “If the traffic between particular points be- 
comes sizeable and regular, an application can always be filed 
with the board seeking authority to conduct a regularly sched- 
uled service. ... 

“As a matter of fact, when we consider the establishment 
of passenger or cargo service by air and limit ourselves to 
thinking in terms of routes, are we not being restricted by the 
ruts of habits formed in the track and road routes of surface 
transportation? Of course, we all realize that we need routes 
between New York and Chicago, Chicago and St. Louis, and 
other large traffic centers. But when we get down the line to 
really small cities, the total volume of long-distance travel by 
air might not constitute a major or profitable traffic flow and 
possibly its wide geographical dispersion could not be fitted to 
any rigid route pattern. In railroad or bus transportation, all 
traffic has to limit or adapt itself to the fixed rail or highway 
routes. But why should we restrict with routes that are not 
necessary the flexibility of air transportation to these small 
communities? I believe that non-scheduled operations offer the 
possibility of developing a considerable business in the small 
communities. Sharply seasonal or sporadic and highly local- 
ized traffic give the non-scheduled operator a good chance to 
get business. . . . Here might be an opportunity for private 
enterprise, without the benefit of mail payments bearing the 
character of a subsidy, to conduct a pioneering experiment of 
its own. . . . Of course it should be made unmistakably clear 
that I am not in any sense suggesting that our present domestic 
air-transportation system needs no more service by scheduled 
carriers and that for the most part the balance of the country 
can be adequately served by non-scheduled operations. I want 
to emphasize also that when I speak of non-scheduled opera- 
tions, I mean really non-scheduled operations. There cannot, 
of course, be an improper use of non-scheduled facilities to im- 
pede the development or to encroach upon the scheduled serv- 
ices. The whole thrust of my question is directed . . . to the 
extent to which non-scheduled air transportation can contribute 
to a solution to the problem of local service.” 

Mr. Pogue had pointed out that in 1940, there were prob- 
ably around 500 charter operators in the United States—oper- 
ators who carried passengers or property for hire in non- 
scheduled air transportation. A reasonable estimate could be 
made that they flew over 9,000,000 miles in their charter opera- 
tions alone, said he. Excluding All American Aviation and 
Hawaiian Airlines, said he, that was over 8 per cent of the 
109,623,000 miles flown by the scheduled domestic carriers in 
the same year. These operations took place at 380 cities, 48 
per cent more than the 257 cities certificated at that time for 
regularly scheduled air service, said he. Inquiry into this phase 
of air transportation led to Mr. Pogue’s consideration of the 
opportunity for its development. 


NEW YORK-MONTREAL AIR ROUTES 


The Civil Aeronautics Board has announced that it will 
hear oral argument December 18, in Washington, in a proceed- 
ing embracing applications of eight companies for certificates 
or amendments of existing certificates authorizing air service 
on routes serving Washington, D. C., New York City, and 
Montreal and Ottawa, Canada. The applicants involved are: 
American Airlines, Inc.; Colonial Airlines, Inc.; Eastern Air 
Lines, Inc.; Hylan Flying Service; Page Airways, Inc.; Penn- 
sylvania-Central Airlines Corporation, United Air Lines, Inc., 
and Union Airways, Inc. ' 














































































































































































































































































































































































































































































1506 


Railroads and Employes 


The subcommittee on labor and personnel of the railroad 
committee for the study of transportation of the Association of 
American Railroads has issued reports on centralized hiring, 
on employes’ suggestion systems, and on rest room facilities. 
L. W. Horning is chairman of the subcommittee. The work of 
the committee has been carried on under the direction of R. V. 
Fletcher, vice-president, research, who, by action of the A. A. R. 
at its annual meeting in Chicago, November 15, was placed in 
charge of a new department of research directed to take over 
the activities of the committee. 

In its report on centralized hiring, the subcommittee said 
that in 1885, Charles E. Perkins, at the time president of the 
Burlington, wrote that in selecting employes, “the employer 
should, when he can, have regard not alone to what the man 
can do but also to what he is, and what he may become.” The 
subcommittee said many of the larger industrial firms and 
some railroads were making use of a central employment office 
to facilitate the hiring of new employes. It said the work of 
the employment office was analytical and advisory and did not 
infringe on the ultimate responsibility for hiring which rested 
with the department official. Continuing, it said: 


The advantages of the employment office are time saving for the 
busy official; preliminary selection of applicants by full-time personnel 
employes especially trained for this purpose; increased efficiency of 
initial employment since all applicants are considered for vacancies in 
all departments; and an increase in public good will, since the prospec- 
tive employe is assured of fair treatment and knows he will be consid- 


ered for any position the company can offer by visiting the employment 
office. 


Employment by a railroad of persons of so many varied skills at so 
many points makes the establishment of a railroad employment office 
covering all new employes impracticable. However, the advantages of 
centralized hiring at locations where employes are taken on in large 
numbers justifies the establishment of an employment office at such 
points. Elsewhere, departmental officials charged with the hiring respon- 


sibility should follow uniform specifications and procedures prescribed 
by the management. 


The subcommittee, in its report on employes’ suggestion 
systems, said an employe suggestion system “is a definite pro- 
cedure for soliciting, classifying and appraising ideas from em- 
ployes which may benefit the company in its operations or in 
its relations with its employes, its patrons or the public—and 
rewarding employes submitting worthwhile ideas, generally 
with a cash award appropriate to the value of the suggestion 
made.” It said well organized suggestion plans in railroads 
and industrial concerns, where the attitudes of management 
and employes were favorable, had proved to be valuable in- 
struments of employe relations as well as sources of worthy 
ideas which would otherwise probably have been overlooked. 
The subcommittee recommended that “railroads which do not 
have formally organized suggestion systems give careful con- 
sideration to the possible advantages of such plans.” As a 
corollary to the institution of a suggestion system, the sub- 
committee recommended that consideration be given to the 
establishment of a well defined plan whereby legal and finan- 
cial aid would be made available to railroad employes having 
patentable inventions or ideas. 

“The subcommittee believes that all railroad officers will 
agree that unsanitary toilets, washrooms and drinking water 
stations should not be tolerated,” said the report on rest room 
facilities. 

_It recommended that a survey be made now of present 
facilities, that such facilities and their maintenance be made 
the responsibility of some definite authority, and that, as might 
be appropriate, a sufficient force of employes be assigned the 
duty of keeping the facilities in sanitary and neat condition. 


AIRLINES OPPOSE CONTROL CHANGE 


The Air Transport Association of America has announced 
unanimous adoption by its members of a resolution opposing 
any change in the provisions of the civil aeronautics act of 1938 
regarding the control of an airline by surface carrier interests, 
asserting that this action is in support of the “thirty-year trans- 
portation policy of our national legislature.’ 

The twenty-two commercial air carriers composing the as- 
sociation voiced the belief, said the announcement, that public 
interest required the growth and development of air transporta- 
tion to further the commerce and national security of the United 
States. In their opinion, it said, this growth and development 
could be obtained in the public interest only if the interests of 
air transportation were not subordinated to the interests of 
surface transportation in the management and control of air 
carriers. The text of the resolution adopted follows: 


A discussion was had with respect to the advisability of the air 
transport industry supporting America’s policy restricting control of 
one mode of transport by another, exemplified in the Panama Canal 
act, the motor carrier act, and the civil aeronautics act. Upon motion 
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duly made, seconded, and unanimously adopted, it was resolved, that 
the Air Transportation Association should support this transportation 
policy, and, in so doing, express the industry’s opinion in all. proper 
ways and places. In the discussion of this subject it was the consensus 
that any changes in the civil aeronautics act which would impair such 
policy should be opposed. It was also the consensus that under the act, 
properly interpreted, any extension of a route controlled by a surface 
carrier should be regarded in the same light as a new route and subject 
to the same provisions of the act as a new route. 


AIR TRANSPORT JOBS FOR VETERANS 


Opportunities for jobs for mustered-out service pilots after 
the war may be better in “little-discussed branches of commer- 
cial aviation,” including the piloting of planes transporting per- 
ishables, than in the regular airline plane piloting field, accord- 
ing to the Civil Aeronautics Administration. 

“More pilots will be needed for express freighting of per- 
ishable fruit, vegetables, and sea food,” says the C. A. A. “War 
freight planes, converted, may load tree-ripened citrus fruits 
in Florida, unload them a few hours later in New England, and 
return with some other product native to the northern states, 
Middle western restaurants will be able to serve Maine lobsters 
caught less than 24 hours before, or berries fresh from the 
northwest states. Experimental flight loads of such common 
vegetables as lettuce and spinach already have been flown more 
than a thousand miles, delivered, and sold at a profit. With a 
network of flying freighters, refrigerated when necessary, the 
possibilities are enormous. 

“There is also the interesting possibility of quick-freezing 
foods at high altitudes during their delivery by air, for which 
equipment already has been designed, obviating the necessity 
for expensive equipment on the ground, and assuring garden- 
fresh food at tables 500 to 1,000 miles from the source.” 





NEW NORTH SHORE-C. A. & E. WAGE DEMANDS 


The Brotherhood of Locomotive Firemen and Enginemen 
and the Brotherhood of Railway Trainmen filed demands on 
the management of the Chicago, North Shore and Milwaukee 
and Chicago Aurora and Elgin electric lines, December 2, for 
increases in pay beyond those accepted in a strike settlement 
agreement last week (see Traffic World, Dec. 2, p. 1448). The 
new demands were for an increase from 97 cents to $1.13% an 
hour by motormen and conductors and from 85 to 97 cents by 
collectors and brakemen. At the time the men struck, early in 
November, they demanded a 9-cent increase. The settlement 
was on the basis of an increase of 5 cents an hour. The new 
demands are in addition to that 5 cents. 

In the normal course, union heads and representatives of 
the management will confer on the demands. Should those con- 
ferences end in disagreement, there may be requests by either 
party for the National Board of Mediation to intervene. 


Santa Fe Construction 


The general grievance committee of the Brotherhood of 
Railroad Trainmen, Pacific Electric Lines, has filed a brief with 
the Commission in Finance No. 14639, Atchison, Topeka & 
Santa Fe Railway Co. Construction, asking denial of the Santa 
Fe’s request for authority to construct a track approximately 
2.02 miles in length from a connection with the Santa Fe in 
Wilmington (within the incorporated limits of Los Angeles) to 
a connection with trackage of the City of Long Beach, in the 
Long Beach harbor district, all in Los Angeles, county, Calif. 

The committee also asked that “the customary and regular 
procedure of the Interstate Commerce Commission be followed 
as pertains to the filing of briefs, a proposed report and a hear- 
ing before division No. 4 and that the petition of the applicant 
and of the City of Long Beach and its Board of Harbor Com- 
missioners for oral argument in this proceeding before the en- 
tire Commission be denied.” 

It said that switching crews of the Pacific Electric had, 
prior to and since 1934, performed switching services on the 
municipally owned tracks of the City of Long Beach, and that, 
since 1934, they had hauled Santa Fe cars interchanged with 
Pacific Electric in MacFarland and pier “A” yards to trackage 
owned by the City of Long Beach, serving industries, piers, and 
wharves in the Long Beach municipal harbor district. They 
said, also, that so-called road crews engaged in hauling between 
interchanges of the Santa Fe and Pacific Electric at San Ber- 
nardino and at Los Angeles, were involved. 

No showing had been made, the committee said, that the 
extension of the proposed trackage would allow more expedi- 
tious handling of war materiel through direct switching serv- 
ices. Nothing had been entered as an exhibit or direct testi- 
mony, it said, as to what the Santa Fe would do to compensate 
employes of the Pacific Electric who might be displaced from 
service now being performed by them in the harbor area. It 
cited. several cases, among them New York Central Securities 
Corp. vs. United States, 287 U. S. 12, in which, they said, par- 
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ticular mention was made not only of abandonment cases, but 
as to cases where railroads sought extension of lines, acquisi- 
tion of new lines, and acquisition of any line of railroad or 
extension thereof. 

“As we read these decisions,’ said the Committee, “it 
would hold true that any railroad might be allowed to pur- 
chase, buy, or build any line of railroad but, in so doing, if 
employes of any line purchased or any line extended into prop- 
erties of already operating companies were adversely affected, 
the company buying, building or acquiring such lines should 
be required to pay to said employes severance pay to the extent 
by which they had been adversely affected.” 

The committee said it was its opinion that, if the Santa Fe 
was granted the right to construct the involved trackage, the 
Commission should place on the railroad an obligation to pay 
to Pacific Electric employes who might be displaced, subsequent 
to the ending of the war, suitable severance pay, if they were 
forced to change their places of residence “as presently con- 
stituted.” 


Bingham and Garfield Labor Dispute 


The emergency board appointed by President Roosevelt, 
under the railway labor act, to investigate and report as to a 
dispute between the Bingham and Garfield Railway Company 
and certain of its employes represented by the Brotherhood of 
Locomotive Firemen and Enginemen has found against the 
demand of the brotherhood for the addition of a fireman to the 
crews of electric locomotives engaged in switching service in 
the three collecting yards at the mine of the Utah Copper Com- 
pany near Bingham, Utah, and in the Magna and Arthur car 
dumper yards. 

The board said the distance covered by the tracks of the 
company did not exceed twenty miles, that each electric trolley 
locomotive used was manned by an engineer only, and that the 
maximum speed at which any of the locomotives in question 
operated was twelve miles an hour “but during the greater 
part of the time the speed is nowhere near that and frequently 
these trains proceed at a rate of four to eight miles an hour.” 
It said each crew consisted of four men, the engineer, the 
engine foreman and two brakemen. 

The majority of the board could not see how conditions 
would be noticeably improved by the addition of a fireman, 
said the report, considering particularly the slow speed at 
which these trains traveled and the possibility of stopping them 
in case of emergency by the air brakes on the cars. It said 
further that on a branch of the Salt Lake & Utah, on the Bam- 
berger line and on the Utah & Idaho Central, there was only 
one man in the cab of the electric locomotives used. 


“Tt is not without significance that with one reported ex- 
ception during the entire period of better than twenty years 
since this road has been in operation, during which time it has 
handled approximately 344,000,000 tons of ore, there has been 
no accident of a character which could have been avoided by 
the addition of a fireman,” said the board, adding that the 
majority was not satisfied that in the case of the exception the 
accident would have been prevented had there been a fireman 
though it was possible the presence of a fireman might have 
avoided the accident. 

“Under all the circumstances the majority of this board 
does not feel that it can recommend the addition of a fireman 
to the crew,” said the report which was signed by Richard F. 
Mitchell, chairman, and Walter C. Clephane. 

Board member A. G. Crane said he concurred in the state- 
ment of fact and in the final decision but as ‘‘a personal opin- 
ion, I believe that it would be advisable for the protection of 
both employes and the railroad to add a fireman (helper), as a 
further factor of safety in what my judgment appeared to be 
a highly hazardous operation.” 

The report, dated at Salt Lake City, Utah, November 25, 
was made public at the White House December 2. Under sec- 
tion 10 of the railway labor act the parties to the dispute are 
required to maintain the status quo for thirty days after “the 
board has made its report to the President.” 


W. S. A. AND TAX ON SEAMEN’S WAGES 


_ Admiral Land, as head of the War Shipping Administra- 
tion and Maritime Commission, has submitted to the Speaker of 
the House a request for legislation to simplify accounting work 
of the W. S. A., the commission and the shipping companies in 
the computation of federal taxes on seamen’s wages, and has 
attached to his request a draft of proposed bill to carry into 
effect his recommendations. The proposed bill would amend 
section 1426(a) (i) of the internal revenue code, so as to elimi- 
nate therefrom, with respect to wages paid to seamen, a re- 
quirement that employer contributions to the federal insurance 
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contributions fund cease when an employe’s wages have reached 
$3,000 in any calendar year. 

Admiral Land said that the amount of tax the W. S. A. 
and the commission would have to pay, in excess of the amount 
that would be paid under the $3,000 limitation, after amend- 
ment of section 1426(a)(i) as proposed would be small in 
comparison with the cost of complying with provisions of that 
section in its present form. He said it was virtually impossible 
for the W. S. A. to keep a record of wages paid to every sea- 
man employed on a W. S. A.-controlled ship so as to determine 
when the tax contribution was to be stopped, and that the 
W. S. A. had no means at its disposal for making such deter- 
minations. His legislative proposal contained a provision that 
the W. S. A. and the commission should not be required to 
obtain refunds of the contributions paid on wages in excess of 
$3,000 a year. 


CONTAINERBOARD COMMITTEE 


A special task committee to study containerboard and 
V-box problems was appointed at a session of the industry ad- 
visory committees of containerboard and fiber box manufac- 
turers, the War Production Board said December 4. 

M. R. Shofer, of the W. P. B. paperboard division and gov- 
ernment presiding officer, named the following as members of 
this committee to meet and make a report at the earliest oppor- 
tunity: J. J. Brossard, Container Corporation of America, 
Washington, D. C.; Paul A. Schilling, Waldorf Paper Products 
Co., St. Paul, Minn., and H. R. Weaver, International Paper 
Co., New York City. 

First quarter over-all requirements for paperboard were 
reported as 1,403,000 tons, which is approximately 300,000 tons 
in excess of production in the fourth quarter, government offi- 
cials said. This placed a definite burden on the industry to 
increase production to meet full requirements, especially when 
demands for V-box board, both solid and corrugated, had in- 
creased from 230,000 tons this quarter to 260,000 next quarter, 
W. P. B. said. December production of V-board was said to be 
at the rate of 70,000, indicating fourth quarter production of 
approximately 210,000 tons. Total food container requirements 
for the first quarter of 1945 were reported as increasing, which 
indicates a shortage for packaging other products. 

W. P. B.’s chief function was to see to it that the Army 
and Navy got what they required in the way of containers, 
Benton Cancell, acting chief of the Forest Products Bureau, 
said. He added that it was up to the containerboard and fiber 
box industries to do their utmost to produce the board and 
containers needed. 

After hearing a statement on the impracticability of col- 
lecting and shipping waste paper and paperboard from the 
battlefronts to the United States, the committee agreed to 
hold in abeyance its request -to the army to gather and return 
waste paper to this country. 

A representative of the salvage division reported the recent 
Boy Scout campaign in paper collection which aggregated 
100,000 tons in two months. Total collections of waste paper 
last month amounted to 604,000 tons, approximating 60 per 
cent of the available waste paper that can be salvaged, it was 
pointed out. The industry was urged to establish its own per- 
manent channels for the collection of paper waste in view of 


sore aaa of W. P. B. maintaining the campaign indef- 
initely. 


SURPLUS TRANSPORT EQUIPMENT SALES 


The Surplus War Property Administration, in a report on 
October sales of surplus war property by four government dis- 
posal agencies—the Reconstruction Finance Corporation, the 
Treasury Department’s procurement division, the Maritime 
Commission and the War Food Administration—has shown 
that the October “disposals” included motor vehicles and parts 
for which the procurement division received an aggregate of 
$6,814,000; two railroad locomotives, costing $160,000, sold to 
the Carbon County Railway by the R. F. C. for $160,000, and 
15 diesel engines, some of which were 14 years old, costing an 
aggregate of $300,000, sold by the Maritime Commission to 
three companies for a total of $25,042. 

Buyers of the diesel engines, according to the S. W. P. A., 
were the Zubak Towing Co., the Bauer-Smith Dredging Co. and 
the Construction: & Power Machine Co. Sales by the Maritime 
Commission in October, according to the report, included small 
vessels for which a total of $133,000 was received, marine en- 
gines for which a total of $377,000 was received, and other 
items for which $84,000 was received. The commission’s inven- 
tories of surplus property as of October 31, the report showed, 
included small vessels valued at $12,026,000, marine engines 
valued at $4,399,000, and “other items” valued at $1,571,000. 
The procurement division’s inventories as of October 31 included 
motor vehicles and parts valued at $13,622,000. 
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the Allied war machine for metal for 
shells and tanks and ships—for fuel for 
fleets and planes and factories—for 
concrete for runways and fortifications, 
“Underground America”’ 
miracles of production. 
Assisting the mines and collieries and 
oil wells and quarries in performing 


is performing 


these miracles are America’s railroads, 
working ’round the clock to transport 
their vital output where and when it is 
needed. Approximately 40 per cent of 





UNDERGROUND AMERICA 


all tonnage transported by the Burling- 
ton Lines is products of mines. 

The opening of many mines and 
quarries, which today are producing 
invaluable war materials, was initiated 
through the Burlington’s Traffic and 
Industrial Departments, and by the 
provision of necessary freight rates and 
services. 

The Burlington’s 11,000 miles of rail- 
road are an indispensable link between 
“Underground America” and the battle- 
fields of this global war. 
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Rivers and Harbors Bill 


Authorization of an appropriation of $66,000,000 for con- 
struction of a waterway connecting the Tennessee and Tom- 
bigbee Rivers, proposed in the omnibus rivers and harbors bill, 
H. R. 3961, encountered opposition from Senator Vandenberg, 
of Michigan, and received support from Senator Bilbo, of Missis- 
sippi, as debate on controversial projects in the bill began in 


the Senate. The Tennessee-Tombigbee project was one of sev- 


eral added to the bill and made the subject matter of hearings 
by a subcommittee of the Senate commerce committee after 
the bill had been passed by the House (see Traffic World, 
April 29, p. 1199, and June 3, p. 1517). 

Among so-called “non-controversial” items included in Sen- 
ate commerce committee amendments that the Senate ap- 
proved were the following: 


Elimination of a $2,300,000 project at Boston Harbor, Mass., for 
construction of a seaplane channel, ‘‘no longer needed at the location 
previously considered.’’ 

Authorization of expenditure of $25,000,000 for ‘‘initial and partial 
accomplishment’’ of construction of multiple-purpose reservoirs and a 
channel from Columbia, S. C., to Charleston, S. C., on the Santee- 
Congaree Rivers, N. C. and S. C. 

Authorization of construction of an additional lock and canal on 
the Gulf Intracoastal Waterway in the vicinity of New Orleans, La., at 
a cost of $8,000,000. 

Authorization of construction of a new hydroelectric power plant 
on St. Marys River, Mich., at an estimated cost of $3,500,000, to replace 
an obsolete federally-owned plant, to generate power used in part of 
operation of locks at Sault Ste. Marie. 


In the debate on the Tennessee-Tombigbee project, Senator 
Vandenberg stated that the project cost, including interest on 
the investment in the period of construction, would be $75,- 
000,000. He recalled that when this project was last submitted 
to the Senate, in April, 1940, it was defeated on a yea-and-nay 
vote by a vote of 56 to 17, and that the House had eliminated it 
from the considered bill by a vote of 195 to 157. 

“The Tombigbee project,” he said, “is a waterway sub- 
stantially paralleling the Mississippi River. It involves 41 miles 
of canal, 18 locks, eight dams, and 200 miles of river drainage 
and channel from Pickwick Landing, Tenn., to Demopolis, Ala. 
Over-all it is a 260-mile project . . . with a perpetual annual 
carrying charge of $500,000. . . . There were historically four 
adverse reports on it by the Board of Rivers and Harbors 
engineers—1913, 1923, 1932, and 1935. .. . It is a hardy peren- 
nial. A favorable report of the board was obtained in 1939. 
But ... it damned the project with faint praise. .. .” 

After observing that the army engineers in their 1939 re- 
port had set down the annual cost figure as $3,561,000 and 
built up an annual benefit figure of $4,143,000, to reach “the 
thin benefit ratio of 1.16 to 1.” The latter figure, he said, in- 
cluded “$2,168,000 in savings to the public in transportation 
charges,” although an army engineer witness in Senate com- 
merce committee hearings last May had admitted that the 
Interstate Commerce Commission in 1940 had reduced by $1.06 
a ton the freight rates on petroleum products in the.considered 
area, and he added that 52 per cent of the traffic allocated to 
the waterway consisted of petroleum products. He challenged, 
as “sheer speculation,” estimates of the army engineers attrib- 
uting to the proposed waterway a value of $600,000 as a facility 
for national defense, a value of $275,000 for “enhancement of 
land values in the tributary area,’ and a value of $100,000 for 
recreational purposes. 


He said that now the project that the Senate had rejected 
before came up again, “based on exactly the same reports, and 
all these funny values.” 


“Since we are called upon to vote on the basis of the docu- 
ments as they were submitted in 1939,” he said, “and since the 
Chief of Engineers says he cannot undertake an amended esti- 
mate except as he has a new survey and a new investigation, 
I submit again that the logical course, the fair course in respect 
to the taxpayers of this country is to take this item out of the 
authorization, and put it over into the surveys, so that we may 
obtain another report ... to show what the modern conditions 
in connection with this project really are.” 

Senator Bilbo, defending the project, said that those who 
supported it in the Senate in 1940 made up in quality what they 
lacked in numbers. He suggested that Senator Vandenberg, 
though opposing the Tennessee-Tombigbee development, would 
support the St. Lawrence seaway and power project which, 
Senator Bilbo said, would “cost the poor taxpayers about eight 
times as much as the Tennessee-Tombigbee project.” He cited 
testimony by Major General Robins, assistant chief of army 
engineers, that after another survey “we will bring back the 
same report as to the facts about the construction, its feasi- 
bility, and the possibilities and potentialities of this great 
project,’’ and contended that, in view of that declaration, there 
was no reason for delaying its approval. He said opposition to 
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the project would “fare better with the present House than with 
the House after January 3, when there will be a plurality of 
about 53 Democrats in the House.” 


Amendment Rejected 


After Senator Vandenberg had continued his opposition to 
the Tennessee-Tombigbee amendment to the rivers and harbors 
bill in further debate in the Senate, with Senators Hill and 
Bankhead of Alabama, Bilbo and Eastland, of Mississippi, Over- 
ton, of Louisiana, and Aiken, of Vermont, speaking as pro- 
ponents of the project, the Senate rejected the amendment on 
a roll call vote, with 37 “nays” against 31 “yeas.” 

Senator Bilbo, resuming his advocacy of the project before 
the roll call vote, quoted a statement by General Robins that 
“there is no greater tangible saving than that which will accrue 
from use of the Tennessee-Tombigbee route instead of the Mis- 
sissippi for the upstream traffic.” Senator Bilbo said that a 
round trip for a barge tow or boat from Cairo, Ill., to New 
Orleans down the Mississippi, thence across to Mobile along 
the Gulf intracoastal waterway, thence via the proposed Tom- 
bigbee waterway and the Tennessee River to Paducah, Ky., 
and thence down the Ohio to Cairo, would be 1,768 miles, of 
which 1,121 miles would be downstream. He said traffic would 
go down the Mississippi to take advantage of the swift current 
and on the return trip would use the “slack water route’ of 
the Tombigbee to avoid that current. : 


Assails Land Grant Rate Bill 


He said that “the only influences, the only secret powers 
and the only lobbies” he had found opposing the Tombigbee 
project were the “railroad interests,’’ but he contended it would 
be to the interest of the railroads to help develop that project. 
He said he was not fighting the railroads, that they had been 
“a great blessing” in development of this country, but that they 
sometimes did things he did not like. 

“For example,” he continued, “there is on the calendar a 
bill . . . which would make a Christmas present to the railroads 
of the country of all the land which was granted to them by 
the government, and for which they in turn were to compensate 
the people of the country by giving them a rebate on all freight 
hauled in the name of and for the government. I shall have 
more to say about that proposal when it comes before the 
Senate for reconsideration.” 


Amendment for I. C. C. Inquiries 


Senator Bilbo then referred to an amendment that had 
been offered by Senator Robertson, of Wyoming, by which 
there would be attached to the bill a proviso that ‘no inland 
waterway project, the necessity or justification for which de- 
pends in whole or in part upon the purposes of navigation and 
transportation, shall be authorized until the Interstate Com- 
merce Commission, after public hearing, shall have submitted 
a report to Congress concerning the public convenience and 
necessity for the navigation and transportation features of the 
project.” 

“We might as well offer an amendment saying there will 
be no more legislation,” said Senator Bilbo, commenting on the 
Robertson amendment, “because we all know what the Inter- 
state Commerce Commission has done along this line and what 
it will do in the future. . . . The effect of the amendment would 
be that never in the future could there be any legislation pro- 
viding for inland waterway transportation. . .. We would have 
a devil of a time repealing that provision of law if it were 
ever placed on the statute books.” 


“Millions of Barges and Boats” 


Senator Bilbo averred that on completion of the Tombigbee 
project there would be “millions of barges and boats plying 
upon the bosom of the meandering Monongahela, the Ohio, the 
Wabash, the Illinois, the Mississippi, the Arkansas, the Mis- 
souri, the Red, the Tennessee and the Cumberland Rivers.” 

Senator Bankhead maintained that use of the “slack water 
route” here proposed on return trips by barge tows coming 
down the Mississippi would result in large savings in fuel costs 
for the barge operators. He maintained that water competition 
was not injurious to the railroads (stating, in that connection, 
that he had been:a railroad lawyer for 25 or 30 years), and he 
was joined in that view by Senator Eastland, who said that 
“the railroad systems of Pennsylvania—the B. & O., the Penn- 
sylvania—and the Illinois Central, the Louisville & Nashville, 
and the other great railroad systems which are contiguous to 
our waterways today are the most prosperous railroads in the 
country.” 


Senator Vandenberg emphasized his observation that Ma- 
jor General Reybold, chief of army engineers, had advisec 
Chairman Bailey of the Senate commerce committee that he 
(General Reybold) could not give “a supplemental opinion” on 
the merits of the Tennessee-Tombigbee project without a new 
inquiry. Senator Butler, of Nebraska, said that by the con- 
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struction of the considered project it was proposed to build 
“9 double-track water-transportation system” for the Missis- 
sippi Valley area” that would be similar to a proposal he had 
in mind, as another “dream of the future,” for a waterway that 
would reduce the water distance between Sioux City, Ia., and 
Chicago by one-half. 

Senator Hill contended that the Tennessee-Tombigbee proj- 
ect would benefit “approximately 34 states, the entire inland 
waterway system of our country, and the whole nation.” Sen- 
ator Holman, of Oregon, said that “if this country continues to 
grow I believe it is reasonable to expect that the rail lines will 
not be able to carry the commerce presented to them.” Sen- 
ator Hill declared that this country would be at a great dis- 
advantage in the post-war era “if we do not develop our water- 
ways for the cheap transportation they give us.” Senator Van- 
denberg maintained that it would be necessary to have an 
up-to-date report of the army engineers on the savings justi- 
fying the project, as the 1939 estimates now before the Senate 
were not supported by present conditions. Senator Overton 
contended that “the sum total of the testimony shows that on 
the ground of the benefits resulting to navigation alone, this 
project has been justified as of today.” 


Beaver-Mahoning Canal 


A Senate commerce committee amendment to the rivers 
and harbors bill proposing construction of the Beaver-Mahon- 
ing Canal, on the route of the Beaver and Mahoning Rivers a 
distance of 35 miles from a point between Beaver and Roches- 
ter, Pa., on the Ohio River, northward to Struthers, O., near 
Youngstown, Pa., at a project cost of $38,500,000 (see Traffic 
World, Nov. 18, p. 1332), was the subject of debate in the Sen- 
ate, December 5, that covered 26 pages in the Congressional 
Record of that date, with further discussion of the amendment 
postponed until the following day. 

Principal proponent of the project in the Senate debate 
was Senator Burton, of Ohio. Senators Taft, of Ohio, and 
Overton, of Louisiana, spoke in support of it. Main speakers 
in opposition to it were Senators Robertson, of Wyoming, and 
Davis and Guffey, of Pennsylvania. 

Senator Overton said that the fact that Youngstown steel 
plants had to use rail service a part of the distance for the 
inbound movement of coal] resulted in payment by those plants 
of “six or eight times the freight on the delivery of coal into 
Youngstown that Pittsburgh pays on the delivery of coal into 
Pittsburgh,” the latter city obtaining its coal over an all-water 
route at the rate that Senator Overton thought was about 3 
mills a ton-mile. So, he added, “this is largely a fight between 
the Pittsburgh steel interests and the Youngstown steel inter- 
ests.” He said the Senate commerce committee had approved 
the project because it thought it was in the national interest 
to “have cheaper steel reach the consumers.” 


Step Toward Larger Project 


Senator Burton stated that the considered canal was a 
step toward construction of a canal over 100 miles long from 
the Ohio River to Lake Erie, the total cost of which would be 
over $200,000,000. Senator Davis observed that the project was 
not in the bill as passed by the House and that the House had 
not voted on it. In further discussion, Senator Burton said the 
annual cost to the federal government for maintenance and 
operation of the “short canal’ would be $630,000, and that the 
army engineers had found that “there would be a substantial 
excess of benefits over cost on the long canal, as well as on the 
short canal, the estimate on the long canal being about $8,000,- 
000 a year.” He stated that the Interstate Commerce Commis- 
sion, in a report responsive to a request by the President for 
an inquiry as to the possibility of reducing rail rates in the 
Youngstown area on the ground of potential water transporta- 
tion on the through-canal, declared that that could not be done 
and that potential water competition was not enough to warrant 
a-rail rate reduction. 

“In this particular area,” said Senator Burton, “we are 
handicapped by a lack of actual competition in railroad trans- 
portation and we therefore pay a higher rate for transportation 
Costs because we are-not in a position to provide the competi- 
tion which would force rates down, and the traffic is made to 
bear a high charge merely because it is unable to escape it. 
The rise of water competition is entitled to assistance just as 
much for the benefit of Ohio consumers and taxpayers as it is 
for the benefit of Pennsylvania consumers and taxpayers.” 


Estimate of Savings 


He said an army engineer estimate, made in 1941, was that 
the “gross savings” in transportation charges on the short canal 
Would be $4.618.000, while annual costs, including interest, 
would be $2,875,000. 

Senator Robertson said the proposal here presented was a 
request to ‘authorize the construction of this waterway for the 

nefit of some three or four big steel-producing concerns.” 
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He said he had found that many towboats and barges operated 
on the inland waterways were “owned and operated by the big 
corporations,” and he cited, specifically, towboats owned by the 
Wheeling Steel Corporation, the Ashland Oil & Refining Co., 
the Jones & Laughlin Steel Corporation, the Carnegie-Illinois 
Steel Corporation, “the Ohio Barge Line, a subsidiary of the 
United States Steel Corporation,” and the Union Barge Line 
Corporation, 87 per cent of whose stock he said was owned by 
“the Dravo Corporation, a large sand and gravel company en- 
gaging also in machinery and shipbuilding.” 

“Are we going to build and maintain a federal transporta- 
tion system, and are we going to spend millions of dollars of 
taxpayers’ money to build and subsidize a transportation me- 
dium for the benefit of large corporations operating in this 
country?” he asked. 

He cited testimony before the Senate commerce committee 
showing that Youngstown industries that would be served by 
the proposed canal would be: the Carnegie-Illinois Steel Cor- 
poration, the Youngstown Sheet & Tube Co., the Republic Steel 
Corporation, the Sharon Steel Corporation, the Struthers Iron 
& Steel Co., and the Copper Weld Steel Co. of Warren. 

“In order to form a fair, just and equitable comparison of 
rates of hauling as between any two systems of transportation,” 
said Senator Robertson, ‘the initial costs and maintenance 
should very definitely be taken into consideration, and particu- 
larly where in one case the cost of construction and mainte- 
nance of the transportation facility is undertaken by the federal 
government, as compared to the other case, where the trans- 
portation system has been built up over many years by private 
enterprise and devoted to public service.” 


Waterways for “Big Shippers” 


He said operations on the canal would, because of seasonal 
weather conditions, be limited to nine months a year, and that 
in that period, ‘when the federally subsidized transportation 
system would be available,” the railroads, with their employes, 
their plants and their equipment, would be told to stand aside. 
He said that the only function of subsidized inland waterways 
was to take away business, in a part of the year, from some 
other transportation system well able to take care of that busi- 
ness. His further statements included the following: 


Unnecessary paralleling, competing, part-time operating systems, 
constructed by the federal government, tend to weaken our great rail- 
road systems, and anything that will weaken that integral part of our 
national defense system must be considered in the light of being 
unsound. 

I am not arguing that water transportation systems cannot be made 
a valuable adjunct to a general economical transportation system, but I 
am opposed to vast sums from the federal treasury being used to con- 
struct and maintain a system in order to place the large corporations 
of this nation in a favorable position as compared with their competi- 
tors or with small business. The federally subsidized waterways of this 
nation are for the big shipper. The small business man and the poor 
man have to rely on the railroads and the motor trucks for their trans- 
portation facilities. 


Project Called Threat to S. C. C. 


Senator David said the Youngstown interests did not need 
the canal “in order to survive or to meet their competitors 
upon a basis of full economic equality,” and that only they 
would be benefited by the canal. He said that this was “an 
attempt to use the army engineers both as a threat to the Com- 
mission and as a court of appeal from its findings and deci- 
sions.” Senator Guffey said the project was “nothing but a 
way of defeating the policy of the Interstate Commerce Com- 
mission” and nothing but a proposal to spend $38,500,000 for 
the purpose of reducing the coal rates of the Youngstown Sheet 
& Tube Co. and the Republic Steel Corporation. 

Senator Taft said opposition to the project was based on 
“the fact that ... it is going to give some advantage competi- 
tively to those who are reached by the extension as against 
others who already have the particular advantages of water 
transportation.” He contended that that was not a proper 


ground for opposition to “a project which can in and of itself 
prove economic justification.” 


Proposal Rejected 


The Senate, December 6, rejected the Beaver-Mahoning 
Canal proposal, 52 senators voting against it and 16 voting for 
it. The vote followed statements by Senator Burton, in a final 
plea for adoption of the considered amendment, that the project 
had been approved “in the several steps of its development” 
twice by the House rivers and harbors committee and twice by 
the Senate commerce committee, and by Senator Davis, op- 
ponent of the project, that the project would require $70,000,000, 
including about $30,000,000 to be borne by local contributions, 
for its construction, and $630,000 a year for maintenance. 

The Senate adopted an amendment providing, in substance, 
that whenever the Secretary of War determined, on recom- 
mendation of the Secretary of the Interior, that any dam and 
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reservoir project operated under direction of the Secretary of 
War might be used for irrigation purposes, the Secretary of 
the Interior might construct, operate and maintain such addi- 
tional works in connection therewith as he might deem neces- 
sary for irrigation purposes. Another amendment, authorizing 
disposition by the Secretary of the Interior of electric power 
and energy generated at reservoir projects controlled by the 
War Department, “in such manner as to encourage the most 
widespread use thereof at the lowest possible rates to consumers 
consistent with sound business principles,’ with the giving of 
preference to “public bodies and cooperatives” in such sales of 
electric power, also was adopted by the Senate. A like provi- 
sion was embodied in the flood control bill, H. R. 4485, passed 
by the Senate earlier. 


New Tombigbee Survey 


Added to the list of authorizations of surveys for river and 
harbor projects contained in the bill was an authorization of a 
“restudy” by the army engineers of the Tennessee-Tombigbee 
waterway project. The amendment proposing the new survey 
of this project was offered by Senator Overton on behalf of 
Senator Bankhead, of Alabama, with the comment that this 
was “the project which the Senate declined to authorize” for 
construction. 


St. Lawrence Project Amendment 


Senator Aiken, of Vermont, arose to announce that he 
would offer, “before we conclude debate” on the rivers and 
harbors bill, an amendment calling for approval by Congress 
of the U. S.-Canada agreement of 1941 for construction of 
“dams and powerworks in the International Rapids section of 
the St. Lawrence River and the completion of the St. Lawrence 
deep waterway” (see “St. Lawrence Waterway,” elsewhere). 


He then Jaunched into a long discussion of considerations 
he regarded as arguments in support of the St. Lawrence proj- 
ect and assailed the action of the Senate commerce committee 
in holding hearings on the “treaty or agreement” question as 
a move designed to retard congressional action on the project. 
He said the “principal obstacle” now remaining in the 2,700- 
mile waterway from the Atlantic Ocean to the ports of Chicago 
and Duluth was a 48-mile stretch of rocky channel known as 
the International Rapids, between the state of New York and 
the province of Ontario; that the total cost of all the work 
remaining to be done to complete a 27-foot waterway was 
estimated by army engineers to be $421,000,000; that the United 
States would pay $277,000,000 and Canada $144,000,000 of that 
sum; that $93,375,000 of the $277,000,000 would be repaid by 
the state of New York to the United States over a 50-year 
period to cover the part of the cost allocable to the power de- 
velopment, and that the net cost to the federal government, 
therefore, would be $184,000,000 plus interest in the construc- 
tion period—a grand total of “probably” $190,000,000. 

Senator Aiken said that ‘“‘this year some 4,000 ships” had 
used the 14-foot canal around the International Rapids, car- 
rying about 9,000,000 tons of cargo, and he contended that the 
increased capacity on construction of the proposed 27-foot wa- 
terway would be about 10,000,000 tons a year. After charging 
that opponents of the St. Lawrence project had “resorted to 
all the tricks of the propaganda world,” and had “told the coal 
miners that the development of power on the St. Lawrence 
would ruin the coal industry,” and after citing testimony by 
John L. Lewis, president of the United Mine Workers, that 
ships returning to this country via the seaway would bring 


back coal as ballast, Senator Aiken declared that “if every ton 
of American traffic which would come through the St. Lawrence 
Canal were coal and nothing else, I believe it would amount 
to one-fiftieth of one per cent of the output of the coal industry 
of this country, or some such ridiculously small figure,” and 
that “cheap power means more industry, more jobs. and more 


wealth.” He reviewed at length testimony of several govern- 
ment officials supporting the project. 


Senator Clark, of Missouri, said the Senate commerce com- 
mittee, of which he was a member, had not accepted jurisdic- 
tion over this project, and that, as a member of the Senate 
foreign relations committee, he insisted that “a treaty is in- 
volved” and that it should be considered by the foreign rela- 
tions committee. 


Senator Aiken raised a question as to what interests had 
been represented by Dr. Edwin Borchard, professor of constitu- 
tional and international law at Yale University, who had testi- 
fied before the Senate commerce committee in opposition to 
consideration of the U. S.-Canada pact on the St. Lawrence 
project as anything other than a treaty (see Traffic World, 
Dec. 2, p. 1447). He said he noted that Dr. Borchard had been 
selected by the National St. Lawrence Project Conference, 
“composed mostly of public-utility people, and one business or 
another,” as the best man to prepare a statement for it on the 
legal status of the “agreement,” but he (Senator Aiken) agreed 
with a comment by Senator Maloney, of Connecticut, that “if 
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Dr. Borchard were chosen by some opponents of the proposal, 
it would be merely a tribute to their good judgment.” 


Amendment Rejected 


Without a record vote, the Senate rejected Senator Robert- 
son’s amendment proposing that no waterway project depending 
for its justification, wholly or in part, on navigation and trans- 
portation features, be authorized until after the submission to 
Congress by the Commission of a report on the public con- 
venience and necessity for such navigation and transportation 
features. 


Opposing the amendment, Senator Overton said he knew 
of no amendment that would “more thoroughly clog the wheels 
of navigation and the authorization of navigation projects than 
such an amendment as this.” He charged that the Commission 
was far behind in its work and that there were still “at least 
100” water carrier applications on which the Commission had 
not acted. He said he wondered why Senator Robertson had 
not suggested that no project be acted on by Congress until 
it had been approved by the Association of American Railroads, 
because, he contended, the Commission was “thoroughly im- 
a with the thought of protecting the interest of the rail- 
roads. 





St. Lawrence Waterway 


Except for a possibility that it may ask the Secretary of 
State to appear before it for questioning, the Overton subcom- 
mittee of the Senate commerce committee dealing with the 
question of whether the U. S.-Canada pact on development of 
the St. Lawrence submitted by the President to Congress in 
1941 is an “agreement” or a “treaty,” has completed hearings 
on that question, but it will make no report to the full com- 
mittee until after the record of the hearings has been printed 
and all subcommittee members have had an opportunity to 
study that record, according to Chairman Overton (see Traffic 
World, Dec. 2). 

Whether or not the Secretary of State would appear before 
the subcommittee at a later date would be decided after that 
official had submitted to it a memorandum setting forth his 
views in support of the State Department’s contention that the 
proposed contract between the United States and Canada pro- 
viding for construction of the St. Lawrence seaway and power 
project was an agreement rather than a treaty, Chairman 
Overton indicated. Green Hackworth, legal advisor to the Secre- 
tary of State, a witness on the last day of the hearings held by 
the Overton subcommittee, asked and obtained permission for 
the subsequent placing of the Secretary’s memorandum in the 
hearing record. Senator Overton said that the subcommittee 
members might want to address some questions to the Secre- 
tary after they had read the memorandum. 

Mr. Hackworth, recalled as a witness after having testified 
on the first day of the hearing (see Traffic World, Nov. 25, p. 
1397), in his later testimony virtually admitted that the present 
administration had adopted the “agreement” method of bring- 
ing about construction of the St. Lawrence project because the 
treaty method had been tried unsuccessfully. His statements 
on that point were made in answers to questions by Senator 
Vandenberg, of Michigan, who asked why the “agreement” 
procedure had been chosen instead of the treaty procdure, 
after he had suggested that “since you undertook to do pre- 
cisely the same thing before by treaty, there must be a reason 
for proceeding by agreement now.” 

“The treaty method had been tried and failed,” said Mr. 
Hackworth. “It was still desired to go on with the project. Then 
the question arose as to whether it could be done by agreement, 
with legislative enactment. That question was placed before the 
Attorney General—Attorney General Jackson, now a Supreme 
Court justice—who .. . said it could be done by agreement and 
legislative enactments. We then proceeded to negotiate the 
agreement and submit that to the Congress.” 


Mr. Hackworth called on John D. Hickerson, chief of the 
State Department’s Division of British Commonwealth Affairs, 
for an explanation as to why an agreement was deemed more 
feasible than a treaty. Mr. Hickerson said that “the choice of 
the 1932 treaty” was made by another President. He cited 
statements that had been made by Cordell Hull, recently re 
tired Secretary of State, in a letter to Senator Vandenberg, to 
the effect that the issues involved in the St. Lawrence projet! 
were largely domestic, that it was “another T. V. A. project, 
and that, since the project required a large appropriation that 
would be subject to House action, an agreement was more 
be desired than a treaty because there was some advantage 
for the House to have a chance to pass on the agreement. Sena 
tor Vandenberg suggested that the State Department might 
have considered, too, that it was easier to “get one through” bY 
a majority vote of Congress rather than by a two-thirds vole 
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of the Senate, but Mr. Hackworth thought that that point was 
debatable. 

Senator Wagner, of New York, has inserted in the Con- 
gressional Record the text of a memorandum brief prepared 
by George S. Reed, trustee and counsel for the Power Author- 
ity of the State of New York, advocating enactment of legis- 
lation now pending before Congress for approval of the U. S.- 
Canada agreement of 1941 for construction of the St. Lawrence 
seaway and power project. The brief deals particularly with 
the so-called Aiken bill, S. 1385. It contains the conclusions, 
among others, that “the executive agreement of 1941 has the 
unquestioned sanction of the Boundary Waters Treaty of 1909,” 
that there is nothing in the agreement not contemplated by 
the 1909 treaty, that those opposing approval of the agreement 
as such and labeling it as a treaty are placing a “narrow 
interpretation” on the Constitution, that the agreement is not 
labeled a treaty and that “it would be highly inconsistent and 
contrary to established precedent to rename the compact after 
it has been negotiated.” 

Senator Capper, of Kansas, inserted in the Record the text 
of a resolution adopted by the National Grange in its annual 
meeting November 15 to 23 at Winston-Salem, N. C., reaffirm- 
ing the support it had expressed for the St. Lawrence project 
in its 1943 meeting. 



















I. C. C. ACCIDENT REPORTS 


In Investigation No. 2833, the Commission, by Chairman 
Patterson, has found that failure to provide adequate protection 
for a cross-over movement was the cause of an accident on the 
Chicago and North Western railway at Missouri Valley, Ia., 
between Council Bluffs and Boone, Ia., September 28, in which 
nine passengers were killed and 95 injured. It recommended 
that the railroad install electric switch-locking at all main- 
track hand-operated switches in automatic train-control terri- 
tory. 

The report said the accident occurred near the junction of 
a single-track line to Sioux City when passenger train No. 203, 
headed for Council Bluffs, entered a cross-over between the 
main double tracks at a slow speed and was struck by freight 
train No. 256 from Council Bluffs, moving at an estimated 
speed of 15 miles an hour. It said the third to eighth cars of No. 
203 and the engine and first four cars of No. 256 were derailed 
and that the fifth to seventh cars of No. 203 were badly 
damaged. 

“In view of the high speeds at which trains are authorized 
to proceed through Missouri Valley and the fact that the only 
protection provided for the eross-over movement of No. 203 
was the aspects displayed by switch indicators, addition protec- 
tion for these movements is required,” said the Commission. “If 
the switch connecting the west leg of the wye and the eastward 
main track had been equipped with electric switchlocking, it 
would not have-been possible to operate the switch to permit 
a movement to the eastward main track when a train was 


closely approaching, as in this case, and the accident would not 
have occurred” 















































I. C. C. Aceident Analysis 


Ten per cent of the country’s bus and truck accidents re- 
ported to the Commission for 1943 were due to mechanical de- 
fects, according to an “Analysis of Mechanical Defect Accidents 
of Passenger- and Property-Carrying Vehicles and Combina- 
tions” prepared by the Commission’s Bureau of Motor Carriers 
and made public by division 5. 

Reporting: a total of 8,781 accidents of all kinds for that 
year, the division said 885 or 10.1 per cent were caused by 
mechanical defects of which the most frequent type were those 
involving failures or defects in braking systems. Even so, the 
division said, accidents from defective braking have decreased 
in frequency of occurrence. 

The report showed 708 accidents in 1941, 1942 and 1943 
due to braking defects or almost 30 per cent of total accidents. 
For the three years the property damage an accident due to 
braking defects was $1,004; the injuries an accident, 0.77, and 
the fatalities an accident 0.068. In 1943, the report said, there 
were 212 accidents resulting from braking defects, or 23.3 per 
cent of total accidents. It said the property damage an accident 
from defective brakes in 1943 was $1,191; the injuries an acci- 
dent, 0.89, and the fatalities an accident, 0.047. 

Ten of the accident categories investigated represented 
about 90 per cent of all mechanical defect accidents, according 
to the report. It said that of these ten categories “tire failures” 
occurred next to “brake defects” in frequency and were the 

ghest in personal casualties and property damage. 
. The division said that from the report’s tables and figures 
It could be seen that the frequency and severity of mechanical 
defect accidents “progressively increased” for the three-year 
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period with the exception of injuries an accident in 1942, in 
which year they were greater than for other years, both before 
and since. 

It said that about one-fifth of all mechanical defect acci- 
dents occurred while vehicles were stopped and parked, and 
that the defects were an indirect cause of such accidents. 

In the report mechanical defect accidents were divided be- 
tween passenger- and property-carrying vehicles, and the results 
of all mechanical defect accidents were compared with the 
generality of accidents reported by the Commission. Conclu- 
sions were drawn including the following: 


(1) The increase in property damage per accident; (2) the various 
type of accidents occurring most frequently while the vehicles were 
moving; (3) the increase in frequency of tire failure accidents; (4) the 
comparison of brake accidents for 1943 with previous reports on brake 
tests and brake accidents issued by the Commission; (5) the comparison 
between the frequency and severity of mechanical defect accidents and 


the generality of accidents; and (6) means of attack for the prevention 
of accidents. 


Recommendations were made for: 


(1) Better inspection and maintenance practices; (2) more frequent 
inspection and maintenance of the braking system; (3) the correct infla- 
tion and loading of tires, as an important means of reducing accidents; 
(4) more attention paid to ignition wiring; (5) steps to be taken to 
reduce the number of vehicles totally destroyed as a result of mechan- 
ical defects; (6) the use of the ‘‘government wrap’’ spring design; (7) 
more frequent tightening of wheel studs; (8) greater attention to minor 


adjustments and repairs, and (9) accentuating recommendations of 
previous reports. 


Director W. Y. Blanning, of the Bureau of Motor Carriers, 
said he hoped the report would focus increased attention on the 
problems of better inspection and maintenance practices by 
carriers to the end that the number of accidents traceable to 
those causes would be reduced in number and severity. 


With respect to tire failure accidents, the report said: 


On the basis of frequency, tire failure accidents have increased from 
9.4 per cent of the accidents involving mechanical defects in 1941 to 
12.5 per cent in 1942 to 15 per cent in 1943. In about 69 per cent of the 
tire failure accidents, the failure of the tire was the direct cause of 
the accident. One-half of the tire failure accidents were due to the 
failure of the tire on the front axle of the power unit. The percentage- 
wise increase in tire failure accidents is indicative of the fact that the 
quality of tires used is becoming poorer.... 

The tire situation has become increasingly worse which has necessi- 
tated the more general use of recapped tires and synthetic tires. The 
synthetic tires which are coming into more and more general use in 
truck and bus operations are more susceptible to overheating than 
natural rubber tires. Driving and loading practices should be controlled 
so that road speeds are reduced and tire loads should not exceed the 
recommendations of the Tire and Rim Association. Special attention 
should be paid to inflation pressures of tires enroute to insure the 
vehicles are not running on underinflated tires. Tires should not be run 
that are badly worn and that need recapping. As in previous years, 
this report indicates that the failure of the front tire on the power 
unit causes most of the tire failure accidents. More attention should 
be given to the front tire of the power unit. 


NEW SPANISH RAILWAY TRAIN 


The Department of Commerce in its Foreign Commerce 
Weekly of November 25 has published an article by William 
L. Smyser, third secretary of the U. S. Embassy, Madrid. 
Spain, in which he describes a new type of streamlined rail- 
way train, “swift, comfortable, light-weight, and economical to 
build and operate” that has been developed in Spain. Mr. 
Smyser said this had been accomplished, in part, by adapting 
airplane technique to the building of the carriages, with stressed 
skin structures and light alloys, and motor-car technique to 


the independently sprung wheels, suspensions, and braking 
system. 


He said trial runs had been made between Madrid and 
Aranjuez, Madrid and Zaragoza, and other points on the Span- 
ish railways, and that it was claimed that a speed of 80 miles 
an hour had been maintained on sharply curved tracks in a 
mountainous region where a normal train could not exceed 31 
miles an hour without being derailed. Mr. Smyser further 
wrote: 


The new-type train was designed by Senor Alejandro Goicoechea, a 
lieutenant-colonel of engineers in the Spanish army and formerly chief 
engineer of the Ferrocarriles de la Robla and technical advisor to the 
Board of Railway Rolling Stock. He says that he has solved the problem 
of obtaining the minimum of weight necessary to achieve high speeds 
with good safety margins, abandoning the old idea of long carriages 
which necessitated heavy material to resist stresses. New principles 
were worked out to avoid this, with the fundamental idea to make 
weight as unnecessary as possible as an anti-derailing factor. ...A 650- 
horsepower unit is being imported which will give a maximum speed 
of 105 miles an hour and a normal operating speed of 90 for a 240- 
passenger train on the Spanish main lines. 
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T. P. & W. Notes 


In a ten-page reply to a letter written him by Director 
Sweet, of the Commission’s Bureau of Finance, George P. 
McNear, Jr., president of the Toledo, Peoria & Western Rail- 
road, answered the argument of the director, that payment of 
$39,600 a year by the T. P. & W. for services now rendered 
by Mr. McNear was excessive when compared with the sal- 
aries received by presidents of five other railroads, by citing 
earnings of the T. P. & W. and of two of the roads named 
by the director as evidence of the “outstanding advantages of 
owner-management.” After comparing earnings of the other 
roads named by Director Sweet, 1940 as compared with 1934, 
and quoting figures from Moody’s 1941 Manual of Investments 
for Steam Railroads as showing lower earnings for those roads 
in the later year, Mr. McNear said that they were “examples 
of railroads whose presidents and boards of directors own little, 
if any, of the stock of the railroads they manage.” 

The correspondence was placed in the docket in Finance 
No. 14607, Application of Toledo, Peoria & Western for Author- 
ity to Issue Notes (see Traffic World, Oct. 21, p. 1041). In 
that proceeding, Examiner H. C. Howard recommended in 
a proposed report that the Commission deny authority to 
issue $100,000 of promissory notes to provide working capital 
for the railroad corporation (see Traffic World, Aug. 19, p. 436). 
The letter from Director Sweet was in response to a letter 
from Mr. McNear, dated November 4, contending, among other 
things, that the burdens placed on the T. P. & W. president 
since the taking of the T. P. & W. by the federal government 
had been more severe than his duties prior to that time (see 
Traffic World, Nov. 18, p. 1321). 

In his latest letter, Mr. McNear said that if Director Sweet 
was still in doubt about recommending authorization of the 
notes, he asked that the application be set down for a formal 
hearing for the introduction of “appropriate testimony in sup- 
port of our application.” 

He cited two of the railroads named by the director, the 
Chicago & Illinois Midland, and the Duluth, Missabe & Iron 
Range, as well as the T. P. & W., as examples of railroads 
whose presidents or boards of directors were closely identified 
with ownership of the railroads they managed. The C. & I. M. 
he said, was primarily a plant facility of the Commonwealth 
Edison Co., a public utility company in the Chicago district, 
and quoted the Moody Manual as showing that that road’s net 
railway operating income was $1,167,871 in 1940, compared 
with $807,321 in 1934. The D. S. & I. R., he said, was pri- 
marily a plant facility of United States Steel Corporation, and 
quoted the financial manual to the effect that the D.S. & I. R. 
had met railway operating income of $11,715,929 in 1940, com- 
pared with $1,981,648 in 1934. He said that the only missing 
elements needed to complete “the picture you started to draw 
in your letter’ were the salaries of the senior executives of 
the Commonwealth Edison Co., and the United States Steel 
Corporation who, he said, “have, and have had, so much to do 
om the development and policies of the properties they con- 
trol.” 

Bearing on the propriety of his salary of $36,000 in 1940 
(raised to $39,600 by a general increase to all employes of the 
T. P. & W. in 1941), Mr. McNear quoted the following ex- 
cerpts from the 1941 Moody Manual: 


Since acquisition by the present management, traffic has increased 
to a considerable extent, presumably reflecting active solicitation of 
new business. ... Outstanding is the fact that 1937 total tonnage handled 
was the largest in the company’s history....The long term trend of 
eperating revenues for the Toledo, Peoria & Western, in relation to 
other Class I roads in the central western region and for Class I roads 
as a whole, has been highly favorable....Earnings of the Toledo, 
Peoria & Western Railroad in recent years were better than those of 
most other railroad companies... It is to be noted that although traffic 
and operating revenues in the past several years were considerably 
larger than in 1930, transportation expenses were considerably smaller— 
a very definite indication of managerial efficiency. 


Referring to Director Sweet’s comparisons of the salaries of 
the presidents of the other named railroads, and their mileage 
as compared with that of the T. P. & W., Mr. McNear said 
that “while the statements in your letter of November 9 lead 
to the conclusion that a railroad suffers detriment and dis- 
advantage when managed by its owners, your own illustrations 
prove exactly the opposite.” He added that “the five other 
railroads you cite as examples, taken with our own railroad, all 
conclusively prove one thing, the outstanding advantages of 
owner-management.” 

Referring to the other lines mentioned by Director Sweet, 
Atlantic Coast Line, Bangor & Aroostook, and Denver & Salt 
Lake, Mr. McNear cited the following net railway operating 
income figures taken from the Moody Manual for each road, 
for the years 1940 and 1934 respectively: A. C. L. $3,757,234 
and $4,289,557; B. & A., $843,435 and $1,693,743; and the D. & 
S. L., before considering rentals paid by the Denver & Rio 
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Grande Western for the use of the property, $377,930 and 
$638,646. 


Director Sweet’s comparison of the salary of the president 
and mileage of the T. P. & W. with the five other railroads 
“places us in an unwelcome position,” Mr. McNear said, adding 
that it was not “for us to comment upon the arrangements be- 
tween the different railroads and their presidents.” However, 
he said that ‘“‘we are obliged to answer your comparisons,” and 
that “with our apologies to the estimable gentlemen on these 
other railroads for whatever we may be required to say, we 
submit certain information from publicly available sources,” 
Mr. McNear said that analysis readily separated the T. P. & W. 
situation from the other railroads Director Sweet had named, 


Referring to the director’s statement that the president of 
the A. C. L., with 4,956 miles of road, received an annual salary 
of $30,000, Mr. McNear said the director had not mentioned that 
“he is also vice-president of Atlanta, Birmingham & Coast, a 
subsidiary, or his salary from that position.” He then quoted 
from the Moody Manual to the effect that A. C. L.’s record 
since the early 1920’s “has been highly unfavorable,” among 
other things. 


As to the B. & A., he observed that that road’s 596 miles 
were less than one-eighth the mileage of the A. C. L., and yet 
that, “according to your statement, it pays the same salary to 
its president.” 


In connection with Director Sweet’s statement that the 
president of the D. & S. L., with 231 miles of road, received 
$20,000 a year for his services, Mr. McNear said the director 
had not mentioned that that road was controlled by the D. & 
R. G. W., which latter road, he said, had been in bankruptcy in 
1935, and that the president of the D. & S. L. was the trustee 
of the D. & R. G. W. He added that “you do not disclose this 
gentleman’s salary as trustee of the Denver & Rio Grande 
Western, nor the relationship of the management of Denver & 
Salt Lake to that of Denver & Rio Grande Western, and 
whether the former is operated primarily as a division of the 
latter.”” He quoted from the Moody Manual as follows: 


While the Denver & Rio Grande Western owns practically all of 
the stock of the Denver & Salt Lake, such stock was pledged under 
loans to the Reconstruction Finance Corporation, so that actually the 
R. F. C. controls the road, particularly as the president of the road is 
a former director of the government agency. 


Following his review of the advantages of owner-manage- 
ment of the C. & I. M., and the D. M. & I. R., Mr. McNear said 
that “developments of that character, by means of private risk 
and enterprise and with the payment of adequate rewards to 
those who, by putting in their time, energy, and foresight, bring 
about successful ventures, have long been favored and encour- 
aged in this country. They have caused our country’s great 
growth.” It would seem clear, therefore, he said, that the T. P. 
& W. was fully justified in fixing his salary at the figure it did 
in 1940, and that application of the general increase of 1941 
was proper, he said. 

Continuance of his salary as president of the road since 
the government’s seizure of the properties was more than justi- 
fied, he continued, adding that the federal manager and his staff 
were not handling, and could not properly handle, many im- 
portant matters that were accumulating. In addition, he said, 
there were many difficult legal and practical questions affecting 
the railroad that had been created by the seizure and the gov- 
ernment’s procedure “in this particular case.” These matters 
were responsibilities of the president that added to the burden 
he carried prior to the seizure, he said, and that he could not 
properly attend to them without adequate provision for his 
salary and an adequate staff. 


In reply to Mr. McNear’s letter, assistant director C. E. 
Boles, of the Commission’s Bureau of Finance, said that the 
representations made in that letter had been noted. Observing 
that an examiner’s proposed report had been served following 
oral argument, Mr. Boles said that “since that date you have 
failed to furnish the data requested at the argument and in our 
letters of October 13, 1944, October 20, 1944, and November 9, 
1944.” He said that the information requested (annual reports 
for the years ended December 31, 1942 and 1943) should be 
furnished as promptly as possible, together with any other data 
Mr. McNear might desire to offer in support of the application. 
If this was done, Mr. Boles said, there would be no need for 4 
hearing, “as in proceedings upon applications under section 
20a to the Commission, evidence may be developed by corre- 
spondence without resort to hearings.” He concluded his letter 
as follows: 


As we have previously advised you, if it is your desire to facilitate 
the handling of the pending application, this can best be done by 
submitting at the earliest possible time the information which we have 
requested in our pevious letters, and, in addition, show what progress 
has been made in your negotiations with the Office of Defense Trans 
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portation in respect to the additional allowance referred to in your 
letter of October 22, 1944. 


Mr. Bole’s reference was to a letter written by Mr. Mc- 
Near to Director Johnson, of the Office of Defense Transporta- 
tion, in which he said he had been ordered out of Director 
Johnson’s office because the latter was angered by a remark 
made by Mr. McNear in the course of a conference on the 
compensation the government proposed to pay the T. P. & W. 
corporation for the taking of the railroad (see Traffic World, 
Nov. 4, p. 1185). 

In reply to the letter of Assistant Director Boles, of the 
Commission’s Bureau of Finance, in connection with annual 
reports of the Toledo, Peoria & Western Railroad, Mr. McNear 
wrote that he understood that the reports for 1942 and 1943 
were now in the hands of the Commission, and that the infor- 
mation contained in them would serve to answer the questions 
raised “in the other correspondence.” 

Mr. McNear said that “our attorney has been in touch 
from time to time with Mr. Roddewig, general counsel of the 
Office of Defense Transportation, regarding the matter of pay- 
ments to us as referred to in our letter of October 22, 1944 
(compensation to be paid by the government for the taking of 
the railroad). To date no arrangements have been made. Our 
attorney telephoned Mr. Roddewig again today, and we under- 
stand that some further word may be expected next week. 
We will advise you promptly of any further development in 
that regard. 

“Inasmuch as our cash balance is now only $2,681.52, we 
would respectfully ask if you cannot now grant us our applica- 
tion,” said Mr. McNear. 

In reply, Mr. Boles asked that the following additional 
information “in connection with the application of the Toledo, 
Peoria & Western Railroad to issue $100,000 of promissory 
notes,” be furnished: 


1. (a) What is the total principal amount of funded debt out- 
standing as of December 31, 1943? 

(b) As of December 1, 1944? 

2. Give specific details in respect to the following: 

(a) What corporate bills has the Office of Defense Transportation 
refused to pay and the amount thereof? 


(b) What corporate loans are outstanding and unpaid as of December 
1, 1944? 

(c) What corporate loans have not been satisfied in full as of Decem- 
ber 1, 1944, by the Office of Defense Transportation? 

(d) What requests for advances to serve corporate requirements 
have been refused by the Office of Defense Transportation? 

(e) What is the total amount of cash received from the Office of 
Defense Transportation by the corporation during the period from 
March 22, 1942, to December 1, 1944? 


(f{) What corporate taxes are past due and unpaid as of December 
1, 1944? 


(g) What interest on corporate debts is past due and unpaid as of 
December 1, 1944? 


Army-Navy Football Traffic 


The Union Station in Washington, D. C., was swamped 
December 2 with thousands of football fans going to Baltimore, 
Md., to attend the annual army-navy football game. One news- 
paper account of the jam said that the Office of Defense Trans- 
portation had authorized the Pennsylvania Railroad to run 
extra trains to Baltimore to handle the traffic. This was denied 
both at the Office of Defense Transportation and at the office 
of the general passenger agent of the Pennsylvania in Wash- 
ington. At the latter office it was said that the Pennsylvania 
had not asked for nor received an O. D. T. permit to put on 
extra trains. At the office of the O. D. T. it was said that the 
Pennsylvania had not asked authority to run any extra trains 
and that no such permit had been issued. 


Director Johnson, when asked December 4 about the heavy 
passenger traffic from Washington to Baltimore on account of 
the Army-Navy football game, said that was a subject that 
he did not care to discuss. 


_ Further inquiry threw some light on the director’s unwill- 
Ingness to discuss the subject—this unwillingness being re- 
flected by other O. D. T. officials also. It was pointed out at 
the O. D. T. that Director Johnson, in a statement to the press 
in Chicago November 16, had said that it “would be an outrage” 
if the Army-Navy game were moved from Annapolis, Md., the 
Site of the Naval Academy, where, at that time, it was scheduled 
to be played. It was also pointed out that, on September 15, 
Director Johnson had asked managers of all school, college, and 
other football teams to confine the sale and distribution of 
tickets to the residents of the local areas of the: cities or towns 
: a games were to be played (see Traffic World, Sept. 16, 
» (US), 

While refusing to be quoted directly, one official said that 
there was a general irritation in other government agencies 
over the “sales promotional” activities of the Treasury Depart- 
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ment in connection with the sale of war bonds, evidenced by 
pressure exerted by the department to have the army-navy 
game moved from Annapolis to Baltimore, as if, he said, the 
country would not buy the bonds unless something in the nature 
of a premium was offered with them. 

One estimate was that, of the more than 70,000 in attend- 
ance at the game in Baltimore, at least 30,000 had come from 
points farther from Baltimore than Annapolis, and scraps of 
conversation heard at the Union Station in Washington on the 
day of the game were quoted in confirmation of that view. 

At the Treasury Department, it was said that it had been 
on the initiative of that department that the game was trans- 
ferred from Annapolis to Baltimore. In answer to a question 
as to whether or not consideration had been given to the trans- 
portation problems involved, it was said that the matter had 
been “appealed to the White House,” and that the ruling trans- 
ferring the game had come from the White House. 

The department said that the game had netted a sale of 
$58,700,000 of war bonds. It was explained that this was not 
to be understood to mean that a bond was purchased with every 
ticket, but that tickets were also sold to those who showed 
evidence of recent purchases of bonds. It was said, however, 
that ‘choice box seats” had been sold to purchasers of a million 
dollars worth of bonds, or more. 

Transportation facilities between Washington and Annap- 
olis are far inferior to those between Washington and Balti- 
more, and the seating capacity of the stadium at the Naval 
Academy is small in comparison with that of the Baltimore 
stadium, it is pointed out. 

If the game had been held at Annapolis, it was pointed 
out, the attendance at the game would have been relatively 
small, because of lack of transportation facilities and lack of 
seating space at the Naval Academy football field. 


T. P. & W. Fleod Control 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western, in a letter to Colonel G. W. Goethals, of the Office of 
Chief of Engineers, War Department, has asked for two months’ 
additional time in which to file a formal statement with refer- 
ence to a report prepared by “local Army engineers” on flood 
control on Farm Creek in East Peoria, Ill., which report, he 
said, would result in no changes in past practices that had 
resulted in having flood waters in the creek “dumped over on 
our side.” He said that he had been unable to obtain a copy 
of the report to the Board of Engineers for Rivers and Harbors 
and had not had time to consult a copy in Chicago and submit 
his view before November 2 because he had gone to Washing- 
ton for a conference with Director Johnson, of the Office of 
Defense Transportation in connection with the government’s 
taking of the properties of the railroad (see Traffic World, 
Nov. 4, p. 1185). He said he understood that no one had 
taken steps on behalf of the federal manager to protect the 
interests of the railroad in these matters. 

Mr. McNear asked that, if his letter arrived too late to be 
considered by the Chief of Engineers, and if the report had 
already been submitted to Congress, Colonel Goethals either 
send to Congress a copy of his letter, or that he “let us know 
the names in Congress to whom the report was sent,” adding 
that “we will want to follow up this matter just as quickly 
as we are able to do so.” 

Saying he had been informed that the report of the army 
engineers had been acted on November 2, and that the board 
had decided to recommend “the system of reservoirs,” Mr. 
MecNear said that, from such information as the railroad had 
been able to obtain, “we understand that the proposed system 
of reservoirs contemplates the relocation of our railroad be- 
tween our yard in East Peoria and Washington, and that the 
new alignment will introduce a much more severe grade at 
the point of departure from our yard, and impose difficulties 
and hindrances in our operations.” 

He said that, “within the past year or so,” the army en- 
gineers had caused the southerly bank of Farm Creek through 
East Peoria to be raised substantially, so that the flood waters 
of Farm Creek will dump over into our railroad and property 
beyond,” and that some of this had been done at the request 
of Caterpillar Tractor Co. and other industries ‘on the south- 
erly side of Farm Creek,” as an emergency war measure. How- 
ever, he said, the railroad had been assured at a public hearing 
held by the army engineers in Peoria December 1, 1943, that 
in their ultimate plan for Farm Creek, both sides would be 
protected from the flood waters. He added: 


It is now our understanding that the report before you contains a 
statement to the effect that when the Illinois River is at high flood 
levels, it is planned to protect that part of East Peoria lying southerly 
of Farm Creek by continuing to have the levee higher on the south side, 
so that the flood waters will be dumped over on our side. This is an 
unfair way of taking care of the situation, it is destructive of our 
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property and interests, and it is not in accordance with the understand- 
ing given us at the public hearing on December 1, 1943. 


It was obvious that the road’s interests were seriously in need 
of protection, Mr. McNear said, in asking the additional time 
in which to file a formal statement. 

“It is our understanding from the local office of the United 
States Engineers,” he continued, “that no one in behalf of the 
federal manager, who now has possession of our properties, has 
taken any step whatsoever to protect the interests of the rail- 
road in any of the above mentioned matters pertaining to Farm 
Creek. As a matter of fact, one of the employes of the federal 
manager, who is also a trustee of the East Peoria Drainage 
and Levee District, has actively sponsored a scheme whereby 
some of the right of way needed along the Illinois River on a 
related project would be taken from us without recognizing 
our right of ownership.” 

Mr. McNear explained the taking of the property by the 
government, and outlined the application of the railroad in 
Finance No. 14607, Application of Toledo, Peoria & Western 
for Authority to Issue Notes, in which the T. P. & W. asked the 
Commission authority to issue $100,000 of promissory notes to 
provide working capital for the railroad corporation (see else- 
where), and said he hoped that the application would be ap- 
proved in the near future. He said the railroad would then 
be in position to make proper investigation of the proposals 
with respect to Farm Creek and to present to Colonel Goethals 
“a fully informative statement with reference thereto.” 

Mr. McNear explained that Brigadier General Kingman 
had written to say that, under existing regulations, it was not 
possible to let the railroad have a copy of the report until 
after it was submitted to Congress. He had suggested, Mr. 
McNear said, that a copy might be examined at “an office in 
Chicago,” and that the railroad submit its views to his office 
on or before November 2, at which time the board was ex- 
pected to consider the report. Mr. McNear said there had not 
been time for him to review and analyze the report, because 
he had gone to Washington for a conference with Director 
Johnson, of the Office of Defense Transportation, for a confer- 
ence in connection with the government’s taking of the rail- 
road properties, leaving Peoria prior to October 21, and not 
returning until the evening of October 29. 

Mr. McNear sent copies of the letter to the Commission, 
and to the Office of Defense Transportation. Assistant director 
Boles, of the Commission’s Bureau of Finance, in a letter with 
reference to the issuance of notes by the T. P. & W., asked 
Mr. McNear to furnish an estimate of the expenditures that 
would be involved in making a check of the flood control pro- 


gram and presenting the objections of the railroad in that 
connection. 


oO. D. T. APPEAL DECISION 


In appeal decision No. 66, Director Johnson, of the Office 
of Defense Transportation, has upheld the action of the San 
Francisco, Calif., district office and of the O. D. T. regional 
director of highway transport at San Francisco, in denying a 
permit to Carl H. Schubert, dba White Cab Co., Emeryville, 
Calif., to engage in the business of furnishing taxi service in 
Emeryville and nearby communities. 








MOTOR CONSERVATION 

The Office of Defense Transportation has issued additional 
conservation orders authorizing coordinated operations as indi- 
cated in the following: Sup. order O. D. T. 3, Rev. 412, in 
Georgia; sup. order O. D. T. 3, Rev. 415, between Nashville, 
Tenn., and Bristol, Va.-Tenn.; sup. order O. D. T. 3. Rev. 417, 
between Chicago, Ill., and Michigan City, Ind.; sup. order 
O. D. T. 3, Rev. 418, in Georgia; sup. order O. D. T. 6A-64, 
between New York County and Bronx, Queens, Kings and 
Nassau Counties, N. Y., and sup. order O. D. T. 6A-67, in 
Hurley, Wis., and Ironwood, Mich., including Jessieville, Norrie, 
Aurora, Ashland and Reno, Mich. 





0. D. T. ALLOCATION OF TANK BARGES 


Allocation of 22 new steel tank barges to private towing 
companies, to be used for transporting petroleum and other 
liquid cargo, has been announced by the Office of Defense 
Transportation. Actual delivery will be made during December 
and January, according to the O. D. T. It said that these barges, 
comprising the major part of a 25-unit barge building program 
sponsored by O. D. T. and begun last August, had been allocated 
to towing concerns as follows: 


American Barge Line Company, Pittsburgh, Pa., six barges to be 
used to transport’toluene from Texas to the upper Ohio River in West 
Virginia; Butcher Allied Industries, Houston, Tex., six barges for trans- 
porting No. 2 fuel oil and kerosene from Louisiana to upper Ohio and 
Mississippi River points; Mississippi Valley Barge Line Co., St. Louis, 
Mo., two barges to transport alcohol for synthetic rubber production, 


TRAFFIC WORLD 





to Ohio and Kanawha river points; Union Barge Line Corporation, Pitts. 
burgh, Pa., four barges for carrying kerosene from Baton Rouge, La,, 
to river points in western Pennsylvania; Ashland Oil and Refining Co,, 
Ashland, Ky., four barges to move aviation gasoline components from 
Texas to the upper Ohio River. 


“In view of the present critical shortage of railway tank 
cars,” said Lawrence C. Turner, director of O. D. T’s waterways 
transport department, ‘“‘we believe the completion and allocation 
of these barges comes at a time when they can render a most 
vital service. They have been allocated only for essential move- 
ments for which there is now no other barge equipment avail- 
able. Each barge has a capacity in excess of 9,000 barrels, is 
195 feet long. An average of eight barges, lashed together and 
pushed by a towboat, makes up the usual tow.” 

The barges are being completed by Consolidated Steel 
Corporation, Orange, Tex.; St. Louis Shipbuilding and Steel Co.. 
St. Louis, Mo., and Decatur Iron and Steel Company, Decatur, 
Ala. 


oO. D. T. AND TANK CAR USE 


The Office of Defense Transportation has announced that 
Director Johnson has written letters to the heads of all Amer- 
ican chemical companies and packing houses calling attention 
to what he describes as the nation’s critical shortage of tank 
cars used in the movement of petroleum and other liquid cargo. 

Director Johnson said it was necessary to get the most 
efficient use out of all tank cars, to work 24 hours a day, seven 
days a week in loading and unloading, to use tank trucks for 
short hauls, thereby releasing tank cars for long distance work, 
and to report all excess cars on hand so that they could be 
given to other companies that needed the equipment. 

“If you get the utmost efficiency out of tank cars and tank 
trucks used by you,” Director Johnson wrote, “I do feel that 
your volume can be handled with much less equipment.” 





CHRISTMAS MILITARY TRAVEL 


Railroads have been authorized to operate special trains 
or extra sections in the next six weeks, when necessary to meet 
demands for carrying members of the armed services, the 
Office of Defense Transportation has announced. 

The permit (general permit O. D. T. 24-11), is effective 
from December 1, 1944, to January 15, 1945, also authorizes 
railroads to include passenger cars in any train operated pri- 
marily for carrying mail or express. Similar O. D. T. permits 
were issued on December 1, 1942, and December 1, 1943. 

The object of this permit, O. D. T. officials explained, was 
to enable the railroads to care for increased holiday travel by 
soldiers and sailors; but, it was added, very few extra cars or 
trains would be run owing to the limited supply of railway 
equipment. 


oO. D. T. ADMINISTRATIVE ORDER 


By amendment 2 to administrative order O. D. T. 8, retro- 
actively effective to October 16, the Office of Defense Trans- 
portation has revoked paragraph (b) of section 503,231 of ad- 
“ministration order O. D. T. 8. That section required operators 
of commercial vehicles to turn over to O. D. T. district man- 
agers excess gasoline -rationing coupons, credits, or stamps. 

It was explained at the O. D. T. that the amendment was 
to bring the administrative order in line with the fact that, in 
October, the O. D. T. relinquished to the Office of Price Ad- 
ministration gasoline rationing procedure. Prior to that time, 
it was said, the O. P. A. had authorized O. D. T. officials to 
pick up excess coupons whenever they reduced an operator’s 
gasoline rations and that the paragraph dealing with that pro- 
cedure had not been revoked when O. P. A. took over the ra- 
tioning procedures. 


oO. D. T. MOTOR ORDER 


Effective December 11, the Office of Defense Transporta- 
tion has issued general order O. D. T. L-3, prohibiting the trans- 
portation by commercial motor vehicle of poultry from oF 
within certain Maryland, Delaware, and Virginia areas, unless 
the carrier or the consignee is an authorized possessor of a 
letter of authority issued by the War Food Administration 
under the provisions of war food order No. 119. The W. F. A. 
order set aside 60 per cent of the production of dressed poultry 
in the Delmarva peninsula and other Delaware, Maryland, and 
Virginia producing points for the army. The O. D. T. order 
—" the areas in which the restriction was to apply as 
ollows: 


Area No. 1: The State of Delaware and the counties of Cecil, Kent, 
Queen Annes, Carolina, Dorchester, Wicomico, Talbot, Worcester, and 
Somerset in the state of Maryalnd, and the counties of Accomac and 
Northampton in the state of Virginia; 

Area No. 2: The counties of Augusta, Buckingham, Page, Shenal- 
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doah, and Frederick in the state of Virginia, and the counties of Hardy, 
Pendleton, Grant, and Hampshire in the state of West Virginia. 


The order also provided that the restrictions should not 
apply to transportation within the designated areas of poultry 
produced and transported by the producer, or to any transpor- 
tation of poultry in respect of which no letter of authority was 
required by W. F. A. order No. 119 or by reason of any ex- 
emption made or relief granted under that order. It also said 
that nothing contained in the order, or in any letter of au- 
thority issued by the War Food Administration, should be con- 
strued as permitting or requiring any motor carrier to per- 
form any transportation service that was in violation of any 
order of written direction of the O. D. T., in effect at the time 
of such transportation. It provided for inspection of records 
and property for examination and inspection by authorized 
representatives of the O. D. T. or of the W. F. A. 


oO. D. T. TANK CAR ORDER 


Fayette B. Dow, director of the liquid transport division, 
Office of Defense Transportation, has announced that the recent 
reinstatement of the “less than 200 miles” provision in general 
order O. D. T. 7 Revised, applies not only to petroleum and 
petroleum products, but to all commodities moving in tank 
cars (see Traffic World, Dec. 2). This included all chemicals, 
alcohol, vegetable oils, packing house products, molasses, coal 
tar products, and the like, he said. 

The order, originally issued May 4, 1942, required among 
other things, that all shippers and carriers of liquids in tank 
cars obtain permits for movements of less than 200 miles. The 
200-mile restriction was reduced to 100 miles on September 22, 
1944. Due to the present critical shortage of tank cars, the 200 
mile restriction was restored on November 25, 1944, Mr. Dow 
said. 





oO. D. T. ON FLORIDA TRAVEL 


There is less Pullman space available for civilian travel to 
Florida in the 1944-45 season than at any time since the begin- 
ning of the war, according to the Office of Defense Transporta- 
tion. 

Using the New York to Florida run as an example, the 
O. D. T. reported that for this season there was 42 per cent 
less Pullman space for civilian use than there was in 1940. The 
O. D. T. indicated that on other routes to Florida the situation 
was approximately the same. 

While the number of available coach seats from New York 
to Florida had increased about 40 per cent since 1940, travel 
in coaches has increased nearly 400 per cent, it said. 

In releasing the figures, the O. D. T. emphasized that the 
limited space available for civilians was being further reduced 
by steadily growing furlough travel and travel by civilians di- 
rectly connected with the war effort. 

The O. D. T. already had announced that the continunig 
critical transportation situation precluded the possibility of any 
additional equipment or relief trains being assigned to the Flor- 
ida service. Said Director Johnson: 


Winter resort traffic, particularly to Florida, may be likened to a 
flow through a funnel—the incoming traffic flow originating at numerous 
points throughout the country, over a comparatively long period. The 
narrow end of the funnel creates a critical transportation bottleneck 








Revenue Freight Loading 


Revenue freight loading the week ended December 2 totaled 
808,260 cars, according to the Association of American Rail- 
roads. This was 39,530 cars or 5.1 per cent above the preceding 
week, 54,473 cars or 6.3 per cent below the corresponding week 
last year, and 48,529 cars or 6.4 per cent above the correspond- 
Ing week of 1942. 





Grain and Live 
grain-prod. stock Coal 
{ 1944 47,694 22,629 169,952 
WOtal All TOS. <..6.0,5.0:0 0.0 ssesiseas { 1943 56,351 19,750 185,816 
1942 44,278 18,313 161,451 
Preceding week November 25..... 1944 45,578 21,095 162,603 
Per cent increase over............ 1943 14.6 
Per cent decrease under.......... 1943 15.4 8.5 
Per cent increase over............ 1942 17 23.6 5.3 
Per cent decrease under.......... 1942 
{1944 2,390,878 838,611 8,499,552 
Cumulative 49 weeks to Dec. 2.. 41943 2,503,846 790,893 7,990,754 
(1942 2,044,765 699,797 7,909,978 
Per cent increase over............ 1943 6.0 6.4 
Per cent decrease under.......... 1943 4.5 
Per cent increase over............ 1942 16.9 19.8 15 
Per cent decrease under.......... 1942 


ee 


Per cent to 15 year average, 116.1. 


Revenue Freight Car Loading—Week Ended Saturday, Dec. 2 
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for the almost mass return of the winter vacationists from a single 
point over a period of only a few weeks. 

That is why we are taking such pains to stress the fact that even 
though non-essential travelers might manage to find their way to Florida 
they will undoubtedly run into considerable trouble, delay and possible 
stranding when they seek to return. My advice to prospective Florida 
vacation travelers is—Don’t! 








COTTON PERMIT SERVICE ORDER 


T. L. Cotten, of Summit, Miss., has been appointed a permit 
agent of the Commission to issue permits pursuant to service 
order No. 249, which prohibited the movement of cotton con- 
signed or reconsigned to storage or compressing points for 
cotton in Arkansas, Louisiana, Mississippi, Missouri, and Ten- 


nessee, or to Texarkana, Tex., except under permit (see Traffic 
World, Nov. 4, p. 1189). 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 12,692 
freight cars, and a daily average shortage of 2,276 freight cars, 
for the week ended December 2, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 2,231; 
auto box, 78; flat, 198; gondola, 1,501; hopper, 1,994; and mis- 
cellaneous, 6,690. 

The shortage was made up as follows: Plain box, 1,997; 
auto box, 89; flat, 180; and gondola, 10. 








COAL CAR SERVICE ORDER 


By service order No. 258, the Commission, division 3, has 
directed the Long Island Railroad Co. to unload “forthwith” 
car No. P. W. V. 3532 containing coal on hand at Patchogue, 
L. I., shipped by Castle Shannon Coal Corporation, Clairton, 
Pa. It said the car, consigned to Leon Bituminous Coal Sales, 
had been on hand an unreasonable length of time and that the 
delay in unloading it was impeding its use. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has issued current 
export bulletin No. 213 containing matter relating to revised 
import recommendation procedure under the decentralization 
plan, removal of Vatican City from selected destinations group, 
correction in schedule B classification for coffee mills, power- 
driven, as set forth in current export bulletin No. 195, and 
changes in general licenses. 





Truck Freight Loading 


“Motor freight carriers in October enjoyed a tonnage in- 
crease of 4.8 per cent over September and managed to lift 
loadings 0.6 per cent above the level of October, 1943,” says 
the American Trucking Associations. 

“As a result of the increases, the A. T. A. index figure of 
truckloadings, computed on the basis of the average monthly 
tonnage of reporting carriers for the three-year period 1938- 
1940 as representing 100, climbed to 190.74 from 182.47 in the 
previous month,” it continued, adding: 


The report was based on figures received from 315 carriers in 45 
states. The carriers transported an aggregate of 2,668,849 tons of 
freight in October, compared with 2,547,251 in September and 2,651,940 
in October, 1943. 

Haulers of general freight, accounting for 81 per cent of the total 
tonnage, experienced a volume gain of 5.8 per cent over September. 
Their loadings were 1.9 per cent larger than in October, 1943. 

Transportation of petroleum products decreased in contrast with 
usual gains developed as a result of war demands and shortages. Car- 


riers of petroleum products reported a tonnage decrease of 2.6 per cent 
for the month and a decline of 2.5 per cent from a year previous. 


Their 
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Coke Products Ore L. C. L. Miscellaneous Total 
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volume represented 12 per cent of the tonnage moved by all types of 
carriers. 

Largest increases for any type of motor freight carriers were at- 
tained by transporters of iron and steel products, but this classification 
accounted for only 3 per cent of the aggregate tonnage moved in the 
month. The iron and steel traffic volume was 12.3 per cent larger in 
October than in September and ran 9.9 per cent ahead of October, 1943. 

About 4 per cent of total tonnage reported consisted of miscel- 
laneous commodities, including tobacco, milk, textile products, coke, 
bricks, building materials, cement and house hold goods. Tonnage in 
this class was 3.5 per cent greater than in September, but slumped 
16.6 per cent from the level of October, 1943. 

October tonnage of carriers reporting from the Eastern District 
gained 5 per cent over September and 0.6 per cent over the corresponding 
months a year previous. 

Carriers in the Southern Region turned in a gain of 1.8 per cent 
over September but a decrease of 5.7 per cent from October of last year. 

Tonnage reported from the Western District was 5.6 per cent ahead 
of that for September and 3.9 per cent larger than in October, 1943. 


Overloaded Freight Cars 


Procedures for railroads to follow in assessing freight 
charges, when the excess freight from an overloaded car is 
transferred to another car, have been established by the Com- 
mission, division 3, by amendment No. 6 to service order No. 
68, made effective December 15. The amendment to service 
order No. 68, which dealt with the furnishing, substitution, and 
use of multiple cars for single shipments, was issued following 
vacation by the Commission-of service order No. 255, which 
set up procedures for railroads to follow when overloaded 
freight cars were discovered in point of origin switching limits 
or after they had left such limits (see Traffic World, Dec. 2). 

Amendment No. 6 to service order No. 68 was made ap- 
plicable to intrastate as well as interstate traffic, and carried 
the usual provisions for the suspension of tariff rules or regula- 
tions in conflict with the amendment, and for announcement of 
such suspension by the railroads. 

The following are the provisions of the order relative to 
the method of assessing freight charges: 


(1) On the original car assess and collect freight charges based upon 
the actual weight of freight left in that car after the excess has been 
removed, but not less than the tariff minimum weight for such car. 

(2) On the car loaded with the excess freight assess and collect 
freight charges based on the actual weight of such excess freight subject 
to the following minima: 

(i) When the tariff minimum weight depends on the length of the 
ear, 50 per cent of the minimum weight applicable to a car 40 feet 6 
inches in length; or 

(ii) When the tariff minimum weight depends on capacity of the 
ear, 50 per cent of 80,000 pounds; or 

(iii) When the tariff minimum weight does not depend on the length 
or capacity of a car, 50 per cent of the minimum weight applicable to 
the shipment as originally billed. 


Mid-West Shippers’ Board 


The annual meeting of the Mid-West Shippers’ Advisory 
Board will be held at the Palmer House, Chicago, January 5, 
1945. The nominating committee, M. N. Billings, chairman, 
transportation committee, Illinois Manufacturers’ Association, 
Chicago, chairman, has submitted, for voting on that day, the 
following slate of candidates for office: 


For general chairman, Irving M. Peters, traffic manager, Corn 
Products Refining Company. Chicago; alternate general chairman, A. H. 
Schwietert, director of traffic, Chicago Association of Commerce; gen- 
eral secretary, C. F. Devine, traffic director, Silica Sand Traffic Associa- 
tion of Illinois, Chicago; members of the board of directors, Mr. 
Billings; F. H. Bohl, traffic manager, Milwaukee Coke and Gas Company, 
Milwaukee, Wis.; J. A. Brough, traffic manager, Crane Company, Chi- 
cago; J. E. Bryan, general traffic manager, Wisconsin Paper and Pulp 
Manufacturers Traffic Association, Chicago; T. C. Burwell, vice-president, 
A. E. Staley Manufacturing Company, Decatur, Ill.; R. H. Craddock, 
traffic manager, Rahr Malting Company, Manitowoc, Wis.; R. V. Craig, 
general traffic manager, Allied Mills, Inc., Chicago; W. A. Cramer, 
western traffic manager, United States Steel Corporation Subsidiaries, 
Chicago; S. G. Creswick, traffic manager, Dubuque, Iowa, Shippers’ 
Association; G. M. Cummins, traffic commissioner, Davenport, Iowa, 
Chamber of Commerce; J. R. Davy, traffic commissioner, Sheboygan, 
Wis., Association of Commerce; J. H. Deaderich, vice-president, Cater- 
pillar Tractor Company, Peoria, Ill.; W. F. Ehmann, director of traffic, 
Wisconsin Coal Bureau, Madison; F. C. Forward, traffic manager, Minne- 
apolis-Moline Power Implement Company, Moline, Ill.; E. A. Gustafson, 
traffic manager, Universal Atlas Cement Company, Chicago; R. L. Hafer, 
traffic manager, Peoria, Ill., Association of Commerce; J. C. Justesen, 
traffic manager, Mosinee Paper Mills Company, Mosinee, Wis.; J. D. 
Kelleher, district traffic manager, American Can Company, Chicago; 
C. A. Lahey, vice-president, Quaker Oats Company, Chicago; W. A. 
Mayfield, general traffic manager, Swift and Company; F. B. McElroy, 
transportation rate expert, Illinois Commerce Commission; C. D. Miller, 
traffic manager, American Maize Products Company, Chicago; William 
Noorlag, Jr., assistant traffic director, Chicago Association of Commerce; 
R. W. Peterson, member, Wisconsin Public Service Commission; W. J. 
Popp, traffic manager, International Steel Corporation, Evansville, Ind.; 
L. J. Quasey, commerce counsel, National Live Stock Marketing Associa- 
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tion, Chicago, Ill.; R. C. Ross, vice-president, Joseph T. Ryerson and 
Son, Inc., Chicago; H. J. Schroeder, general traffic manager, Deer and 
Company, Moline, Ill.; H. V. Scott, traffic manager, Indiana Coal Trade 
Association, Terre Haute; E. F. Stecher, general traffic manager, Stewart 
Warner Corporation, Chicago; I. W. Whitaker, traffic manager, Alumi- 
num Goods Manufacturing Company, Manitowoc, Wis.; W. Y. Wildman, 
chdirman, marketing division, Southern Illinois Coals, Inc., Chicago; 
A. A. Wuchterl, manager, transportation department, Milwaukee, Wis., 
Grain and Stock Exchange. 


The nominating committee has submitted a proposed amend- 
ment to the board’s by-laws, to increase the membership of the 
executive committee from 28 members plus the three officers 
to 36 members plus the three officers. The proposal will be 
voted on at the annual meeting. 


OHIO VALLEY ADVISORY BOARD 


The winter meeting of the Ohio Valley Transportation Ad- 
visory Board will be held at the Gibson Hotel, Cincinnati, O., 
December 12. There will be a luncheon, sponsored jointly by 
the Cincinnati Traffic Club, Chamber of Commerce and Board 
of Trade, at which Wilbur R. Kellogg, Cincinnati city manager, 
will speak on “Municipal Machinery.” C. A. Radford, publicity 
manager, New York Central, will be toastmaster. 

At the business session, at which H. M. Baker, general 
traffic manager, Andrews Steel Company, Newport, Ky., gen- 
eral chairman of the board, will preside, there will be reports 
from commodity carloading committees and from representa- 
tives of railroads serving the board area. H. A. Hollopeter will 
report as chairman of the executive committee; C. E. Veth as 
chairman of the nominating committee; R. H. Hagerman, chair- 
man of the car efficiency committees; Freeman Bradford, chair- 
man of the legislative committee; J. G. Young, chairman of 
the traffic committee, and J. J. Brinkworth, chairman of the 
railroad contact committee. There will be a joint report from 
the loss and damage and less carload committees, by their re- 
spective chairmen, R. A. Whitty and W. H. Etzel. General 
Chairman Baker will report on the October meeting of the 
National Association of Shippers’ Advisory Boards in Chicago. 
Officers will be elected. 

Speakers will include W. J. McGarry, manager of the 
Cleveland Ore and Coal Exchange, on “Highlights of the Lake 
Coal and Ore Situation’; Joe Marshall, special representative, 
car service division, Association of American Railroads, on ‘“The 
1945 Perfect Shipping Month Campaign”; H. M. Buzek, presi- 
dent, National League of Wholesale Fresh Fruit and Vegetable 
Distributors, on “Our Cooperation with Wartime Government 
Regulations,” and C. R. Megee, manager, open car section, car 
service division, A. A. R., on ‘Meeting the Challenge.” 


PACIFIC NORTHWEST ADVISORY BOARD 


The Pacific Northwest Advisory Board will hold its winter 
meeting at Yakima, Washington, December 15. The business 
session will be held at the Chamber of Commerce auditorium, 
with H. D. Smith, western zone traffic manager, Weyerhaeuser 
Sales Company, Tacoma, Wash., president of the board, presid- 
ing. There will be a luncheon at noon, in cooperation with the 
Yakima Lions Club, at the Commercial Hotel. W. E. Difford, 
managing director, Douglas Fir Plywood Association, will speak 
on “Looking Ahead with Plywood.” H. L. Griffin, president, 
Yakima Chamber of Commerce, will be toastmaster. 

At the business session there will be reports from com- 
modity carloading committees, representatives of railroads and 
chairman of local car efficiency committees. Gordon Tongue, 
superior Portland Cement, Inc., Seattle, Wash., secretary-treas- 
urer of the board, will report for the executive committee; 
F. S. Clay, secretary-manager, Portland, Ore., Traffic Associa- 
tion, as chairman of the membership committee; Ivan L. Plette, 
manager, Yakima Valley Traffic and Credit Association, as 
chairman of the transportation committee; E. L. King, assistant 
to the vice-president, Southern Pacific, Portland, chairman of 
the railroad contact committee, and Emil Hanson, assistant 
traffic manager, West Coast Lumbermen’s Association, Seattle, 
chairman of the legislative committee. Frank P. Borden, traffic 
manager, Douglas Fir Plywood Association, Tacoma, Wash. 
will review the carloading reports and he and Mr. Smith will 
report on the October meeting of the National Association of 
Shippers’ Advisory Boards at Chicago. F. T. Westmeyer will 
report as district manager, car service division, Association of 
American Railroads. 


W. P. B. TRANSPORT EQUIPMENT HEAD 


George M. Cornell, of Minneapolis, Minn., formerly con- 
nected with the Chesapeake and Ohio Railway Co., has been 
appointed director of the War Production Board’s transporta- 
tion equipment division, succeeding Charles B. Bryant, who is 
returning to the Southern Railway System. Mr. Cornell has 
been with the W. P. B. since 1941 and has been serving 4s 


deputy director of the transportation equipment division since 
May, 1944 
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December 9, 1944 


Future of Railroads 


The contradiction in governmental policy, evidenced by the 
use of public funds to furnish and maintain airways, toward the 
cost of which users made “almost negligible contributions,” 
and the payment of all costs with the addition of taxes for the 
support of government activities by users of the railroads, was 
fundamental in any consideration of what’s ahead for the rail- 
roads, said Robert S. Henry, assistant to the president of the 
Association of American Railroads, in an address December 5 
to the Commerce and Industry Association of New York. 

Only two things were required in order that the railroads 
might continue to offer improved transportation at decreasing 
cost, said Mr. Henry—a sufficient total volume of production 
and traffic in the nation, and “a fair and equal chance for the 
railroads to carry that part of the total traffic for which they 
are economically best fitted on the basis of true costs and 
service.” 

He said that to bring about such a result would require no 
more than the adoption of a governmental policy of treating 
all forms of transportation alike, not merely in matters of reg- 
ulation, important as they were, but in the even more important 
matters of Investment, government, support and taxation. 

“As it is,” Mr. Henry continued, “transportation is carried 
on under a confusion of contradictory policies—at one extreme, 
such as the railroads, as a business enterprise which provides 
its own plant, both fixed and movable, meets its own costs, 
pays its own way and helps through its taxes to support essen- 
tial government services such as education and the administra- 
tion of justice; on the other hand, as in the case of the Inland 
Waterways Corporation, as a government activity which is 
neither self-supporting nor tax-paying. And all in between 
these extremes, there are mixtures of the two contradictory 
principles of independent business enterprise and dependent 
governmental activity, such as privately operated boats or 
planes using waterways or airways provided and maintained at 
public expense, with little or no payment therefor, by those 
who use them.” 





“Cheap Transportation” 


Under such a state of confusion in thinking and policy, 
Mr. Henry said, there was small possibility that the country 
would get the best and cheapest service that could be provided 
for each of its transportation needs. He said that the very 
effort to create “cheap transportation” no matter how much it 
cost—so long as it costs someone else—had multiplied trans- 
portation agencies, divided the total traffic movement, sub- 
tracted from true efficiency and added to the total transporta- 
tion costs of the nation. 

He said that, when a railroad man spoke of such subjects, 
there was quite likely to be a question in the mind of the lis- 
tener about the government aid to early railroads, and a ques- 
tion as to whether or not the government had done for them 
what it was now doing for other forms of transport. He said 
it was believed widely, “but none the less erroneously.” Gov- 
ernmental units—local, state and nation—had participated in 
the financing of early railroads, he said, adding that it was 
easy to overestimate the amount involved. He said that, of the 
present investment in railroads, something more than 98 per 
cent was private investment of private funds, and that not 
more than 2 per cent governmental investment. He continued: 


_ The real question, however, is not the amount of public investment 
in early railroads but the nature of that investment. With negligible 
exceptions, it was of three general sorts—purchase of shares of stock 
in railroad companies by cities, counties or states; the loan of credit 
to railroad companies by states or the federal government; and the use 
by the government of the device of land grants, previously employed in 
aid of canals and turnpikes, to aid in the extension of railroads into 
Sparsely settled regions. 


The first of these types of aid was an investment, in which the 
governmental unit concerned took a risk-share in the ownership of the 
railroad. The second was a loan, usually secured in a lien retained on 
the property involved. Both of these were, therefore, in accord with the 
true enterprise principle, in which the investing or lending govern- 
Mental unit stood on the same footing as other investors, and in which, 
ultimately, the user of the service was expected to meet all and not 
merely part of the costs of the service he used. 

The third type of transaction, the land grants by the federal gov- 
ernment, were not “‘gifts,’’ as they are usually and quite inaccurately 
called, but definite trades, in which the government both gave and got 


a and, as things have turned out, got vastly more than it 
ave, 


All these transactions, said Mr. Henry, differed in principle 
and effect from government expenditures now made in aid of 
Some forms of transport, an expenditure, he said, that had, in 
the past quarter of a century, “amounted to more than the 
total private investment in railroads in more than a hundred 
years.” He said that national or state governments now built 
a river channel or a canal and made a free gift of its use to 
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those in position to take advantage of it with no effort to re- 
cover any portion of the taxpayers’ money spent for their 
benefit. Such expenditures were not investments, he said, but 
were “gifts at the expense of all for the benefit of some.” 


Erie Canal 


As an example, he cited the canal connecting the Hudson 
River and the Lakes. For more than 50 years, he said, those 
who used it had paid tolls. When the time came that it was 
no longer truly useful, and when, if it had been a private en- 
terprise it would have been abandoned, he said it was continued 
in use because it was a governmental activity, relieved of the 
business necessity of paying its way. The tolls were taken off 
and vastly more money was spent on it than ever before, he 
said, “to create a form of transportation so fantastically costly, 
all elements considered, that it simply could not exist but for 
the bounty of the taxpayers.” 

That situation illustrated the difference between business 
enterprise and governmental activity “in the ancient form of 
transportation by water,” Mr. Henry said, adding that “the 
same sort of difference is exhibited in the very newest form, 
by air.” He said that something like nine-tenths of all the 
expenditures that had been made in furtherance of commercial 
aviation in this country had been taxpayers’ money, and that 
more money had been spent on LaGuardia Field, at New York, 
than the total cost of all the transport airplanes in regularly 
scheduled commercial service. Another and still more expen- 
sive airport was being built, he said. 

Such airports, he continued, were on something of the 
order of cost as a major railroad terminal, but that the dif- 
ference was that the owners and ultimately the users of the 
service paid all the costs of the railroad terminal, both the 
investment cost of construction and the cost of maintaining and 
operating it, and then paid taxes on it for the support of gov- 
ernmental activities. By contrast, he said, users of airports and 
airways, built, maintained and operated by public funds, made 
almost negligible contributions toward bearing the costs in- 
curred on their behalf. 


Two Parts to Answer 


There were, thus, two distinct parts to the answer to the 
question, “What’s ahead for the railroads?” he said. So far as 
the physical properties were concerned, he said, there would 
continue to be railroads in this country because only “on the 
unique surface of tracks is it possible to perform at low cost 
the all-year, all-season, all-round transportation service which 
American industry and commerce require.” 

As to the business side of railroading, however, he said, 
and “their place in the enterprise way of doing business,” it 
was not possible to be so sure. The events of the past five 
years had again proved, he said, that “the railroads are enter- 
prising, progressive, competent—but it may be that even these 
qualities, plus the efficiency inherent in the rail method of 
moving persons and things in trains of cars on tracks, will not 
be sufficient to secure success for a business which must live 
and do its business on a self-supporting, tax-paying basis, in a 
field of endeavor where the uncompensated expenditure of tax- 
payers’ money in the name of ‘cheap transportation’ obscures 
true costs and distorts competitive positions.” Truly, he con- 
cluded, the railroads stood on the very frontier of the enter- 
prise system, in the debatable land between enterprise and 
governmental activity where the real uncertainties of the fu- 
ture lay. 

Mr. Henry said that railroad technological progress in the 
past pointed the way to the accelerated advances of the future 
toward a still more dependable and efficient performance of 
the mass transportation of goods on the rails that was, and 
would continue to be, he said, the cornerstone and foundation 
of commerce and industry on this continent. He said that, a 
century ago, when a dollar a day was good wages, and other 
costs were in proportion, railroad freight charges averaged, as 
nearly as could now be determined, about seven cents for haul- 
ing a ton of freight a mile. Three-quarters of a century ago, 
he said, that figure had been cut to about three cents a ton a 
mile. Today, and for some years past, he continued, the aver- 
age revenue received by the railroads had been below one cent 
for hauling a ton one mile, with wages averaging nearly a dol- 
lar an hour, and other items of costs, especially taxes, up more 
or less in proportion. 


Investment Necessary 


While that progress in reducing or holding down over-all 
costs could hardly be possible in the future, the railroads would 
do what could be done through improved technology, he said, 
but that “right there, however, is a critical point.” Technolog- 
ical improvements could accomplish little unless some one was 
willing to invest his dollars to install the improvements, he 
said, and that the “hard-headed fellow” with the dollars was 
willing to spend them only when he saw a reasonable chance 










































































































































































1520 






of getting his money back and earning a profit. While trying 
to earn a profit for himself, Mr. Henry said, the investor’s 
investment in productive tools contributed even more to all 
concerned. He said the railroads were able to do twice the job 
of the first world war, and do it better, because the railroad 
worker of 1918 had at his disposal, on the average, $10,000 
worth of “tools,” and that his successor in 1943 was working 
with $20,000 worth. As a result, he said, not only did the work 
get done better, but the men who did it received wages that 
averaged nearly twice as much in cents an hour, the public 
received adequate and dependable transportation, and that “the 
government, instead of having to pay out nearly two million 
dollars a day on account of deficits in running the railroads, 
received from them more than four million dollars a day in 
taxes.” 

Railroading was a volume business, said Mr. Henry. Given 
sufficient volume, it could overcome most difficulties and sur- 
mount most obstacles, he said, and that that had been the his- 
tory of the business, ‘‘to meet rising costs, mounting wages and 
multiplying taxes by spreading these costs thinner and thinner 
over a larger volume of traffic, with the increased efficiencies 
which such a volume of traffic makes possible.” 


Mr. Henry said the total inter-city movement of commerce 
of all kinds this year would be above a trillion ton-miles, and 
that the railroads would carry in the neighborhood of 750 bil- 
lion ton-miles, leaving the balance to be carried by the Great 
Lakes boats, the pipelines, the inter-city motor trucks, both 
public and private, and the inland waterways, in that order of 
volume. The railroads’ part, he said, was considerably more 
than twice the rail freight movement of five years ago and 
almost twice that of 1918, the peak year of the first world war. 
At the same time, he said, railroads would do a passenger job 
of carrying four and one-half times the 1939 load and consider- 
ably more than double that of 1918. They were doing this, he 
said, with virtually the same number of locomotives and pas- 
senger cars they had in 1918, and with hardly more than a 
nominal increase in the number of freight cars. As compared 
with 1918, he said, they were doing twice the job with almost 


one-third fewer locomotives, one-fourth fewer cars, and 500,000 
fewer men. 





Domestic Transport Review 


Available data suggested that there was sufficient reserve 
capacity in the transcontinental rail system to match any fore- 
seeable industrial and military demand for transportation to 
the west coast, said the transportation unit of the Commerce 
Department’s Bureau of Foreign and Domestic Commerce in a 
report on domestic transportation in the months of October and 
November. The report dealt largely with the western railroads’ 
ability to handle an increased burden of traffic after cessation 
of the war in Europe, when heavy movements of war material 
and troops would be shifted to the west coast. 

“In general,” it said, “manpower supply may be consid- 
ered the chief factor limiting the railroads’ capacity. There is 
no conclusive evidence, however, that it will constitute a bar- 
rier to the satisfactory performance of the transportation job 
for the remainder of the war period, provided that every pos- 
sible effort is exerted by transportation workers to move the 
increasing volume of traffic. 

“The ‘reserve capacity’ of western railroads cannot be 
ascertained precisely, since it is a complex intermixture of such 
widely diverse elements as length of passing tracks, locomotive 
speed, yard capacity, and labor productivity, the effect of which 


in many cases must be conditioned subjectively on an empirical 
basis.” 





Motive Power in West 


A major element in improvement on the western roads 
with respect to carrying capacity, the transportation unit said, 
had been a substantial addition of motive power within the last 


“Most of this has been in the form of new, powerful Diesel 
locomotives, with the result that in the year ended October 1, 
1944, the aggregate tractive effort of locomotives on line, owned 
and leased increased as much as 14 per cent on individual roads 
in the west. The average increase for the railroads in the cen- 
tral western district was 6.1 per cent; for the northwestern, 
3.9 a cent, and for the southwestern, 3.3 per cent,” it con- 
tinued. 

After shifting of the military traffic to the west, the de- 
mands on rail transport would be limited to some degree by 
available vessel space, it said. It observed, due to the con- 
stantly changing base of operations in the Pacific campaign, 
vessels had to be used as floating storage space until a perma- 
nent unloading could be made. It said that this slowed down 
the turn-around of ships and reduced the number that could be 
dispatched from west coast ports. Moreover, it continued, a 
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large number of ships would have to be retained in the At- 
lantic to meet the needs of the European area. It said an allied 
limiting factor was the availability of port labor on the west 
coast. It predicted, also, that east coast ports probably would 
be used to an important extent as embarkation points for ves- 
sels bound for the Pacific theater of operations and said this 
would offer direct relief to the transcontinental railroads. It 
saw a likelihood that military requirements of such items as 
motor trucks and tanks in the Pacific war area would not bulk 
as large, proportionately, as the needs for such items in Europe, 

“It is significant,” the transportation unit said, “that the 
Western District has already greatly increased its share of the 
national traffic load. In 1940, the three western regions ac- 
counted for 36.1 per cent of total revenue ton-miles and 32.4 
per cent of total revenue passenger-miles. By 1943, these per- 
centages had risen to 40.6 and 41.7, respectively.” 

The transportation unit submitted statistical data that, it 
said, indicated that in August of this year the railroads in the 
central west were operating within 3 per cent of their known 
maximum capacity, while a margin of nearly 8 per cent was 
available in the other two western regions. In that statement, 
it underlined the word ‘‘known” and commented that “the rec- 
ord of the past year has shown clearly that when additional 
traffic is offered, it can usually be taken up by available re- 
serve capacity, even when the traffic assumes record propor- 
tions.” 


Traffic Diversion by O. D. T. 
The summary included the following: 


Unquestionably the most important single factor in maintaining 
an uninterrupted traffic flow to the west coast has been the action of 
the Office of Defense Transportation in diverting freight from congested 
lines or those likely to become congested and rerouting it over more 
liquid channels. From February 1, 1943, through October 31, 1944, 
207,566 cars were diverted under order of the regional director of 
O. D. T. for the Western District, also an agent of the Interstate 
Commerce Commission. 

These diversions were for the purpose of relieving congestion, pre- 
venting congestion, or securing other advantages, such as the expedit- 
ing of traffic to important war plants, or routing to avoid circuitous 
movement. As of October 31, 14 separate diversion orders were in 
effect, involving most of the important transcontinental railroads. 

This system of diversion and rerouting possesses enough flexibility 
to maintain a balanced distribution of traffic at all times ... The 
traffic increases which are expected . . . will be spread over the western 
roads in such a manner as to use each carrier to the practical limit. It is 
inconceivable, therefore, that the western railroads as a whole will be 
burdened beyond capacity, since each road doubtlessly has a reserve 
capacity exceeding the share which would be assigned to it under an 
equitable distribution of the traffic load. 


Shifting of Tank Car Service 


A change of emphasis in transportation of petroleum by 
tank cars, with a decrease in the volume moved to the east 
coast area and an increase in the volume to the west coast, 
was shown in the report. It said that from the 1944 peak rail 
delivery to the Atlantic seaboard area (district I) of 747,000 
barrels a day in March, deliveries gradually dropped to an 
average of 540,000 barrels a day in September, and that, in the 
same period, rail deliveries to the west coast area (district V) 
rose steadily from 37,000 barrels a day in March to 109,000 
barrels a day in September. The number of tank cars in serv- 
ice in the movement to the east, it said, declined from an 
average of 59,520 in July to an average of 46,322 in September, 
while the number in service to the west rose from 6,258 in July 
to 13,492 in September. Increased operations of two large pipe- 
lines and increased water movements of petroleum had resulted 
in a growing supply of petroleum and its products in the east, 
it said. 





POSTWAR AGRICULTURE AND TRANSPORT 


War Food Administrator Marvin Jones, in testimony before 
the special committee on postwar farm programs of the House 
committee on agriculture, December 4, submitted a list of 
recommendations for postwar maintenance of ‘full production, 
full employment and full use of the country’s resources,” in- 
cluding proposals for expansion of all forms of transportation 
and for elimination of “all discrimination in freight rates in 
different sections and areas in the country as to all forms of 
transportation.” 

“We need a greatly expanded system of highways to facil- 
itate the exchange of the products of factory and farm,’ he 
said. “We need a similar expansion in rail and air transporta- 
tion and in other types of transportation which can be developed 
when the war is over. I have no doubt that through the use of 
airline transportation and with the use of improved forms of 
refrigeration, fresh vegetables can be carried in a few hours 
from the point of production to any market in this country. 
All forms of transportation will be needed in fuller develop- 
ment, and especially farm-to-market roads and other forms 
of interior transportation.” 
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Railroad Revenues 


Class I railroads of the United States in October, 1944, had 
an estimated net income, after interest and rentals, of $59,900,- 
000 compared with $76,026,558 in October, 1943, according to 
reports filed by the carriers with the Bureau of Railway Eco- 
nomics of the Association of American Railroads. 

In the first ten months of 1944 they had estimated net 
income, after interest and rentals, of $562,000,000 compared 
with $775,529,505 in the corresponding period of 1943, said the 
A. A. R., adding: 


Class I railroads in October, 1944, had a net railway operating in- 
come, before interest and rentals, of $97,346,467 compared with a net 
railway operating inccme of $113,311,205 in October, 1943. (October is 
the seventeenth consecutive month in which the net earnings of the 
carriers has shown a decline). 

Class I railroads in the first ten months of this year had a net rail- 
way operating income, before interest and rentals, of $945,315,434 com- 
pared with $1,195,867,342 in the same period of 1943. 

In the twelve months ended October 31, 1944, the rate of return on 
property investment averaged 4.04 per cent compared with a rate of 
return of 5.63 per cent for the twelve months ended October 31, 1943. 

The earnings reported akove as net railway operating income, rep- 
resent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies, and cash. 

This compilation as to earnings for the first ten months of 1944 is 
based on reports from all Class I railroads, representing a total of 
228,651 miles. 

Operating revenues for the month of October totaled $818,737,486 
compared with $796,213,930 in October, 1943, while operating expenses 
totaled $539,156,806 compared with $513,539,940 in the same month of 
1943. 

Total operating revenues in the first ten months of 1944 totaled 
$7,899,259,660 compared with $7,510,353,469 in the same period of 1943, 
or an increase of 5.18 per cent. Operating expenses in the first ten 
months of 1944, amounted to $5,201,744,308 compared with $4,555,791,465 
in the corresponding period of 1943, or an increase of 14,18 per cent. 

Class I railroads in the first ten months of 1944 paid $1,559,960,915 
in taxes compared with $1,577,738,802 in the same period of 1943. For 
the month of October alone, the tax bill of the Class I railroads 
amounted to $162,187,117 an increase of $10,816,961 or 7.1 per cent under 
October, 1943. 

Twelve Class I railroads failed to earn interest and rentals in the 
first ten months of 1944, of which eight were in the eastern district, one 
in the southern region, and three in the western district. 


Eastern District 


Class I railroads in the eastern district in the first ten months of 
1944 had an estimated net income, after interest and rentals, of $241,- 
000,000 compared with $320,217,218 in the same period of 1943. For the 
month of October alone, their estimated net income, after interest and 
rentals was $23,200,000 compared with $25,017,978 in October, 1943. 

Those same roads in the first ten months of 1944 had a net railway 
operating income, before interest and rentals of $401,605,195 compared 
with $493,679,700 in the same period of 1943. Their net railway operat- 
ing income, before interest and rentals, in October amounted to 
$39,110,814 compared with $41,308,869 in October, 1943. 

Operating revenues of the Class I railroads in the eastern district 
in the first ten months of 1944 totaled $3,440,822,203, an increase of 3.68 
per cent compared with the same period in 1943, while operating ex- 
penses totaled $2,400,486,179, an increase of 12.81 per cent above 1943. 


Southern Region 


Class I railroads in the southern region in the first ten months of 
1944, had an estimated net income, after interest and rentals of 
$85,000,000 compared with $117,309,363 in the same period of 1943. For 
the month of October alone, they had an estimated net income, after 
interest and rentals of $6,400,000 compared with $9,205,479 in October, 
1943. 

Those same roads in the first ten months of 1944 had a net railway 
operating income, before interest and rentals of $138,986,499 compared 
with $171,877,982 in the same period of 1943. Their net railway operat- 
ing income, before interest and rentals in October amounted to $12,128,- 
100 compared with $14,855,619 in October, 1943. 

Operating revenues of the Class I railroads in the southern region 
in the first ten months of 1944, totaled $1,113,243,490, an increase of 
3.64 per cent compared with the same period of 1943, while operating 
expenses totaled $695,568,451 or an increase of 13.72 per cent above 1943. 


Western District 


Class I railroads in the western district in the first ten months of 
1944 had an estimated net income, after interest and rentals of $236,- 
000,000 compared with $338,002,924 in the same period of 1943. For the 
month of October alone, they had an estimated net income, after in- 
— and rentals of $30,300,000 compared with $41,803,101 in October, 

Those same roads in the first ten months of 1944 had a net railway 
operating income, before interest and rentals of $404,723,740 compared 
With $530,309,660 in the same period of 1943. Their net railway operat- 
ing income, before interest and rentals, in October, amounted to 
$46,107,553 compared with $57,146,717 in October, 1943. 
_ Operating revenues of the Class I railroads in the western district 
in the first ten months of 1944 totaled $3,345,193,967 an increase of 7.31 
per cent compared with the same period in 1943, while operating ex- 
Penses totaled $2,105,689,678 an increase of 15.94 per cent above 1943. 





RAIL FINANCIAL DATA 


At the end of September, 1944, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
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of $4,574,945,426, including $1,138,289,669 in cash, as compared 
with 4,286,655,594, including $1,046,327,293 in cash, at the end 
of September, 1943, according to a statement, M-125, selected 
income and balance sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 


The statement showed that $267,469,901 of funded debt 
would mature within six months from September 30, 1944. This 
compared with funded debt of $81,151,595 matured in the com- 
parable period of last year. In the monthly comment on trans- 
portation statistics prepared by the bureau, and dated Decem- 
ber 6, it was said that the amount of debt maturing within the 
six months following September 30, 1944, was principally ac- 
counted for by the maturities of the following seven railways: 
Baltimore & Ohio, $74,878,965; Union Pacific, $57,183,566; A. T. 
& S. F., $25,655,000; Southern Pacific, $19,796,215; Chicago & 
North Western, $15,494,448; Pennsylvania, $13,623,000; and 
Western Pacific, $9,546,140, a total of $216,177,334. 


Total current liabilities stood at $2,852,186,326 at the end 
of September, 1944, as against $2,521,150,421 at the end of Sep- 
tember, 1943. Included in the current liabilities was accrued 
tax liability of $1,793,277,658 at the end of September, 1944, as 
against $1,614,776,438 at the end of September, 1943. U. S. 
government taxes accounted for $1,633,048,271 of the accrued 
tax liability at the end of September, 1944, as against $1,453,- 
422,099 at the end of September, 1943. 





Train Communication Order 


The Commission, by Chairman Patterson, has issued order 
BS-Ap. No. 6729 to the Pennsylvania Railroad Co. authorizing, 
with conditions, the installation of an inductive train communi- 
cation system, to supplement existing automatic block signal, 
cab signal, and manual block signal systems. The system is to 
be installed on the Pennsylvania’s main track between Harris- 
burg and Pittsburgh, Pa., on the Middle and Pittsburgh divi- 
sions, on the Hollidaysburg and Petersburg branch of the 
Middle Division, a total distance of about 284.4 miles, and the 
estimated cost as set forth in the application is $1,086,000. 


The order said the plan involved the installation of train 
telephone equipment on approximately 300 locomotives for 
passenger and freight service and 90 cabin cars for freight 
service, and at Port, Lewis and Grazier block and interlocking 
stations on the Middle division, and Lilly, JD and SW block and 
interlocking stations, on the Pittsburgh division, and arranging 
for use in passenger service between Harrisburg and Pittsburgh, 
and in freight service between Enola and Altoona. 


The application to install the inductive train communica- 
tion system was made subject to the following conditions: 


(1) That said inductive train communication system shall be sup- 
plementary to and not supplant any of applicant’s existing signal sys- 
tems or other systems, devices, or appliances intended to promote the 
safety of railroad operation; 

(2) That said inductive train communication system shall be in- 
stalled, inspected, maintained and repaired in accordance with the rules, 
standards and instructions for the installation inspection, maintenance 
and repair of the systems, devices and appliances covered by section 26 
(now section 25) of the interstate commerce act which were prescribed 
by order of the Commission dated April 13, 1939, insofar as said rules, 
standards and instructions are applicable to said inductive train com- 
munication system; 

(3) That there shall be no material change in the present method 
of operation of trains, signal systems or interlocking installations on 
that portion of applicant’s line on which said inductive train communi- 
cation system is installed and maintained until such change has been 
approved by the Commission, and 

(4) That the Commission may revise, amend, or modify any of the 
aforesaid conditions or the rules, standards and instructions for the 


installation, inspection, maintenance and repair of said inductive train 
communication system. 





TRUCK PRODUCTION 


Preliminary figures of the automotive division of the War 
Production Board show that a total of 64,123 trucks were pro- 
duced in October. Of the total, 13,070 were civilian and 51,053 
military trucks. Of the 13,070 civilian trucks, 9,429 were me- 
dium and 3,641 were heavy. 


SANTA FE BRIDGE FOR HIGHWAY USE 


H. R. 4910, a bill authorizing transfer by the Atchison, 
Topeka & Santa Fe Railway Co. to the states of Arizona and 
California of an abandoned railroad bridge across the Colorado 
River, formerly known as the Red Rock bridge, between those 
states near Topock, Ariz., has been passed by the House and 
sent to the Senate. Representative Harless, of Arizona, said 
the Santa Fe had abandoned the bridge and would have to tear 
it down in 90 days unless the bridge was transferred through 
the considered legislation, and that the bridge could be used 
for a highway between Arizona and California. 
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Track Earnings 


Expenses of motor common carriers of property in October 
amounted to 96.2 cents for each dollar of gross revenue, ac- 
cording to data compiled by the American Trucking Associa- 
tions, Inc., on the basis of reports from 258 motor carriers in 
41 states and the District of Columbia. The A. T. A. said that 
its compilation showed that the October revenues increased 3.8 
per cent above those of September, and that expenses of the 
carriers also increased 3.8 per cent. 


The October revenues of $18,299,239 represented an in- 
crease of 4.2 per cent over the amount for October, 1943, while 
expenses in October of $17,610,175 were 3.4 higher than the 
corresponding figure for October, 1943, the A. T. A. reported. 
It said the operating ratio of 96.2 for October was the same as 
that reported for September for these carriers, and noted that 
the operating ratio for October, 1943, was 96.9. 


Of the 258 reporting carriers, 67, whose revenues amounted 
to about 24 per cent of the total, had operating losses, said the 
A. T. A., adding that 96 showed operating deficits for September 
and that 84 reported losses for October, 1943. 

October, 1944, revenues of motor carriers in the eastern 
district increased 3.9 per cent above September, but were 1.8 
per cent above those of October of last year, according to the 
report. Expenses of those carriers increased 3.6 per cent above 
September and were 0.8 per cent above those of October a 
year ago. 

In the southern region, the October revenues of the report- 
ing carriers were 3.9 per cent above those of September and 
5.1 per cent above those of October, 1943, while expenses were 
2.2 per cent higher than those of September and 1.9 per cent 
above those of October, 1943. 


In the western district, the October revenues were 3.7 per 
cent above those of September and 7.2 per cent higher than 
those of October, 1943, while expenses were 4.8 per cent above 


ey of September and 7.9 per cent above those of October, 


The eastern carriers had an operating ratio of 95.4 in 
October, compared with 95.6 in September and 96.4 in October, 
1943; the southern carriers had an operating ratio of 96.6 in 
October, compared with 98.2 in September and 99.6 in October, 
1943, and the western carriers had an operating ratio of 97.3 
in October, as against 96.3 in September this year and 96.6 in 
October, 1943, according to the compilation. 


Tires and Trucks 


Manufacture of tires and trucks were included in “critical 
war production programs” in a report prepared by Hiland G. 
Batcheller, chief of operations, of the War Production Board, 
and issued by the board December 7. 


Heavy-heavy trucks (over 2% tons carrying capacity) have 
been a production “must” for more than a year, according to 
the report. Ever since the North African campaign, said the 
report, the army had put on the pressure for vehicles that 
could carry big loads and take a pounding over tough roads. 

“But when 1944 requirements were stepped up sharply in 
November, 1943, facilities of the automotive industry were 
otherwise engaged; they had been converted to planes, combat 
vehicles, artillery, machine guns and other types of munitions,” 
it continued. ‘Moreover, heavy-heavy trucks of the kind re- 
quired had never been made to any appreciable extent in the 
United States. (We turn out more heavy-heavy trucks in a 
month today than we did of the roughly equivalent commercial 
jobs in a peacetime year.) Hence, when the heavy-heavy truck 
program emerged as a ‘must,’ it was to all intents a new pro- 
gram.” 


The report said that the flow of supplies and components 
to the manufacturers of light-heavy trucks (2% tons capacity) 
had been affected by the pressure to build up the deliveries of 
heavy-heavies. As a result, it said, light-heavy truck deliveries 
had been unstable and also had fallen behind requirements. In 
the first five months of 1944 production of light-heavies dropped 
while heavy-heavy output rose, it said. Today, it continued, 
the foundry industry was a bottleneck. That industry had been 
unable to expand production fast enough to supply the castings 


a full complement of axles, transmissions and engines, it 
said. 


Demand for spare part equipment was often so great that 
the services preferred to take parts and hold up the production 
of vehicles, said the report. 


Production of heavy-heavy trucks in October was more 
than a thousand under schedule, the number manufactured 
having been slightly under 7,000 as against the schedule of 
slightly more than 8,000. This was an improvement over the 


TRAFFIC WORLD 


preceding months of June, July, August and September, ac. 
cording to a chart in the report. 


Tires 


“Requirements for all truck and bus tires have been mount- 
ing steadily and today exceed anything heretofore envisioned,” 
said the report. “Current demand is far beyond the industry’s 
capacity to produce. The military requirements have jumped 
even further in the past four weeks, because the campaigns in 
Europe and in the Pacific have called for continuous long hauls 
on war-torn roads and travel over highly abrasive coral dust. 

“Since the beginning of the year there has been a 70 per 
cent increase in the manufacturing facilities for tires 9 to 14 
inches in cross-section. Actual unit production increased 55 per 
cent, from 178,300 units in January to 276,000 units in October,” 

Referring to the tire-making manpower shortage, the re- 
port said that despite the fact that labor referrals and hires 
had been substantial, the net gain after separations (not in- 
cluding interdepartmental transfers) had been less than 3,000 
as against a need of 5,000. 


U. S. RUBBER NEW RAYON TIRE CONSTRUCTION 


Development of a new principle in the construction of 
rayon-synthetic rubber tires has been announced by Dr. Sidney 
M. Caldwell, director of tire development, United States Rub- 
ber Company. Claims for the new tire, known as the ‘2200 
denier rayon type,” are that it uses fewer and stronger plies 
of rayon; that there is a reduction in the danger of blow-outs 
and that the “rupture spread” is reduced so that injured tires 
may be repaired by recapping, and that fewer operations are 
involved in constructing the tire, thus bringing about increased 
plant production. - 


MOTOR CLAIM MEETING 


The National Freight Claim Committee of the American 
Trucking Associations will meet in Chicago at the Hotel Sher- 
man January 16 and 17 to consider the motor freight claim 
situation, according to Carl F. Jackson, secretary of the com- 
mittee. The committee would confer with representatives of 
the National Industrial Traffic League, the Chain Store Traffic 
League, National Retail Dry Goods Association and the Manu- 
facturing Chemists Association, he said. 


MOTOR VEHICLE PRESERVATION 


The War Production Board has announced revocation of 
its order M-216 that established certain standards for the pres- 
ervation of new automobiles and trucks held for rationing in 
August, 1942, when there were about 393,000 new automobiles 
and 130,000 commercial vehicles in the possession of producers, 
distributors, and dealers. At the present time, said the W. P. B., 
there were fewer than 20,000 automobiles and fewer than 5,000 
trucks left in the passenger car and truck pools, that these were 
being adequately cared for and that under these circumstances, 
there was no necessity for retaining order M-216. The O. D. T. 
and other interested agencies had concurred in the revocation, 
said the W. P. B. 


PRIORITY FOR TIRES 


J. A. Krug, chairman of the War Production Board, has 
announced that the production executive committee has ex- 
panded the national production urgency list to include aircraft 
tires, combat tires, and truck and bus tires and tubes. 

The P. E. C. top urgency rating will include the construc- 
tion of facilities as well as tire production, and includes tire 
molds in the “facilities” category. 

The new classification for truck and bus tires includes A-2 
(extra large), 16.00 and up; A-3-a, 12.00 through 14.00; A-3-b, 
9.00 through 11.00; A-4 medium dual bead, 10 ply, through 
8.25; A-5 small single bead, 8 ply and under; A-6, 15-inch and 
16-inch rim diameter, through 7.50 cross-section. 

P. E. C. at the same time requested the War Manpower 
Commission to have tire plants qualifying under the urgency 
list assigned a manpower referral rating above that of the gen- 
eral group of plants on the urgency list. 

Present figures on manpower requirements to operate ex- 
isting facilities at capacity are 6,258 male and 986 female work- 
ers, according to reports received from the tire industry by the 
Rubber Bureau of W. P. B. 

James F. Clark, director of the Rubber Bureau, has asked 
each tire and tube company to analyze its facilities and inform 
W. P. B. of what additional equipment is necessary to eliminate 
production bottlenecks in each plant. Top priority rating will 
be given to the procurement of this equipment, so that max- 
imum production can be obtained within existing plants. 
“Thereafter, should still greater production be required, 
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entirely new plants will need to be built,” W. P. B. said, 
adding: 


The action of the production urgency committee in granting a top 
manpower rating to the tire industry and in assuring the rapid installa- 
tion of needed facilities will mean more tires for the armed forces and, 
when those demands are met, more tires for essential domestic distri- 
bution. 


At the same time, W. P. B. released figures on manpower 
needs for heavy tire construction in the Ohio area and in Cali- 
fornia. The Ohio area needs 872 men, while California needs 
1,115 men and 183 women. W. P. B. said that with all facilities 
fully manned, in the classification A-3 through A-6, the indus- 
try could produce 4,695,341 tires in the first quarter of 1945. 
This was 21 per cent more than the estimated output of 3,886,- 
263 projected on November 1, it said. 


MOTOR TRAFFIC STUDY IN SOUTH 


Twenty-one Class I motor carriers, members of the South- 
ern Motor Carriers Rate Conference, of Atlanta, have agreed 
to cooperate with the Commission’s Bureau of Transport Eco- 
nomics and Statistics in the preparation of a freight traffic 
study to cover shipments billed in the six-day period, Decem- 
ber 11-16, inclusive. 

The form on which freight bills for that week will be ab- 
stracted will show, for each commodity in each shipment, the 
territorial movement of the commodity, whether intrastate or 
interstate, and governing classification, as well as whether 
it was local or interline traffic. In the case of the latter, the 
point of transfer to or from connecting carrier will be shown, 
and the name of the carrier from whom a shipment was re- 
ceived. It will also show the first-class rate a 100 pounds, the 
rate-making mileage on interritorial traffic, and the actual miles 
carried by the reporting carrier, together with the commodity 
description and the actual weight of the abstracted shipment. 
It will show the billed rate a 100 pounds, the total freight 
charges, excluding accessorial charges, and the kind of rate, i.e., 
whether class, exception rating, commodity rate, minimum 
charge shipment, or minimum rate shipment. 

It was learned that the carriers cooperating with the bu- 
reau in making the study were: Southeastern Motor Truck 
Lines; Mason & Dixon Lines, Inc.; Atlantic States Motor Line, 
Inc.; Superservice Motor Freight Lines; Huber & Huber Motor 
Express; United Motor Freight Terminal, Inc.; Southern Motor 
Express, Inc.; Overseas Transportation Co., Inc.; R. L. Dance 
Trucking Co.; Akers Motor Lines, Inc.; Norfolk-Southern Bus 
Corporation; Blue & Gray Transportation Co.; Johnson Freight 
Lines, Inc.; Georgia Highway Express, Inc.; Dixie-Ohio Express 
Co.; Thurston Motor Lines; Great Southern Trucking Co.; Caro- 
lina Freight Carriers Corporation; Lewis & Holmes Motor 
Freight Corporation; Tamiami Trail Tours, Inc.; and Deaton 
Truck Lines, Inc. 





RAILWAY DEVELOPMENT ASSOCIATION MEETING 


The American Railway Development Association will hold 
its annual meeting at the Palmer House, Chicago, December 14 
and 15. There will be general sessions the morning of December 
15 and the afternoon of December 16. The afternoon of the 
first day and the morning of the second will be devoted to sec- 
tional meetings on questions of agriculture, marketing and in- 
dustry. At the first industrial sectional meeting, R. W. Booker, 
manager, construction division, engineering department, Mon- 
santo Chemical Company, St. Louis, Mo., will speak on “The 
Problems of Plant Location Encountered by a Chemical Com- 
pany,” and J. R. Hartman, manager, electric sales department, 
Cincinnati Gas and Electric Company, Cincinnati, O., on ‘Co- 
operation Between Power Companies and Railroad Industrial 
Agents.” The morning of the next day, speakers at the second 
industrial sectional meeting will be William Ryer Wright, engi- 
neer, Ford, Bacon and Davis. Chicago, and E. D. Hollinshead, 
Carnegie-Illinois Steel Company, Chicago. 

There will be luncheon sessions on each of the two days. 
On December 14, the subject for discussion will be “The Im- 
portance of Public Relations in Agricultural and Industrial 
Development Work,” and the participants will be W. T. White, 
Special assistant to the receivers, Seaboard Railway; L. F. 
Livingston, consultant, extension division, Du Pont Company, 
and Robert S. Henry, assistant to the president in charge of 
public relations, Association of American Railroads. Subjects 
for the luncheon, December 15, have not as yet been announced. 
The speakers will be Dr. George C. Scarseth, director of re- 
search, American Farm Research Association, Lafayette, Ind., 
and Mr. Hollinshead. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 





Questions and Answers 


« In this column will be cnswered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 


freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Scrap Iron 


Ohio.—Question: Will you please state your opinion on the 
following situation? 


We ship rough iron castings to various points less than 
carload by rail at the class 40 rate and occasionally have re- 
jections or scrappage returned to us. Usually the billing on 
these returns reads, “Rejected castings or scrap castings,” some 
times described as cast iron, and the carriers have applied a 
higher rating on return movement than when originally shipped 
from our plant. 

The question arises whether scrapped or rejected iron cast- 
ings not marked “for remelting purposes only” would be en- 
titled to the class 40 rating. Rejected castings usually have had 
no machining done to them, while scrapped castings sometimes 
have been partially machined, but in no case are these finish 
machined. 


Answer: Whether or not an article may be shipped as 
scrap iron and entitled to the rate or rating thereon, depends 
upon the nature of the article and upon the tariff description 
of scrap iron. 


In Southern Scrap Material Co., Ltd. vs. N. O. G. N. R. Co., 
159 I. C. C. 266, the Commission held that the complainant had 
not shown that a shipment had no value other than for melting 
purposes, on which shipment it was sought to apply the scrap 
iron rate on “scraps or pieces of steel having value for remelt- 
ing purposes only.” 

In Richmond Radiator Co. vs. C. & N. W. Ry. Co., 115 
I. C. C. 743, the Commission held that the article shipped did 
not come within the tariff description of “scraps or pieces of 
iron or steel suitable for remelting purposes only, in that they 
were shipped in their original form and had not been reduced 
to fragments, scraps, or pieces, so as to be useless for any 
purpose other than remelting, and stated that it is the nature 
of the article shipped, not the price for which it is sold or the 
use to which it is put, that determines whether the rate on 
scrap iron applies. 

In Wrought Washer Manufacturing Co. vs. P. M. Ry. Co., 
136 I. C. C. 703, the Commission in holding that the scrap iron 
rate was not applicable, said the complainant did not melt any 
of the articles received, but reheated and rerolled about 30 
per cent of them; that the balance of the inbound shipments 
were used for the manufacture of washers without employing 
the reheating process; that the major issue in that case was the 
reasonableness of the rates on the classes of the material de- 
scribed therein and under consideration, but that they would 
first consider and dispose of the other issues presented. 


The Commission said that the complainant in that case 
contended the scrap iron rates were and are applicable on the 
material, but the official classification, governing in most in- 
stances, and the defendants’ commodity tariffs, defined scrap 
iron as “scraps or pieces of steel having value for remelting 
purposes only;’” that although some of the material was re- 
heated and rerolled, it was generally conceded that this process 
by which the material is softened, but not reduced to a molten 
state, is not equivalent to remelting; that the material mani- 
festly had a recognized commercial value for purposes other 
than remelting, as indicated by the use which complainant made 
of it, and does not come within the definition of scrap iron as 
carried in defendant’s tariffs. 


In Ship Supply Co. vs. L. & N. R. R. Co., 139 I. C. C. 110, 
the Commission held that a shipment of used railway rails was 
entitled to the scrap iron rates in that recourse to the classi- 
fication definition having been expressly withdrawn, and there 
being no other tariff definition, it became a question of fact 
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as to whether or not a given shipment of iron or steel consti- 
tuted scrap material. 
In Docket 29026, Vulcan Mold & Iron Co. vs. Baltimore & 


O. R. R. Co., (Mimeographed), decided October 26, 1944, the 
Commmission said: 


The governing tariffs restricted and restrict the rates on scrap 
iron and steel to scraps or pieces having value for remelting purposes 
only. In Scrap Tin Plate Between Minnesota and Illinois, 256 I. C. C. 
15, 18, division 2 stated that to come within the tariff definition the 
articles must not be shipped in their original form but must be so 
reduced into fragments, scraps, or pieces as to be useless for any 
purpose other than remelting, or such similar purposes for which scrap 
metals may be used as comprehended by the tariffs. We are of the 
opinion that the rates on ingot molds, and not the scrap-iron rates, 
were applicable on this traffic. 


From the foregoing, ii will be seen that the article must 
in fact be scrap iron and must conform to the tariff require- 
ments in order to be entitled to the scrap-iron rate. 


Connecting Carriers—Diverted Shipments 


Maryland.—Question: Our company hauled numerous cars 
of eggs from the Mississippi River to Toledo, Ohio, received 
from connections, origin point Kansas City, Mo. The ship- 
ments went into transit at Toledo, Ohio, in a storage house 
located on the rails of a switching line which I will designate 
as carrier “A.” At a later period, this traffic was reforwarded 
from Toledo, Ohio, to Richmond, Va. The shipper gave instruc- 
tions to this company to reforward the traffic, affording us a 
roadhaul from the transit point, but switching carrier “A,” ap- 
parently by mistake, delivered the cars to a competing carrier, 
with the result that we were deprived of revenue from the 
outbound haul. Switching carrier “A” delivered these cars to a 
competing line sometime during the night, without any billing 
whatever, because at 10 o’clock the following morning switch- 
ing carrier “A” presented to our company a switch ticket for 
signature indicating plainly that the cars were to move our 
way. Competing carrier “B,’’ apparently thinking the cars 
were empties, handled them without any billing instructions 
and did not detect the error until the cars were located at some 
point east of Buffalo. When the error was detected, the shipper 
authorized carrier “B” to forward the car to destination in 
order to avoid delay. I might say also that our company issued 
the bill of lading at Toledo based on the switching ticket issued 
by switching carrier “A,” not knowing at the time that the 
cars had been forwarded during the morning by competing 
carrier “B.” 

Switching carrier “A” disclaims all responsibility for mis- 
routing. It is my contention that we have a claim against car- 
rier ‘‘A”’ for loss of roadhaul revenue from the transit point 
because they were acting as our agent in the transaction. There 
is an agency-principal relationship here, and we contend that 
the agent cannot evade his responsibility to the principal, when 
admittedly our damage is a direct result of his regligent action. 
There was a question whether competing carrier ‘‘B’” could be 
held responsible for contributory negligence since they han- 
dled cars without proper billing and thus without authority. 
It is my view that our company would have a right of action 
at common law against switching carrier ‘‘A,” but whether this 
would be based on breach of implied contract or some other 
point of law is not clear. 

In this connection your attention is directed to Section 15, 
paragraph 9 of the Interstate Commerce Act which seems to 
me to have a very definite bearing on the question. One view 
of this is that while competing roadhaul carrier “B’’ had no 
notice by bill of lading, waybill or otherwise, of the routing 
instructions, switching carrier ‘‘A” did have. I neglected to 
state that both our line and competing roadhaul carrier ‘B” 
absorbed the switching of carrier “A” so that in a sense (not 
well validated I think) carrier “A” was acting as agent for 
carrier “B” (or perhaps in a master-servant relationship) and 
that this would give us a claim against roadhaul carrier “B.” 
Your opinion will be appreciated. 

Answer: That switching carrier ‘A’’ was your agent is 
evident from the reports of the Commission in Peoria & Pekin 
Union Ry. Co., 93 I. C. C. 3, 16, and Crown Cork & Seal Co. vs. 
Director-General, 88 I. C. C. 305 and the decision of the Su- 
preme Court of the United States in Missouri Pacific R. R. Co. 
vs. Reynolds-Davis Grocery Co., 268 U. S. 366, 45 S. Ct. 516. 
In the latter case the court said: 


“The joint through rate covered delivery at the warehouse of the 
consignee. The bill of lading named Morgan’s Louisiana & Texas 
Railroad and Steamship Company as the initial carrier and the route 
designated therein named the Missouri Pacific as the last of the con- 
necting carriers. Its lines enter Fort Smith but do not extend to the 
consignee’s warehouse. It employed the Saint Louis-San Francisco to 
perform the necessary switching service. And it paid therefor $6.30, 
the charge fixed by the tariff on file with the Interstate Commerce 
Commission, The switching carrier was not named in the bill of lading 
and did not receive any part of the joint through rate. It was simply 
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the agent of the Missouri Pacific for the purpose of delivery. The 
Missouri Pacific was the delivering carrier and is liable as such. 


An agent in the performance of his duties as such must 
exercise ordinary and reasonable care, skill and diligence, and 
for his negligence in failing to do so he will be liable to his 
principal for any loss or injury occasioned thereby. However, 
he is required to exercise only ordinary and reasonable care, 
skill and diligence, and if he does so he will not be liable for 
losses which the principal may sustain. By ordinary care, 
skill, and diligence is meant such as a person of ordinary 
prudence would exercise in the conduct of his own affairs of 
the same nature under similar circumstances, or such as is 
usually possessed and exercised by persons of ordinary care and 
capacity engaged in the same business, and what will amount 
to its exercise will depend upon all the circumstances of the 
particular case, including the character and subject matter of 
the agency, and hence is ordinarily a question of fact for the 
jury. 

Since the agent is required to exercise only ordinary care, 
skill, and diligence, he is not, in the absence of an express 
agreement, an insurer of the success of his undertaking, and 
does not guarantee the principal against indidental losses, or 
undertake that he will commit no errors or mistakes, and so 
will not be liable for losses occurring without any fault or 
negligence on his part. Neither is he liable, if he acted in good 
faith and with due care, for losses due to a mere mistake. 

As to basing the liability of switching carrier ‘‘A” on the 
provisions of paragraph 9 of Section 15 of the Act, it will be 
observed that the provisions thereof base the liability of the 
carrier diverting a shipment on a violation of routing instruc- 
tions in the bill of lading covering the movement and this is 
the basis for the decision in Inland Waterways Corporation vs. 
Atlantic Coast Line Ry. Co., 112 Fed. 2d 753. 

Whether road-haul carrier ‘‘B” is responsible to your line 
for the revenue your line would have earned had you received 
the outbound haul from the transit point depends on whether 
that carrier accepted the cars knowing that under the shipper’s 
routing instructions they were intended for transportation by 
your line. The fact that they were accepted for transportation 
without billing would not subject that carrier to liability. In 
that connection, paragraph 9 of Section 15 of the Act provides: 


The carrier to which the property is thus diverted shall not be 
liable in such suit or action if it can show, the burden of proof being 
upon it, that before carrying the property it had no notice, by bill of 
lading, waybill or otherwise, of the routing instructions. 





We see no liability on the part of road-haul carrier “B,” 
by reason of switching carrier “A’’ being an agent of that 
carrier under switching absorption provisions. 


Connecting Carrier—Diversion of Part of Shipment by Initial 
Carrier 


Pennsylvania.—Question: We have noted your answer to 
Minnesota on page 986 of the Traffic World of October 14th. 
Illinois stated the shipment had been received from a motor 
common carrier at Chicago. In view of the fact that a shipper 
has no legal right to route a shipment via motor common car- 
rier it is not clear how you reason there would be an actionable 
right for diversion as between motor common carriers. 

We can see that either consignor or consignee might have 
a legal action in the event the diversion should result in trans- 
portation charges in excess of which would result through 
following shipper’s routing, but not otherwise. 

The decision you quote involves barge lines and rail car- 
riers, and presumably involves joint through rates, and would 
not be controlling in any instance where the shippers had no 
cardinal or legal right to route the shipment. 

Our belief is that the carrier transporting the 15,000 pounds 
is entitled to division of revenue only on the freight it actually 
transported. Truckload minimum weight has not been specified 
and if reducing the weight from 22,000 pounds to 15,000 pounds, 
changed this portion from truckload to L. T. L. its division 
should be calculated on the basis of L. T. L. rate. However, it 
is not entitled to compensation for the 7000 pounds which it 
did not transport. 

Sorry, I cannot quote any legal decisions along this line as 
there seems to be no precedent. However, common sense indi- 
cates there is no property right in a shipper’s routing when 
said shipper has no legal right to route. 

Answer: In our answer to which you refer we stated that 
the connecting carrier might have a right of action against the 
initial carrier for diversion of part of the shipment. In making 
that statement we were aware that the decision in the cas¢ 
cited in our answer was based on Section 15 of Part I of the 
Act, and that under Part II of the Act, a shipper does not have 
the right to route a shipment. 

The connecting carrier’s right of action against the initial 
carrier, if he has one under any circumstances, would accrue 
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only in the event that it was the duty of the initial carrier to 
forward the entire shipment in connection with the carrier over 
which the bulk of the shipment moved because of a cheaper 
rate applying via that route, thereby giving that carrier a prop- 
erty right in the routing of the shipment. 


Demurrage in Case of Fire 


Ohio.—Question: On October 20, there was an enormous 
explosion and fire within two-hundred yards of our plant. How- 
ever, our factory was not damaged and is in operating condi- 
tion. 

There still is imminent danger in this neighborhood, it 
being guarded by police and the U. S. Coast Guards. For this 
reason, the plant is shut down, as are the other plants in this 
vicinity, possibly for one week. 

At the time of the fire there were five box cars on our 
private siding, some to be loaded, others to be unloaded. For 
the first two days after the incident the railroad could not 
enter our yard. Now the ban for them is lifted because they 
come in through a rear entrance. 

The railroad claims the demurrage will go on just the 
same, regardless of our plant being shut down through no fault 
of our own. 

Is there a just cause for a claim on this demurrage? 

Answer: Section A, paragraph 3, of Rule 8 of the demur- 
rage tariff provides: ‘When, because of floods, earthquakes, 
hurricanes, or tornadoes, and conditions in the devastated area 
resulting therefrom, it is impossible for a consignor or con- 
signee to get to or to load or unload a car, the detention directly 
chargeable thereto will be eliminated in computing demurrage.” 

However, no provision is made for the relief of shippers 
from the payment of demurrage where the detention is due to 
fires. 


Tariff Interpretation—Joint Through Rate Versus Aggregate of 
Intermediates 


Wisconsin.—Question: In your opinion, is it possible to 
apply combination rates in the following instance? 

A shipment of rubber hose originates at Denver, Colo., for 
consignment to Manitowoc, Wis. Through rates are published 
in Middlewest Motor Freight Bureau Tariff No. 1232, MF- 
I. Cc. C. No. 35. That class tariff is subject to the exceptions 
published in Middlewest Motor Freight Bureau Tariff No. 1025, 
MF-I. C. C. No. 21. . 

The connecting line operating from Denver to Chicago, 
which is the point of interchange, claims that it is possible to 
apply combination rates by using the rate from Denver to Chi- 
cago found in Rocky Mountain Tariff No. 2A, MF-I. C. C. No. 
19, Item 2800, which reads as follows: “proportional rates: ap- 
plies only when shipments originate at Denver and are trans- 
ported to Chicago for destinations beyond Chicago.” We are 
not a party to the above named Rocky Mountain Tariff No. 
2A, but both parties or carriers handling the through move- 
ment are parties to Middlewest Motor Freight Tariff No. 1232, 
naming through rates. The combination of local rates would 
make a cheaper charge than the charge accruing by use of 
the through rate. 

It appears to us as though this is an attempt to defeat 
a through rate by the use of combination of rates, and, as 
such, would be illegal. 

Answer: In order for the application of the combination 
of rates to apply, the tariff publishing the through rate must 
contain an alternative provision providing for such alternation. 
In the absence of an alternative provision the through rate 
must be applied. It does not appear to us that Middlewest 
Motor Freigh* 3ureau Tariff No. 1232, MF-ICC No. 35, con- 
tains an altert.ative application. 

In Quisenberry Feed Mfg. Co. vs. St. L.-S. F. Ry., 167 
I. C. C. 473, the Commission stated that it is a well-settled rule 
that the applicable rate for a through shipment is the joint 
through rate wherever such rate exists, notwithstanding the 
fact that there is contemporaneously in effect a lower combina- 
tion rate over the same route. 

To further substantiate our opinion we quote the following 
from the Commission’s decision in Kingan & Co. vs. Olson 
Transp. Co., 32 M. C. C. 10 (11 and 12): 


The tariffs naming the joint rates contain no provision requiring 
or permitting a lower or different rate to apply. In the absence of 
appropriate tariff provisions to the contrary, a specific joint rate be- 
tween two points is the only legal rate on the particular commodity 
Over authorized routes between those points, even though some combi- 
nation of intermediate rates may produce lower charges. This is the 
established rule in the construction of rate tariffs of railroads under 
Dart I of the act. Ingalls vs. Maine Central R. Co., 24 Fed. (2d) 113; 
Morgan vs. Missouri, K. & T. Ry. Co., 12 I. C. C. 525; North American 
Cement Corp. vs. Western Maryland Ry. Co., 129 I. C. C. 90. No provi- 
ae of part II of the act require a departure from this long-established 

Complainant submitted no evidence concerning the reasonableness 
of the assailed rates except the fact that they exceeded the correspond- 
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ing aggregate of intermediate rates. 
aggregate-of-intermediate-rates provision as does part I (section 4). 
But prior to the enactment of that provision in 1910 (Mann-Elkins Act), 
the Commission held that the burden of proof was upon rail carriers 
to defend the reasonableness of a joint through rate that exceeded the 
aggregate of intermediate rates between the same points over the par- 


Part II does not contain an 


ticular route. See Patterson vs. Louisville & N. R. Co., 269 U. S. 1. 
The same principles that governed rail rates under such circumstances 
prior to the 1910 amendment are applicable to similar conditions in- 
volving motor-carrier rates. 


Tariff Interpretation—Application of L. T. L. Charge to T. L. 
Shipment 


Kentucky.—Question: Will you please let us know, if in 
your opinion it is possible for a motor carrier to assess, under 
the provisions of Item 140 of Central States Motor Freight 
Bureau Tariff No. 205-A, ICC No. 125, charges in excess of L. T. 
L. charges on the same shipment. 

In other words, are not the L. T. L. charges maximum 
that may be assessed? 

Answer: We see no provision in Item 140 of the tariff to 
which you refer, under which the L. T. L. charge may be ap- 
plied as a maximum on a truckload shipment. 


Tariff Interpretation—Words and Phrases—“N. O. 1.’”’ Versus 
“N. O. I. in the Current Classification” 


Utah.—Question: Item 81, Eighth Revised Page 24, Inter- 
mountain Coast Motor Freight Tariff Bureau Tariff No. 2, MF- 
ICC No. 2, names 1% times first class rate as exception to the 
Classification on “tanks, iron or steel, N. O. I., SU, 16 gauge 
or thicker, of capacity over 450 gallons.” 

Fourth Revised Page 4, MF-ICC No. 2, defines N. O. I. 
as “not otherwise indexed by name in the current classifica- 
tion.” The symbol triange is defined as “change, the result of 
which is neither an increase nor a reduction.” Therefore, it 
must be assumed that the prior definition meant the same thing 
and tied it down to Items 33, 34 and 35, page 262 of Nationai 
Motor Freight Classification No. 7. N. O. I. is a classification 
term and when used in an exception to the classification is 
generally understood to identify the article from a classification 
standpoint, and therefore, has reference to Item 33, page 262, 
National Motor Freight Classification No. 7, and items under 
that heading. 

The shipment in question is hot water storage tanks which 
come under Items 26 and 29, page 262, National Motor Freight 
Classification No. 7, and it is our contention that the exception 
referred to is not applicable and the classification basis prevails. 
The truck line contends that unless otherwise indicated, “N. O. 
I.” used in a tariff, means “not otherwise indexed in the tariff.” 
Can you give us any rulings of the Commission either affirm- 
ing or denying this statement? 


Answer: It is our opinion that at the present time, Item 
81 of the exceptions will not apply on hot water storage tanks, 
for the reason that the commodity involved is indexed in Item 
29, page 262 of the National Motor Freight Classification. 

In the Commission’s report in Electric Machinery Mfg. Co. 
vs. M. St. P. & S. S. M. Ry. Co., 159 ICC 291, it was held that 
the description “N. O. I. B. N.” referred to machinery and ma- 
chines not otherwise indexed by name in the commodity tariff. 

In Chesapeake & Ohio Ry. Co. vs. Indiana Fibre Products 
Co., 6 Fed. Sup. 339, the Court said: 


Whether ‘the commodity shipped was ‘‘wood pulp’’ or ‘‘wood pulp 


board’’; whether N. O. I. B. N. means ‘‘not otherwise indexed by name 
herein,’’ or ‘‘not otherwise indexed by name in the official classifica- 


tion as described in the title page hereof’; * * * were questions 
which the experts attempted to solve for the court * * * *, The evi- 
dence of witness Cox, concerning customs and rules adopted and used 
in interpreting the tariff schedule, stands uncontradicted in the record, 
and the abbreviation N. O. I. B. N. must be taken under the evidence 
to mean ‘‘not otherwise indexed by name herein.”’ 


It is our opinion that prior to the amendment of the ex- 
planation of N. O. I. B. N. the term meant not otherwise in- 
dexed in the exception tariff, notwithstanding that the amend- 
ment of the term was indicated as a change, the result of which 
is neither an increase or a reduction. 


Tariff Interpretation 


Connecticut.—Question: Please refer to Ohio Motor Freight 
Tariff Committee Tariff O-1, PUCO No. 77, MF-ICC No. 558. 

Motor carriers insist that rates shown in Supplement 28, 
PUCO No. 77 (intrastate), Section 5A, do not apply on lots of 
less than 2,000 pounds, but are superseded by rates shown in 
Section 5D, Supplement 54 (intrastate). Our position is that 
Supplement 28 rates do, in fact, apply on lots less than 2,000 
pounds, since the latest supplement shows Supplement 28 (intra- 
state) as still effective. Section 5D applies on lots 2,000 pounds 
and over. 

Please review and advise us the result of your findings. 

Answer: We do not agree with your interpretation of Ohio 
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Motor Freight Tariff Committee, Inc., Agent, MF-ICC No. 558, 
PUCO No. 77, Tariff No. O-1, to the effect that the rates pro- 
vided in Section 5A of Supplement 28, Intrastate, Supplement 
22 Interstate, now have application. In other words we agree 
with the contention of the carriers that the rates in question 
have been superseded by Section 5D. 


The supplement referred to above did provide that the 
rates named in Section 5A applied on L. T. L. shipments of less 
than 2,000 pounds. Supplement 31 Intrastate, Supplement 25 
Interstate, amended the application of Section 5A by changing 
the weight to 5,000 pounds. Effective February 26, 1942, Sup- 
plement 31, interstate only, cancelled in full Section 5A. In 
connection with this cancellation, reference was made for rates 
applying on L. T. L. shipments of less than 5,000 pounds, the 
application of Section 5B, Table of Rates in connection with 
Item No. 415, would apply. 


All of the supplements to this tariff for the account of 
PUCO No. 77 are not filed with the Interstate .Commerce Com- 
mission. We therefore have no way of knowing the exact status 
so far as Ohio state traffic is concerned. However, it is indicated 
by reference mark that Section 5A was cancelled for account of 
intrastate traffic in Sup. 38, effective January 23, 1942. 


Supplement 44 Intrastate, 37 Interstate brought forward 
the cancellation of Section 5A contained in Supplement 38 
Intrastate, 31 Interstate, but Supplement 54 Intrastate, 46 In- 
terstate, (an effective supplement) which cancelled Supplement 
44 Intrastate, 37 Interstate, failed to bring forward the cancel- 
lation of Section 5A. Nevertheless, in our opinion, Section 5A 
has been cancelled and cannot be applied even though you do 


not find the cancellation of Section 5A by referring to the 
effective supplements. 


In its decision in Frost & Davis Lumber Co. vs. Atlantic 


vn R. R. Co., 146 I. C. C. 759, the Commission, on page 760 
states: 


While the manner of cancellation was in certain respects in viola- 
tion of our tariff rules and subject to criticism generally, the rates of 
the destinations in question were, in our opinion, cancelled by the pro- 
vision on page 2 of supplement 8. The listing of the rates thus can- 
celled as reissued rates on a subsequent page of the same supplement 
was without legal effect, for a rate once lawfully cancelled may not be 
reinstated as a reissued item. 


Tariff Interpretation—Penalty for Incorrect Description of 
Commodity Tendered for Transportation 


California.—Question: A shipment described on the bill of 
lading as ‘Cotton fabrics in original piece’ moved in freight 
forwarder service from New York to Los Angeles, California, 
at the commodity rate applicable. Inspection at destination by 
carrier inspection bureau developed that the shipment actually 
consisted of “made up cotton web straps complete with buckle.” 

Freight Forwarders Tariff Bureau, Inc., James J. Farrell, 
Agent Westbound Tariff No. 6, I C. C.-FF No. 6, publishes 
no commodity rate on these straps and Freight Forwarders 
Tariff No. 1, I. C. C.-FF No. 1, List of Commodities, provides 
Commodity Group No. 5. Item No. 5 of Freight Forwarders 
Westbound Tariff No. 2, I. C. C.-FF No. 2, publishes the com- 
monly termed misdescription rule, reading in part as follows: 


(c) When a shipment is found to be incorrectly described or a ship- 
per or consignee gives notice in writing of improper description of one 
or more articles or commodities in a shipment, the following provisions 
will apply: 


(1) If the corrected description does not change the Commodity 
Group Number the rate or charge applicable to the corrected 
description will apply, or 

(2) If the corrected description changes the Commodity Group Num- 


ber apply 125% of the applicable class rate or charge in Section 
5 of this tariff. 


On the shipment described the provisions of Item 5, para- 
graph (c) (2) govern. 

Kindly advise what, in your opinion, is the proper rate 
applicable to this shipment and if you can find any decisions 
in actions arising out of similarly phrased tariff rules or regu- 
lations. 

Answer: Freight Forwarders Tariff Bureau, Inc. I. C. C.- 
FF No. 2, Westbound Tariff No. 2, Item 5, paragraph (c) (2) 
provides that under the circumstances outlined you apply 125% 
of the applicable class rate or charge in Section 5. It appears 
to us that New York, N. Y., in Section 5 takes Rate Group A 
and Los Angeles, Calif., in Section 5 takes Rate Group 5. The 
rate basis number from Group A to Rate Group 5 is number 
186. Straps, leather, imitation leather or webbing, fitted with 
buckles, hooks or other fastenings, n. o. i. b. n., are rated Class 
1, Less Carload, in Item 41375 of the Western Classification. 
py ny class rate for Rate Basis 186 is $6.11. 125% of 6.11 
is $7.64. 

We are unable to find cases which relate to a penalty 
charge similar to that provided for in Item 5 of the above 
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referred to tariff. See, however, the decision in Jackson Traffic 
Bureau vs. Alabama & Vicksburg Ry. Co., 142 I. C. C. 715, 
wherein the Commission said: 


Complainant filed indemnity bonds with defendant in order that it 
might obtain delivery of such cars without surrender of the bill of 
lading. It claims that this was sufficient under the tariff rules to obtain 
deliver yof such cars wihtout the assessment of the penalty charge, 
It contends, therefore, that the charges were improperly assessed and 
that the shipments were overcharged. This contention is unsound. The 
rule provides that order-notify shipments will be delivered upon receipt 
of a satisfactory bond, without surrender of the bills of lading, only 
upon certification by the consignee or claimant of the shipment that 
the original bills of lading are not available. Complainant has not 
shown that nor that it executed the certificates to that effect which 
were prerequisites to the delivery of such shipments without assegs- 
ment of the charge. 


This case, it is understood, does not cover the same phrased 
tariff rule that is in question. 


Liability of Delivering Motor Common Carrier for Loss of or 
Injury to Goods in Possession of Connecting Carriers 


Arkansas.—Question: Will you please give us your opin- 
ion and any court rulings you may have on the following claim 
problem ? 

A shipment was received from a connecting carrier with 
notation that one case checked short, and the delivering carrier 
gave the consignee notation to that effect. In due course of 
time loss and damage claim was filed against the delivering 
carrier. In the meantime the originating carrier, who lost the 
merchandise, had gone bankrupt and is now operating under 
receivership. ; 

The consignee, who is the claimant, is demanding payment 
of the delivering carrier. Kindly advise why the consignee could 
not deduct the value of the merchandise from their invoice, 
thereby allowing the shipper to be forced to prosecute the 
claim with the bankrupt originating carrier. 

Give us your views as to liability of delivering carrier. 

Answer: Section 219 of Part II of the Interstate Com- 
merce Act provides that “the provisions of section 20(11) and 
(12) of part I of this Act, together with such other provisions 
of such part (including penalties) as may be necessary for the 
enforcement of such provisions, shall apply with respect to 
common carriers by motor vehicle with like force and effect as 
in the case of those persons to which such provisions are spe- 
cifically applicable.” 


Section 20(11) of Part I of the Act provides that any com- 
mon carrier receiving property for transportation from a point 
in one state to a point in another state shall issue a receipt or 
bill of lading therefor, and shall be liable to the lawful holder 
thereof for any loss, damage, or injury to such property caused 
by it or by any common carrier to which such property may be 
delivered or over whose line or lines such property may pass 
within the United States when transported on a through bill 
of lading, and no contract, receipt, rule, regulation, or other 
limitation of any character whatsoever shall exempt such com- 
mon carrier for the liability hereby imposed. 


Whether the consignee can lawfully deduct the value of the 
lost case depends on where title to the goods passed under the 
contract of sale. If title passed at origin, the goods were the 
property of the consignee while in the course of transportation 
and the loss was that of the consignee. If title passed at desti- 
nation, the goods were the property of the consignor while in 
transit and the loss was that of the consignor. In the latter 
event the value of the lost case could be deducted from the 
invoice, but not in the former event. 


SANTA FE EQUIPMENT ORDERS 


The Santa Fe Railway has placed orders for 500 auto-box 
cars of all steel construction, and for ten 5400-horsepower 
diesel freight locomotives, according to an announcement by 
Fred G. Gurley, president. When orders for diesel freight loco- 
motives now on file have been filled, the Santa Fe will have 4 
fleet of 78, the largest in the world, said he. 


FRISCO TIMETABLE INSTRUCTIONS 


The Frisco is devoting a page in its December passenger 
folder to simple instructions on how to read a timetable. Its 
effort is to make the decoding of timetables simple and to re 
duce the number of telephone calls made to the railroad’s offices 
and stations by people who can not decipher them. In the 
folder, directions are listed under A, B and C _ headings. It 
also contains a series of the most commonly asked questions 
together with instructions as to where the answers may be 
found in the folder. These include information on dining cat 
accommodations, the time of occupation of sleepers and similar 
things ordinarily difficult for the laymen to ferret out. 
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United Nations’ Maritime Board 


The War Shipping Administration has made public the re- 
port of the planning committee of the United Maritime Author- 
ity, which was approved at the meeting of the United Maritime 
Executive Board held in Washington late in November. The 
report, accepted by the eight contracting governments, estab- 
lishes machinery for the coordinated operation of United Na- 
tions shipping in the period between the defeat of Germany and 
the downfall of Japan (see Traffic World, Dec. 2, p. 1464). The 
w. S. A. issued the following outline of the report: 


Provision is made in the report for the establishment of two 
pranches of the executive board—one in Washington and one in London. 
The board members in each case will be representatives of the United 
3tates, Great Britain, Netherlands and Norway. The other contracting 
nations—Belgium, Canada, Greece and Poland—will each have a repre- 
sentative as associate member of each branch board. This associate 
member will be entitled to participate in matters affecting ships of his 
nation’s flag as well as matters affecting supply of ships for its own 
territories. 

Unded the general supervision of each branch of the board there 
are committees corresponding to the administrative structure of the 
War Shipping Administration and the Ministry of War Transport dealing 
with such matters as shipping employment policy, allocations, freight 
rates, traffic control and ship warrants. In Washington each of these 
committees will be under the chairmanship of the War Shipping Admin- 
stratiion representative, and will be composed in the same manner as 
the branch board. 

The planning committee report contemplates that the branches of 
the board will use the machinery of the War Shipping Administration 
and the Ministry of. War Transport respectively for the purpose of 
carrying out agreed policies. In general, under the machinery estab- 
lished pursuant to the planning committee report, there will be the 
least possible departure from existing wartime practices in the control 
of shipping. The major change is the broadening of the base of responsi- 
bility so that during the U. M. A. period vessels of the other Allies 
will be made available by allocation of their governments rather than 
through the medium of charter as at present. 

In addition to the established machinery of the War Shipping Ad- 
ministration and Ministry of War Transport, the planning committee 
report contemplates the continued effective utilization of such commercial 
organizations as liner conferences. In this way procedures that have 
been tested in experience may be followed to the greatest possible 
extent. 

The division of the executive function of the United Maritime Au- 
thority between two branch boards, one in Washington and one in 
London, has necessitated definition of the geographical areas of responsi- 
bility of each branch. Such definition is contained in the report of the 
planning committee and is based in large part upon existing areas of 
responsibility of W. S. A. and the Ministry of War Transport. For 
example, such berth freight rates as are currently dealt with by liner 
conferences through W. S. A. will continue to be dealt with through 
the Washington branch of the board. Ship warrant matters currently 
coming under the American ship warrant system will likewise be dealt 
with on this side. Arrangements are made, however, for joint meetings 
from time to time of the two branches of the board sitting as a unit, 
and also for periodic joint meetings of the two branch committees deal- 
ing with shipping employment policy. In this way questions of over-all 
interest and questions of world-wide tonnage utilization and program- 
ing can be dealt with as a single responsibility of the various nations 
concerned rather than on a regional basis. 

Copies of the full report are available. 




















































W. S. A. SALE OF SMALL VESSELS 


The War Shipping Administration has announced that in- 
vitations to bid are available on forty-four small vessels requisi- 
tioned for use of the armed forces and now released for dis- 
posal. These vessels, to be sold “as is, where is,” on date of 
delivery, include power yachts, motor sailors, houseboats and 
sailing craft, says the W. S. A., adding: 


Invitations for bids, containing complete information and bid forms, 
may be obtained by writing to the Assistant Deputy Administrator for 
Small Vessels, War Shipping Administration, U. S. Department of Com- 
merce Building, Washington 25, D. C. Bidding closes at 2:15 p. m., 
E. W. T., December 22. 
















PRAISE FOR TANKER FLEETS 


Admiral Nimitz, commander in chief of the U. S. Pacific 
fleet and Pacific Ocean areas, in a letter to Vice Admiral Land, 
war shipping administrator and chairman of the Maritime Com- 
mission, has commended the performances of the War Ship- 
ping Administration, “ashore and afloat,” with particular ref- 
erence to the services of commercial tankers engaged in trans- 
porting fuels to the U. S. fleet. He said the role of the W. S. A. 
had been “indispensable” in making possible the success of the 
U.S. navy in the Pacific. 

_ “Never before has any comparable fighting force been sup- 
Plied with the materials of offensive warfare over such vast 
ocean distances as those now being transported to the fleet by 
the commercial ships operating under your jurisdiction,” Ad- 
miral Nimitz told Vice Admiral Land. 

Naval requirements of fuels were numbered in millions of 
barrels that had to be transported thousands of miles, said 
Admiral Nimitz. 
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“The volume involved demanded the utmost in operations 
management to assure a rate of delivery in keeping with our 
needs,” he said. “Our success in keeping the fleet properly 
fueled was dependent upon the deliveries by these commercial 
ships. Not once did they fail. For these performances of the 
War Shipping Administration, ashore and afloat, I send a 
hearty ‘well done.’ ” 

Commenting on the statement by Admiral Nimitz, Vice 
Admiral Land said, in a letter to Charles Kurz, of Philadelphia, 
Pa., chairman of the tanker committee of the American Mer- 
chant Marine Institute, Inc., that he felt that this commenda- 
tion of the tanker industry was “most deserving and should 
urge us on to even greater efforts in the future to bring an early 
and successful conclusion to the war.” 


M. C. SELLS TANKER 


Purchase by the Cities Service Oil Company of a 16,765 
deadweight-ton tanker now under construction for the United 
States Maritime Commission at the Chester (Pa.) yard of Sun 
Shipbuilding and Dry Dock Company has been approved, the 
commission has announced in a statement continuing as follows: 


The new vessel is sold at its actual cost to the commission less 
the cost of national defense features installed therein, the settlement 
price now being estimated at $2,850,000. A down payment of not less 
than $900,000 is provided for out of the proceeds of sale of two old 
tankers to the War Shipping Administration. The remainder of the 
purchase price will be covered by a 3% per cent preferred mortgage 
payable in equal annual installments over a 15-year period. 

The purchased vessel is of the commission’s T2-SE-Al type with 
completion and delivery expected in mid-December. It will have an 
annual carrying capacity in the normal run from Gulf ports to New 
York of substantially 3,780,000 barrels of gasoline against a combined 
carrying capacity of 2,704,000 barrels for the government-acquired old 
tankers. 

The new vessel will be named French Creek. The old tankers, now 
under requisition time charter to the War Shipping Administration and 
to be acquired for title are the Cities Service Fuel, built in 1916, and 
the Watertown, built in 1919. Under the rules of the Advisory Board 
on Just Compensation, $444,649 and $503,935, respectively, will be paid 
for the old vessels as of November 6, 1944, less a depreciation adjust- 


ment to dates of actual delivery upon completion of current voyages 
early in December. 


SHIPBUILDING PROGRAM 


Merchant shipbuilders in November delivered 154 merchant 
ships of 1,430,660 deadweight tons, the Maritime Commission 
announced December 5. November’s deliveries, second high- 
est in 1944, boosted the year’s production to 1,532 ships with 
an aggregate of 14,986,538 deadweight tons, it said, adding: 


Of the 154 ships delivered in November, 56 were built as military 
types for use of the armed forces. Others delivered were: Nine Victory 
cargo, five standard C-type cargo, 22 standard tankers, 11 coastal cargo, 
three concrete cargo, and 48 Liberty cargo ships. 

West Coast shipyards led in output by delivering 60 vessels, includ- 
ing 42 military type vessels. East coast yards turned out 46, with 13 
of them designed for the armed forces. Yards in the Gulf coast area 
built 39 ships, and the Great Lakes’ yards delivered nine coastal cargos. 

West coast yards built 389,209 deadweight tons of ships or 34.2 per 
cent of the total tonnage. The 472,537 deadweight tons delivered on the 
east coast was 33.0 per cent of the tonnage built during November. Gulf 
coast yards delivered 29.6 per cent of the total tonnage by building 
432,824 deadweight tons and the Great Lakes’ 45,090 deadweight. tons 
was 3.2 per cent of the total. 


SHIP FOR NORWAY 


Request of the Norwegian government for allocation of an 
additional Liberty ship had been approved, the War Shipping 
Administration announced December 6, adding: 


Transfer of this ship brings to ten the Liberty ships that have been 
allocated to Norway for operation on a ‘‘bareboat out, time charter 
back’”’ basis. On this basis the vessels are transferred to the Norwegian 
government, provisionally registered under the Norwegian flag, then 
time chartered to W. S. A. for operation with a crew of Norsemen. 
Ownership of alJ vessels remains vested in the United States. 


FOOD IMPORT FORMS 


The War Food Administration, effective December 1, has 
required importers to file a new customs entry form (WFO 
63-1) for the importation into the United States of foods con- 
trolled by War Food Order No. 63. This form replaced form 
WPB-1040, it said, adding: 


Copies of the form, WFO 63-1, ‘‘Customs Transaction Certificate on 
Imported Strategic Food (as defined in WFO 63),’”’ may be obtained 
by importers from their custom offices or directly from the Director 
of Distribution, War Food Administration, Washington 25, D. C., Ref.: 
WFO 63. Importers whose volume of entries require a large number 
of these forms may reproduce them. 

The forms are to be filled out in duplicate and both copies submitted 
to the Collector of Customs at the time of entry of the food, 







Traffic Club Doings 





Items for thts column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely, Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are recetved too late to be 
of value. THE Trarric Worid goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din 
ners and election of officers, is desired. If pudlicity is looked for it 
should be made the duty of someone in the clud to keep ue ade 
quately and promptiy informed.—Hditor Tua Trarric Worm. 


The Traffic Club of Detroit, at its annual meeting Decem- 
ber 2, elected the following officers: President, William S. 
Nevius, general traffic manager, Wyandotte Chemicals Cor- 
poration; vice-president, R. J. Bowman, president, Pere Mar- 
quette Railroad; secretary-treasurer, W. A. Warburton, com- 
mercial agent, St. Louis Southwestern Railway; members of 
the board of governors, O. A. Johnson, director of traffic, Ford 
Motor Company; Axel B. Johnson, industrial agent, New York 
Central; William J. Hoffman, traffic supervisor, Stran steel 
division, Great Lakes Steel Corporation; Jule M. Higgins, gen- 
eral agent, Denver and Rio Grande Western; H. I. Lathrop, 
manager, National Carloading Company. 





The Transportation Club of Decatur, I11., will hold its an- 
nual smoker and election of officers at the St. Nicholas Hotel 
December 12. A buffet supper will be served. The nominating 
committee has submitted the following candidates: For presi- 
dent, R. M. Hall; first vice-president, K. L. Stivers; second 
vice-president, D. K. Ball; third vice-president, E. N. Steven- 
son; secretary, A. H. Kamps; assistant secretary, H. L. 
Frushour; treasurer, H. L. Kline. 





The members of the board of directors of the Associated 
Traffic Clubs of America are voting by mail on applications for 
membership in the association filed by the Junior Traffic Club 
of Richmond, Va., and the Women’s Traffic Club of the New 
Haven, Conn., Chamber of Commerce. 





The Traffic Club of New Orleans observed its twentieth 
anniversary at a luncheon at the Hotel Roosevelt December 4. 
Charter members and past presidents of the club were guests. 
It was announced that the club, which began with 125 members 
in 1924, now numbered 780 members. The club will hold its 
annual banquet, under the chairmanship of Holman L. Michaelis, 
January 18, 1945. Its annual meeting and smoker will be held 
at a New Orleans Athletic Club December 11. Officers will 
be elected. 





The Transportation Club of Springfield, Ill., will hold its 
annual meeting and election at a dinner meeting at the Leland 
Hotel December 13. The board of directors has nominated 
R. F. Stapleton, division freight agent, Wabash Railroad, for 
president; Al Bianco, traffic manager, Allis-Chalmers Manu- 
facturing Company, for vice-president, and W. G. Bahlow, 
cashier, Railway Express Agency, for secretary-treasurer. 





The Pacific Traffic Association of San Francisco will hold 
its annual meeting and election of officers at the Bellevue 
Hotel December 12. Luncheon will be served. The nominating 
committee has submitted the following slate of candidates: 
For president, Philip L. Wilson; first vice president, T. F. 
Luedtke; second vice-president, H. A. Kern; third vice-president, 
Cy J. Harbeke; executive secretary, Rudolph Dlling; treasurer, 
Thomas W. Harris, Jr.; members of the board of directors, 
George A. Erickson, A. H. Gritsch, A. W. McTavish, E. L. 
Miller and Oliver Vickery. 





The Traffic Club of Wichita, Kan., will hold its annual 
meeting and stag party at the Hotel Lassen December 13. Offi- 
cers will be elected. The following have been nominated: For 
president, Harrye E. Crow and Charles K. Unbarger; first vice- 
president, Charles E. Thomas; second vice-president, J. H. Lam- 
son and E. E. Kohlwes; secretary-treasurer, L. E. Schneider; 
members of the board of directors, four to be elected, R. L. 
Armstrong, T. R. Lloyd, J. A. Freeman, O. B. Erich, E. T. 
Ashley, Vern Reid, C. H. Mennell and A. W. Wilcher. Paul 
Northcutt is chairman of the committee in charge of the meet- 
ing and party. 





The Traffic Club of Minneapolis observed Minneapolis- 
Moline day at a luncheon meeting at the Hotel Nicollet Decem- 
ber 7. Willard E. Goslin, superintendent, Minneapolis public 
schools, spoke on “Some Things Worth Fighting For.’ There 
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was a special program of entertainment. Ladies were guests. 
Harold C. Langerude was chairman for the day. 








The Traffic Club of Baltimore held a steamship night din- 
ner meeting at the Lord Baltimore Hotel December 5. Speakers 
were George L. Radcliffe, U. S. senator from Maryland, and 
Edwin H. Harding, humorist, Washington, D. C. 












The Women’s Traffic Club of Louisville will hold its an- 
nual Christmas party at Canary Cottage December 14. Officers 
will be elected. 













The annual Christmas party of the Transportation Club 
of the Rochester, N. Y., Chamber of Commerce will be held 
at the Sheraton Hotel December 13. Dinner will be served 
and there will be entertainment. Joseph P. McCafferty js 
general chairman of the committees in charge. , 













: The Metropolitan Traffic Association of New York will hold 
its annual. Christmas luncheon at the Hotel Pennsylvania 
December 19. The club entertained crippled children with re- 


freshments, a show and gifts at the Pennsylvania Hotel De- 
cember 7. 














The Traffic Club of Cleveland held an informal dinner 
dance and entertainment at the Hotel Statler December 2. 
There was a floor show. The affair was under the direction of 
the entertainment committee, Earl Mountcastle, chairman. 












The Women’s Traffic Club of Oakland, Cal., will hold its 
first Christmas party at the Claremont Hotel, Berkeley, Cal., 
December 12. There will be carol singing, entertainment and 
door prizes. Thelma Glickman is chairman of the committee in 
a. Mrs. Bobbye Hyde Silvey, president of the club, will 
preside. 














The Berkshire County Traffic Association, Pittsfield, Mass., 
will hold a ladies’ night Christmas dinner at the Irving House, 
Dalton, Mass., December 13. There will be dancing, souveniers 
for the ladies and an exchange of gifts. 














The Transportation Club of St. Paul held a luncheon meet- 
ing at the Hotel Lowry Docember 5, at which Dick Siebert, 
first baseman for the Philadelphia Athletics, American League 
baseball team, related baseball facts and anecdotes. 













The indoor entertainment committee of the Traffic Club of 
Chicago will stage another of its balloon nights in the club 
rooms, Palmer House, December 13. 












The Women’s Traffic and Transportation Association of 
Baltimore will hold a dinner meeting and Christmas party at 
the Park Plaza Hotel December 13. Mrs. Lucille Masson will 
sing carols and Miss Laura Brown Lunch will render readings. 
Mrs. Pauline D. Phillips is in charge of reservations. 













Lieut. Roland H. Holl, attorney, intelligence officer on the 
Missouri group staff of the St. Louis civil air patrol, will be the 
speaker at a luncheon meeting of the Traffic Club of St. Louis 
at the New Jefferson Hotel December 11. 














The Traffic Club of Pittsburgh held a dinner meeting at 
the Fort Pitt Hotel December 4. There were no speeches but 
there was a program of entertainment. The club decided to 
forego its annual dinner this year, “because of conditions caused 
by the war and better to direct all energies towards its success- 
ful conclusion.” 













The Junior Traffic Club of Chicago held its annual Christ- 
mas party for children of members at the Sherman Hotel De- 
cember 9. There were gifts for the children and refreshments. 
Children from the Angel Guardian German Catholic Orphanage 
were guests of the club. 














C. B. Fritsche, vice-president, Reichhold Chemicals, Inc. 
will speak on “Industrial Development and Expansion in the 
South” at a luncheon meeting of the Birmingham Traffic and 
ee Club at the Thomas Jefferson Hotel Decen- 
ber 11. 












The Raritan Traffic Club will meet at the Rodger Smith 
Hotel, New Brunswick, N. J., December 12. T. G. Reynolds, 
district director, motor carrier bureau of the Commission, will 
speak on the examiner’s report in MC-37, the commercial zones 
case. 

















The Traffic Club of New England will hold its annual meet- 
ing and election of officers at the Copley-Plaza Hotel, Boston, 
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Mass., December 14. Dinner will be served. James A. Wooten, 
cargo traffic manager, American Airlines, Inc., will speak on 
“Present and Postwar Air Freight.” There will be a program 
of entertainment. 


The Denver Commercial Traffic Club will hold its annual 
Christmas party at the Denver Chamber of Commerce Decem- 
ber 23. Dinner will be served and gifts distributed. Wives and 
children of members will be guests. The program committee, 
Martin Rogell, International Forwarding Company, chairman, 
and the activities committee, Ralph V. Merritt, Wheelock 
Brothers, chairman, are working on arrangements. 

The Women’s Traffic Club of Milwaukee will hold its an- 
nual Christmas dinner party at the Schroeder Hotel December 
11. Ida Knuth, vice-president and chairman of the educational 
and entertainment committee, is in charge. 


The forum of the Motor City Traffic Club of Detroit will 
hold a meeting at the Hotel Detroit-Leland December 11. Ma- 
jor Jackson L. Flake, U. S. Army air forces, district traffic offi- 
cer, air technical service command, will speak on “Air Corps 
Traffic, Commercial.” Ray T. Mason, assistant general agent, 
New York Central, will be chairman. Officers will be elected 
by the forum. 


The Traffic Club of New York will hold a Christmas turkey 
luncheon at the Biltmore Hotel December 14. The entertain- 
ment committee, E. A. O’Brien, chairman, is in charge. 


The Traffic Club of the New Haven Chamber of Commerce 
will hold a dinner meeting at the Hotel Taft December 11. The 
nominating committee will report. Al Reiner, New Haven Pulp 
and Board Company, and Bill Williams, National Folding Box 
Company, will discuss “The Functions and Problems of Our 
Traffic Department.” 


The Traffic Club of the Lehigh Valley will hold a truckers’ 
night dinner meeting at the Hotel Easton, Easton, Pa., Decem- 
ber 18. Edward Gogolin, vice-president and general manager, 
Pennsylvania Motor Truck Association, will speak on ‘Motor 
Transport, War and Postwar.” 


The Women’s Traffic Club of Pittsburgh will hold a meet- 
ing at the Fort Pitt Hotel December 19. The club’s choral group 
will present a Christmas cantata. Members of the club will 
bring gifts to be distributed to underprivileged children through 
the Salvation Army. Ruth Kohl, member of the club, has re- 
ceived a merit award from the Salvation Army of Pittsburgh 
and Allegheny County. 


W. P. REORGANIZATION TAX RULING 


In response to request for a ruling, Commissioner of In- 
ternal Revenue Nunan has held that the exchange of securities 
in the reorganization of the Western Pacific Railroad Company 
will not be taxable except that the cash payment of $15.81 a 
share to be made on the new preferred stock to be distributed 
under the reorganization plan will be taxable as a capital gain. 
The ruling was made in a letter responding to an inquiry and 
has not been made available for distribution by the commis- 
sioner. 





SHORTAGE OF PULP FOR BOXES 


War Production Board officials have advised manufacturers 
of boxboard and producers of folding and set-up boxes used in 
packing many products that the supply of pulp for such prod- 
ucts, regarded as “extremely tight’? now, will be somewhat 
worse in the first three months of 1945, according to a W. P. B. 
announcement. The W. P. B. said that, in view of diminished 
pulp imports from Canada due to increased demands of Great 
Britain, the only relief that U. S. boxboard and paperboard 
manufacturers could look forward to would be imports of 
Swedish pulp, but that this would not be available until some 
time after “Victory-in-Europe Day.” Collection of waste paper 
must be continued if maximum boxboard production was to be 
maintained, the W. P. B. said. 


FILLING OF OLD CANAL 


The House has passed and sent to the Senate H. R. 4626, 
a bill to declare a portion of the Illinois and Michigan Canal, in 
Chicago and Cook county, Ill, a non-navigable stream. Rep- 
resentative Sabath, of Illinois, speaking in explanation of the 
bill, said it permitted the filling of an old canal that had not 
been used for 50 years, because a newer canal, a sanitary and 
ship canal built by the Chicago sanitary district, paralleled the 
route of the old canal and had made the latter useless. 


TRAFFIC WORLD 


Digest of New Complaints 


MC C-441, Ehrlich-Newmark Trucking Co., Inc., New York, N. Y., vs, 
Friedman’s Express, Inc., Wilkes-Barre, Pa. 
‘Alleges transportation by defendant of garments on hangers in 
special equipment, between New York, New Jersey, and Pennsyl- 
vania, since about September, 1944, under a certificate granting 
authority to carry commodities, with exceptions, such exceptions 
including commodities requiring special equipment, is in violation 
of the certificate and of the interstate commerce act. Asks cease 
and desist order. (Franklyn Ellenbogen, 21 East 40th St., New 
York 16, N. Y.) 
- 29223, Accounting by Kansas City Southern Railway Co., in respect 
of merger of properties of Texarkana & Fort Smith Railway Co., 
into Kansas City Southern Railway Co. 

Investigation instituted by the Commission with a view to deter- 
mining the proper accounting to be performed by Kansas City 
Southern in respect of the merger of the properties of the T. & F. §, 
into the K. C. S., under the uniform system of accounts for steam 
railroads. 

. 29224, Magnet Cove Barium Corporation, Jamestown, Tenn., ys, 
Aberdeen & Rockfish et al. 

Rates on barite ore (crude barium sulphate), in carloads, from 
Malvern, Ark., to points in 47 states, shipped in the calendar years 
1943 and 1944, in violation of sections 1 and 3. Asks cease and 
desist order, rates, and reparation of $50,000. Hearing requested at 
Dallas, Tex. (Leffingwell, Currie & Davis, 1013-16 Praetorian Bldg., 
Dallas 1, Tex.) 

. 29225, J. R. Thames and J. A. Thames, dba J. R. Thames & Co., 
Birmingham, Ala., vs. Gulf, Mobile & Ohio et al. 

Charges on one shipment of lumber, made September 16, 1942, 
from Billingsley, Ala., to Monroe, La., because of alleged misrouting, 
in violation of sections 1, 4, and 6. Asks reparation. (C. Eugene 
Fowler, 844 Martin Bldg., Birmingham 3, Ala.) 
C-440, In the matter of Terminal to Terminal Transportation Charges 
of Liberty Motor Freight Lines, Inc.; LeCrone-Benedict Ways, Inc., 
and Akers Motor Lines, Inc.—Acme Fast Freight, Inc., National 
Carloading Corporation, and Universal Carloading & Distributing 
Co., Ine. 

Investigation instituted on the Commission’s own motion into 
the practices of the aforementioned motor carriers in collecting 
charges from the aforementioned freight forwarders that the order 
said it appeared were collected on a basis different from the rates 
and charges for such transportation published in the motor carrier's 
tariffs on file with the Commission. It was further ordered that a 
proposed report of W. V. Hardie and Walter T. Hayes, special 
examiners, made public at the same time as the order instituting 
the investigation, be served on the respondents. The proceeding 
was assigned for oral argument unless respondents or other inter- 
ested parties, on or before January 10, 1945, ask for a hearing. 


W. S. A. RATE ADVICE 
The War Shipping Administration has issued rate advice 
No. 105, authorizing rates and surcharges on petroleum and 


petroleum products in bulk in tankers from Netherlands West 
Indies to Central America. 





CHANGES IN DOCKET 

Finance 14763, Appl. of B. & O. for authority to purchase a portion 
of Clarksburg-Western line of Monongahela West Penn Public Service 
Co., in Harrison County, W. Va., set for hearing December 9, Washing: 
toh, D. C., Examiner Albus. 

Hearing MC 75651 Sub. 8, December 11, Jacksonville, Fla., advanced 
to December 6, Mayflower Hotel, Jacksonville, Fla.; Examiner Yardley. 

Hearings 29144, 29149, 29169 and 29169 Sub. 1, December 7, Kansas 
City, Mo., postponed to date to be fixed. 

Hearing MC 75651 Sub. 8, December 6, at Jacksonville, Fla., post: 
poned to December 11, Mayflower Hotel, Jacksonville, Fla., Examiner 
Yardley. 


For Your Traffic Library 


These manuals are written by recognized authorities and should 
be read and kept for handy reference by every traffic man. 
52 Traffic Lessons on the Fundamentals of Freight Traffic—4 Vol., 
Cloth bound $5.00 
Industrial Traffic Management—2 Vol., Cloth bound $3.00 
Air Transportation—Paper cover 50c 
Motor Freight Transportation and Regulation—Cloth bound $1.50 
Principles of Water Transportation—Paper cover 50c 
Principles of Freight Traffic—Cloth bound $1.50 
Selling Railroad Transportation—Paper cover 50c 
Selling Highway Freight Transportation—Cloth bound $1.00 
Traffic Law—Paper ccver 50c 
Traffic Law and Procedure—3 Volumes, Cloth bound $5.00 


All books shipped postpaid. If ten or more books are ordered at one 
time deduct 10% rom list price. Please send remittance with order. 


THE TRAFFIC WORLD 
418 SOUTH MARKET STREET CHICAGO 7, ILLINOIS 












December 9, 1944 









































Si a 
=, %& 























pers in 
ennsyl- 
raniing 
eptions 
iolation 
S cease 
+, New 


respect 
ay Co., 


Oo deter- 
as City 
& F.S, 
r steam 








i 


is, from 
ar years 
ase and 
ested at 
n Bidg., 




















- ES, 
SS S 
\ WAS S 
ail a ~ 
G 


sS 


s & Co., 


fr \ ; 
ail 
\ SS 
P L —— 


< 
<> 


= 
pS 


La 
yy 


= 
cS 


~ 


16, 1942, 
srouting, 
Eugene 


i 7 
\ 3 
| " 









Charges ; ec 
ys, Inc., VAIN Yj UA \ZP . 
National N My Hy “ L4 F y 
tributing +z Ny N/m me * 
‘ | 






ion into 
-ollecting 
fhe order 
the rates 
carrier's 
2d that a 
;, special 
astituting 
roceeding 
1er inter- 
learing. 
















| ‘EAMWORK 
— WihWiadI 


It’s a long hard battle yet, 
but the enemy can’t take it 
if every one of us pulls his 
full share of the load. 


e advice 
um and 
ids West 





a portion 
ic Service 
Washing: 


Buy an 
Extra BOND 


advanced 
r Yardley. 
7, Kansas 


Fla., post a s 


s \ herr”. ' 4 
Examine! . \ \ —_, - ee a \ \ \a 











; : a -RioGrand Rvs ae EN ~ ne Ga 
‘ nae = , . Je : jio-Grande <Rio-Gren > ay Rio Grande Xo 
» 2 Rio-Gronde. o> Nol ry eae 542 bl 543% : ar 6 
nell ; \ &) \\ @ } % wa " 
in. d 2 | . 
—4 Vol., 
$3.00 as ‘a d a <7 : : ————— 
nd $1.50 | a) A Yi ge) Cher me, — 
Oc Jey 1 q At NP Ss a ——_—_—2, _ 
$1.00 = ' 
$5.00 BD kK. 
d at one F. C. Hogue, General Traffic Manager | O j (ON | a 
th order. 


Denver & Rio Grande Western Railroad 


Rio Grande Bldg., Denver, Colo. 
LLINOIS 






TRAFFIC WORLD 


Personal Notes 






What BRANIFF Means 






H. C. Crawford, general traffic manager, Bethlehem Sieel 
Company, Bethlehem, Pa., has announced the following addi- 
tions to the staff of his department: F. M. Huffman, traffic 
manager; E. A. Ardinger, J. T. Davin and J. C. Howard, assist- 
ant traffic managers, in addition to W. H. Gantt, who retains 
that title, and J. T. Hittinger, assistant to the general traffic 
manager. 

William E. Hines has been appointed assistant to the gen- 
eral freight traffic manager, Santa Fe Railway, at Chicago, 
succeeding C. E. Hittel, who retired. George J. Steinmiller has 
been appointed to succeed Mr. Hines as general foreign freight 
agent, and Robert D. Lynch to succeed Mr. Steinmiller as 
assistant general freight agent. 

Robert F. Edberg has been appointed manager, passenger 
traffic, in the traffic department of the Minnesota Mining and 
Manufacturing Company, St. Paul, Minn., C. Marvin Edwards 
has been appointed assistant traffic manager, at St. Paul, and 
Frank M. Wilcox, assistant traffic manager at Detroit, Mich. 
F. L. O’Neill is traffic manager. 

Harry E. Stocker, lieutenant commander at the U. S. Navy 
redistribution center, New York, has been placed on inactive 
status and has resumed his practice as a consultant in trans- 
portation, specializing in port traffic and cargo handling. He 
is also conducting a course in cargo handling and related mat- 
ters at the New York State Maritime Academy. 

The Missouri Pacific has announced the following appoint- 
ments in its traffic department: W. R. Huhner, general agent, 
Milwaukee, Wis., succeeding W. W. Trimble, who died; W. C. 
Jacobs, general agent, Shreveport, La.; G. O. Oliver, division 
freight and passenger agent, Texarkana, Ark.; A. T. Peers, gen- 
eral agent, Waco, Texas; R. R. Anderson, commercial agent, 
Fort Worth, Texas. 

W. E. Fish has been appointed assistant general sales 
manager, in charge of commercial and truck activities, Chrev- 
rolet division, General Motors Corporation, Detroit, Mich. 

D. W. Quick has been appointed assistant general freight 
agent for the Chicago Great Western Railway at Minneapolis 
and St. Paul, Minn., succeeding W. E. Semmer, who resigned. 
J. S. Coward has been appointed assistant general freight agent 
at Omaha to succeed Mr. Quick. 

J. W. Padden has been appointed assistant traffic manager 
for the Union Pacific Railroad at Los Angeles, Cal.; H. G. 
Pelletier, general agent, freight department, Salt Lake City, 
Utah; L. M. Layne, general agent, Fresno, Cal., and J. D. Ford, 
general agent, Butte, Mont. The announcement of these ap- 
pointments in this column last week failed to state the new 
positions of the men involved. 

J. R. Cutright has been appointed assistant freight traffic 
manager, and F. B. Wright, assistant general freight agent 
for the Norfolk and Western Railway at Roanoke, Va. 

Newton R. Collins has been appointed director of the 
material control division, White Motor Company, Cleveland, 0. 
He will have charge of scheduling and controlling the flow 
of individual parts and truck units in the company’s new pro- 
' duction program. Edward S. Reddig has been elected controller 
ie S| of the White Motor Company, at Cleveland. 

1 fe} a0 H. F. Howard has been appointed vice-president in charge 
of manufacturing at all the plants of the Fruehauf Trailer Com- 
pany. His headquarters will be in Detroit. 

T. D. Ferguson has been appointed traffic manager, Water- 
loo, Cedar Falls and Northern Railroad, at Waterloo, Iowa. 
Bernise DuJardin has been appointed general agent in charge 
of the railroad’s Chicago office. 

W. Loxley Peebles, general agent, Missouri-Kansas-Texas 
Lines at Detroit, Mich., died at Detroit November 23. 

George F. Sherry, assistant general freight agent, Detroit, 
Toledo and Ironton Railroad, Dearborn, Mich., died at his home 
in Detroit November 28. He had been with the D. T. & I. for 
22 years, the last 16 as assistant general freight agent. 

James Shen, director, Chinese News Service, San Frat- 
cisco, Cal., spoke on “China: Background, Actualities and Po- 
tentialities,” at a dinner meeting of the Oakland, Cal., Foreign 
Trade and Harbor Club at the Athens Athletic Club Decem- 
ber 7. William L. Montgomery, managing director, San Frat- 
cisco Bay regional board of the China-America Council of Com- 
merce and Industry, spoke on the work of the council. Clarence 
Fisher gave a travel talk on the East Indies. 

The Alumni Association of the Academy of Advanced Traf- 
fic, New York, will hold its annual Christmas dinner party at 
Chambers’ Tavern December 14. ; 

The Alumni Association of the Freight Traffic Inst itute, 
Chicago, will hold its annual Christmas party at the Midland 































































































Free pick-up and delivery... low rates. ..no neces- 
sity for ‘‘in bond’’ shipments . . . immediate, in- 
transit customs clearance at Laredo, largest, most 
complete port-of-entry to and from Mexico... 
paper work reduced to a minimum... an efficient, 
streamlined air cargo service between all points in 
the United States and Mexico. 
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Mexicana de Aviacion, S. A. 
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CALL YOUR LOCAL RAILWAY EXPRESS 
AGENCY FOR THE BRANIFF SHIPPER’S 
LETTER OF INSTRUCTIONS AND TO PICK-UP 
YOUR SHIPMENT...NO DELAY ENROUTE 


























For Memorandum Tariff and Further Information, Write 


BRANIFF AIRWAYS 


General Traffic Office, Love Field, Dallas 9, Texas 








Route Your Mexican Shipments via Braniff International Air Express Service 
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Hotel December 16. Wives and children of Alumni Association 
service men will be guests. There will be gifts for the children. 

Charles Donley, national secretary, Association of Inter- 
state Commerce Commission Practitioners, will report on the 
association’s recent meeting at a meeting of its Pittsburgh Re- 
gion Chapter at the William Penn Hotel December 18. 

_ The Alumni Association of the College of Advanced Traffic, 
Chicago, will hold its annual Christmas party at the Morrison 
Hotel December 16. There will be music and dancing and a 
buffet supper. Fred Senkpiel and Joseph Kemper are in charge 
of arrangements. 

The Senate has confirmed the nomination of Colonel John 
Adams Appleton to be a brigadier general (temporary appoint- 
ment) in the Army of the United States. Brig. Gen. Appleton, 
general manager, New York Zone, Pennsylvania Railroad, at 
New York City, when he entered the army, was recently in 
charge of Military Railway Service in India but is now in 
France. 

Robert B. Pegram, III, vice-president, Southern Railway, 
Atlanta, Ga., will retire January 1, 1945, after 52 years with the 
Southern and the Memphis and Charleston, one of its predeces- 
sors. Herbert W. Bondurant, now assistant to the vice-president, 
traffic at Washington, D. C., will succeed Mr. Pegram as vice- 
president at Atlanta. 


DOCKET OF THE COMMISSION 


December 11—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Waters: 
MC 82815, Sub. 24—R. B. Freight Lines, Inc., Aberdeen, S. C., cer- 
tificate to extend operations, 


December 11—Brooklyn, N. Y.—Hotel St. George— Jt. Bd 42 and Ex 
aminer Joyner: . 
MC 15652, Sub. 1—Miller’s Express, Port Jervis, N. Y., certificate to 
extend operations. 
MC 46165, Sub. 5—Steve W. Stepnoski Motor Transportation, Peconic, 
N. Y., certificate to extend operations. 
December 11—Des Moines, !la.—Hotel Kirkwood—Examiner Cosby: 
MC 102744 Sub. 2—Glenn Towers Trucking Service, Des Moines, Ia., 
permit to extend operations. 
December 11—Evansville, Ind.—U. S. Ct.—Examiner Griffin: 
W-914—Moore’s Towing Co., contract carrier application. 
December 11—High Point, N. C.—Fed. Bldg.—Jt. Bd. 104 and Exam- 
iner Angle: 
MC 19936 Subs. 7 and 8—R. D. Fowler, Motor Lines, Inc., High Point 
N. C., certificate to extend operations. 











TO SERVE YOU= 


SIGNODE’S PACKING EXPERTS 


When developing new packing and shipping methods, be sure to 
call on Signode’'s staff of experts. 

These men are prerared to tell you about the latest Signode pack- 
ing and stowing methods. Developed by Signode Shipping Engineers, 
each method is carefully tested and checked in the Signode Laboratory. 

Available for every type of product, the Signode System of Steel 
Strapping can serve you: 

(1) By reinforcing your present container to assure good 
delivery conditions; or (2) By eliminating unnecessary 
weight in redesigning your container. 

Call or write your nearby Signdde representative. He is there to 
help you solve your shipping problem. 


SIGNODE 








Brooklyn, N. Y.: 364 Furman St. 


TRAFFIC WORLD 


December 11—Huntingdon, Pa.—Fed. Bldg.—Jt. Bd 65: 
MC 44582 Sub. 4—M. F. McKnight, Huntingdon, Pa., permit to extend 
operations. 
December 11—Indianapolis, Ind.—State Com.—Examiner Myers: 
MC 103943, Sub. 4—Loer Trucking Co., Swayzee, Ind., permit to ex. 
tend operations. 
December 12—Amarillo, Tex.—Capitol Hotel—Examiner Borroughs: 
MC 89520, Sub. 4—C. J. Van Beekum, Lubbock, Tex., permit to extend 
operations. 
December 12—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 29698, Sub. 5—Lester Fellows Co., Jersey City, N. J., permit to 
extend operations. 
MC 104243, Sub. 3—D. E. Trucking Co., Rockville Centre, N. Y., cer 
tificate. 
December 12—Indianapolis, Ind.—State Com.—Jt. Bd. 72: 
MC 105184, Sub. 1—Charlestown Bus Lines, Inc., New Albany, Ind., 
certificate. 
December 12—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 
MC 78786, Subs. 149 and 150—Pacific Motor Trucking Co., San Fran- 
cisco, Calif., certificate to extend operations. 
December 12—Omaha, Nebr.—Hotel Fontenelle—Examiner Cosby: 
MC 105298—Knecht Livestock Transfer, Martin, S. D., certificate. 
December 12—Pittsburgh, Pa.—Roosevelt Hotel—Jt.. Bds. 27 and 59: 
MC 41880 Sub. 1—Dull’s Transfer & Storage, Connellsville, Pa., cer 
tificate to extend operations. 
MC 105345—F. Radella, Midland, Pa., certificate. 
MC 697 Sub. 1—H. J. Shaffer, Hooversville, Pa., to extend operations, 


December 12—Springfield, I11.—Hotel Abraham Lincoln—Jt. Bds. 13 and 
a: 


MC 105306—H. W. Morris, Paris, Ill., certificate. 


December 12—Washington, D. C.—Examiner Glover: 
Fourth Section Appl. 21018—Newsprint paper from Canada to south. 


December 12—Washington, D. C.—Examiner Riegner: 
MC 30837, Sub. 18—Kenosha Auto Transport Corp., Kenosha, Wis., 
certificate to extend operations. 
MC 69228, Sub. 5—Fugate & Girton Driveaway Co., Inc., Springfield, 
Ohio, certificate to extend operations. 
December 12—Washington, D. C.—Jt. Bd. 108: 
MC 104004, Subs. 85 and 86—Associated Transport, Inc., New York, 
N. Y., certificate to extend operations. 
December 13—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 64454—Fine & Jackson Trucking Corp., Kearney, N. J., certificate. 
December 13—High Point, N. C.—Fed. Bldg.—Examiner Angle: 
MC 105255—Spoon Motor Lines, High Point, N. C., certificate. 










STEEL STRAPPING CO. 


2613 N. Western Ave., Chicago 47, Ill. 


San Francisco, Calif.: 451 Bryant St. 
34 Branches Throughout the Nation 
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Start 1945 Right! Investigate this quick 
finding and checking 


rate system NOW— 
only 58 cents per week 


@ Now is the time many people are 
planning ahead into 1945. Stopping 
fo think and planning what they 
can do—to ease business pressure 
and increase efficiency during 1945. 

That is the way one company described their recent request asking 
lor trial use of the National Freight Rate Service. Certainly, we are 
glad to cooperate with such requests and we wonder if such investiga- 
lion wouldn't be a real 1945 asset for your traffic department. 

Briefly, here are a few of the many advantages of the National 
Freight Rate Service: It is accurate, fast and easy to use, saves time 
looking through supplements, provides comparisons of rates, is well 
atranged and efficient rate authority, a great saving is doing away with 
need for tariff file and full-time employes to read and interpret tariffs. 

We invite you to acquaint yourself with these and other advantages 
first-hand. Without any obligation on your part, let us send you on ten 
day trial the NFRS book. If you like, you can also have parcel post and 
0 express rates at less than 10 cents per week extra. Write today. 

s 


NATIONAL FREIGHT RATE SERVICE 
Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 
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December 13—Indianapolis, Ind.—U. S. Ct.—Examiner Griffin: 
29159—French Lick Springs Hotel Co. vs. C. I. & L. et al. 


December 13—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 


operations, 


December 13—Lexington, Ky.—City Hall—Jt. Bd. 37: 
MC 96533—G. W. Hayden, Corinth, Ky., certificate or permit. 


MC 105348—P. Tillemans, Minneota, Minn., certificate. 
MC 105366—White Bros., Rice Lake, Wis., certificate. 


December 13—Pittsburgh, Pa.—Hotel Roosevelt—Jt. Bd. 27: 


to extend operations. 
December 13—Philadelphia, Pa.—U. S. Ct.—Jt. Bd. 255: 
MC 105361—I. Hartz, Elverson, Pa., certificate. 
December 13—Washington, D. C.—Argument: 
FF-122—Carloader Corp., freight forwarder application. 

























Service Freight Line, Inc. 


AMERICA ... an Infant 


Despite opinions that in normal times we Americans 
are suffering from a mature economy ... as a world 
nation, we have just started to do business. With 
an adequate Merchant Marine new frontiers lie be- 
yond our shores ... with the economic progressive- 
ness of free people everywhere, millions of people 
will build their standard of living upward. 
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“America’s Most Modern Port” 
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MC 66413, Sub. 6—R. F. Toler, Kansas City, Kans., permit to extend 


December 13—Minneapolis, Minn.—Hotel Nicolett—Jt. Bds. 26 and 142: 


MC 45192 Sub. 10—M & H Transportation, Pittsburgh, Pa., certificate 


MC-F 2109—C. H. Ozee, control; Hayes Freight Lines, Inc., purchase, 
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TRAFFIC WORLD 


December 14—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 105341—H. Mann, New Rochelle, N. Y., certificate. 


December 14—Chicago, I!1.—Sherman Hotel—Jt. Bd. 73: 
MC 103880 Sub. 6—Producers Transport, Inc., Benton Harbor, Mich,, 
certificate to extend operations. 


December 14—Denver, Colo.—Shirley-Savoy Hotel— Jt. Bd. 126: 
MC 101477, Sub. 2—F. Gerweck, extension, wool. 
December 14—Fargo, N. D.—U. S. Ct.—Jt. Bd. 24: 
MC 100585, Sub. 7—Pierce Truck Line, Breckenridge, Minn., certif- 
cate to extend operations. 
December 14—Jacksonville, Fla.—Mayflower Hotel—Jt. Bd. 101: 
MC 105193—Peacock Hauling Co., Waycross, Ga., permit. 


December 14—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 104397, Sub. 2—Cole & Myers Oil Co., Bethany, Mo., permit. 


December 14—Minneapolis, Minn.—Hotel Nicollet— Jt. Bd. 142: 
MC 105412, Sub. 1—Motor Tank Lines, Inc., St. Paul, Minn., certifi. 
cate. 
MC 63236, Sub. 1—F. Larson, Spring Valley, Wis., certificate to ex. 
tend operations. 


December 14—Oklahoma City, 
roughs: 
MC 75829, Sub. 4—King Transfer and Storage Co., Seminole, Okla. 
certificate to extend operations. 


December 14—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 65: 
MC 31659, Sub. 4—O. H. Nicholas Transfer and Storage Co., Butler, 
Pa., certificate to extend operations. 


December 14—Topeka, Kan.—New Eng. Bldg.—Examiner Myers and Jt. 
Bd. 36: 
MC 259, Sub. 3—The Dodge City Warehouse Co., Dodge City, Kan., 
permit to extend operations. 
MC 27463, Sub. 1—R. Spencer, Mayetta, Kan., certificate to extend 
operations. 


December 14—Washington, D. C.—Argument: 
Finance 14531—W. & L. E., operations. 
Finance Docket 14571—Joint appl. of C. St. L. & N. O. and Ill. Cent 
for a certificate authorizing former to construct and latter to operate 
a line from a point near Central City to a point at or near mine of 
W. A. Wickliffe Coal Co. in Muhlenberg County, Ky. 
December 14—Washington, D. C.—Jt. Bds. 68 and 273: 
MC 7799, Subs. 5 and 6—Richard F. Kline, Frederick, Md., certif- 
cate to extend operations. ‘ 


December 14—Washington, D. C.—Examiner Weems: 
Ex Parte 72, Sub. 1—Subordinate officials of Western Fruit Express 
Co. and Burlington Refrigerator Express Co. 


December 15—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 14: 
MC 50655, Sub. 15—Gulf Transport Co., Mobile, Ala., certificate to ex. 
tend operations. 
* MC 105384—Columbus Coach Co., Columbus, Miss., certificate. 
December 15—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 157: 
MC 105196—Northeast Alabama Bus Co., Fort Payne, Ala., certificate. 
December 15—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 
* MC 29957, Sub. 47—Tri-State Transit Co. of Louisiana, Inc., Shreve 
port, La., certificate to extend operations. 


December 15—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
* MC 96484, Sub. 1—W. H. Morris, Middletown, N. Y., certificate to ex- 
tend operations. 
December 15—Cairo, 11!1.—County Ct. House—Jt. Bd. 149: 
MC 105262—Cairo Motor Transit Corp., Cairo, Ill., permit. 


December 15—Chicago, I!1—Sherman Hotel—Jt. Bd. 13: 
MC 6894 Sub. 6—Melvin Trucking Co., Peoria, Ill., certificate to extend 
operations. 
December 15—Danville, Va.—U. S. Ct.—Examiner Angle: 
MC 71517 Sub. 1—Albright Transfer Co., Danville, Va., certificate to 
extend operations. 
December 15—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36 
MC 2444, Sub. 1—Roberts Transfer, Leavenworth, Kan., ce 
extend operations. 
MC 75670, Sub. 2—Turnbow Ship-By-Truck, Warrensburg, Mo., cet 
tificate to extend operations. 


Okla.—Hotel Skirvin—Examiner Bor. 
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Watch Display advertisements on the 
index page of TRAFFIC WORLD. 





Decatur Cartage Co. 


WALTER MULLADY, President 


& Wentworth Ave., Chicago 16, Ill. Telephone—Victory 600) 
* R. A. BAENSCH, V. P.-Traffc 


COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C! 
No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No: 4856-RX; U. S. Customs Bond. Esta 
lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,00: 
Property Damage, $50,000. 


Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis 
St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 
map ... served day and night by our great fleet of modern transports . . . affording a trat® 
portation service whose dependability amply proves that ““FOR SHIPMENTS MIDWEST, 
DECATUR IS BEST.” , 
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- PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mar., Peoria, Illinois 





, Okla., 


Butler, 


and Jt. 


y, Kan, 


> extent Y FASTER — DIRECT — L.C.L. — RAIL SERVICE 
T0: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


> operate Pick Up and Sas Bies Door Dalivery tod included at rates 
mine ¢f no higher than rail. 


_ cot $} PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 


Specify Air Express 





we of dollars are lost annually by the 

Offices and Agencies in Principal Cities ordinary slow-downs of business and indus- 
gine try due to the constantly recurring need for 
a '. 
















tools and materials and waiting for delivery! 

AIR EXPRESS can close many of those gaps ! 
between planning and performance, save many 
of those dollars! 

As you put new production plans into opera- 
tion, you will find AiR EXPRESS at your 
service with expanded facilities for help- 
ing you cut the high cost of idle 
machines, idle labor, idle goods. 
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A Money-Saving, 
High-Speed Tool 
for Every Business 
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p ae With additional planes now available for all important types of 
traffic, 3-mile-a-minute Air Express directly serves hundreds of U.S. 
cities and scores of foreign countries. Thousands of shippers are 

— saving substantial sums through Air Express, employing its 

I ” 


Services in 
Washington, D. C., and 


economy and efficiency in an ever-increasing number of ways. 


WRITE TODAY for ‘“‘Quizzical Quiz’”— a booklet packed with 




































facts that will help you solve many a shipping problem. Dept. 

“ P PR-13, Railway Express Agency, 230 Park Avenue, New York 17, 
s oO e Commercial zone: N. Y., or ask for it at any local office. 
tory 600\§)} 1. Pool Car Distribution—On B. & O R. R. 
P.-Traffic Siding—Economical—Fast—Dependable 
0; P.S. ol 2. Local Cartage Y ZOS 
Bond. Esta 

- $50,000: 
000 The Jacobs Transfer Company, Inc. pha inege 
amp” Established 1857 cs there FES. 
ly Qe 61 Pi > ie ee e . 
dingo orce Street, N. E * Weskingue 2, B. C Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
MIDWES! Phones: Decatur 7603, District 2412 


Representing the AIRLINES of the United States 
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Classified Adver 





pe hn place in print covering the entire field of transportation and, 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line ge avy Classified display —$15 a column inch.) 
a 6 time.Classified display discount ‘ 


1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


WANTED—Rate Specialist, acquainted with diversified commodities. 
One capable of rating, routing shipments, auditing freight bills, prepar- 
ing rate adjustment data and handling I. C. C. rate cases. Good salary, 
exceptional opportunity. Give experience, education, age, references, 
other details. Box 297, Traffic World, Chicago office. 


TRAFFIC MANAGER available. 12 years’ experience full charge 
shipping, receiving, warehousing, distribution and purchasing. Thorough 
knowledge all phases traffic, rates, tariffs, transportation law and regu- 
lation. Capable handling men, large volume business. La Salle grad- 
uate, age 34. Box 299, Traffic World, Chicago office. 


TRAFFIC MANAGER with 19 years experience desires change. Can 
organize and direct a modern traffic department and take complete 
charge of all phases of traffic and transportation. Age 42. Excellent 
references. Reply to Traffic World Box 300, Chicago office. 





{TRAFFIC MAN, 30, seeks position New York metropolitan area, 
Experience rail, motor, rates, routes, claims. Presently employed with 
large Eastern railroad. Box 301 Traffic World Chicago office. 


POSITION WANTED—Traffic Manager. 20 years’ experience rail- 
road, industrial, association. Law-trained. Registered practitioner. 
Fully competent any field. Box 302, Traffic World, Chicago office. 








TRAFFIC MANAGER, 42, married, now employed, 20 years’ experi- 
ence handling tremendous volume tonnage rail, motor, water, air; keen 
knowledge transportation problems. 
office. 


Box 303, Traffic World, Chicago 





FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $1950 each! 


Which of these cars could you use? 


10—Hopper, Double, 50-Ton 

10—Hopper, ae 50-Ton 
90—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 

8—Ballast, Composite, 50-Ton 

10—Box, 36-Ft., 40-Ton 

3—Dump, Koppel, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
3—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Fliat, 40-Ft., 40- and 50-Ton 
35—Gondola, Composite, 36-Ft. and 40-Ft., 40- and 50-Ton 
6—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 
10—Tank, 10,000 Gallon, 50-Ton 


Perhaps this list also has some other cars yen could use to very 
beneficial advantage now? 
All cars are priced fo selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicage 33, Illinols 
“ANYTHING containing IRON or STEEL" 





VICTORY 
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December 15—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bds. 39 and 17. 
MC 69419, Subs. 19 and 21—Groendyke Transport Co., Enid, Okla, 
certificate to extend operations, 
December 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofzlo: 
MC 105297—F. W. Childs, Guys Mills, Pa., certificate. 
December 15—Washington, D. C.—Argument: 
29140—Accounting for post driving to arrest water pockets and muq 
heaves. 
December 15—Washington, D. C.—Examiner Bennett: 
MC 101349, Sub. 15—M. I. O’Boyle & Son, Washington, D. C., certig. 
cate to extend operations. 
December 16—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 105300—H. Kaufman, Ozone Park, N. Y., permit. 
December 16—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 5374, Sub. 1—Little’s Produce Co., Freeman, Mo., certificate to 
extend operations. 


December 16—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
MC 105333—S. Andalora, Fairbank, Pa., certificate. 
December 16—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 65: 
MC 10900, Sub. 6—McCullough Transfer Co., Youngstown, 
tificate to extend operations. 
December 16—Sioux City, la.—Warrior Hotel—Examiner Myers: 
MC 32213, Sub. 1—L. R. Porter, Mitchell, S. D., certificate to extend 
operations. 
December 16—Washington, D. C.—Examiners Molster and Carter: 
* Finance 14718—Appl. of N. Y. C. for authority to lease live stock 
loading and unloading facilities of Cleveland Union Stock Yards Co, 
* 28421, Sub. 1—B. & O. et al. vs. Livestock Terminal Service Co, 


December 16—Washington, D. C.—Examiners Albus and Grutzik: 
* Finance 14773—Appl. of B. & C. R. R. and A. F. Sortwell for authority 
to former to purchase physical property and franchises of Montpelie: 
& Wells River R. R. and latter to acquire control of such property 
and franchises. 
* Finance 14772—Appl. of B. & C. R. R. for authority to issue note, 
December 18—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 51369, Sub. 2—J. T. Goodliffe, Mamaroneck, N. Y., certificate to 
extend operations. 
MC 93937, Sub. 4—H. Anderson, Greenlawn, N. Y., 
tend operations. 
December 18—Birmingham, 
Yardley: 
MC 71516, Sub. 17—Alabama Highway Express, 
Ala., certificate to extend operations. 
December 18—Danville, Va.—U. S. Ct.—Jt. Bd. 103: 
MC 59238 Sub. 18—Virginia Stage Lines, Inc., 
certificate to extend operations. 
December 18—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 52825, Sub. 3—C. E. Whitworth, Wichita, Kans., certificate to ex- 
tend operations. 
December 18—Madison, Wis.—State Comm.— Jt. Bd. 96: 
MC 53087, Sub. 7—Clipper City Transit Co., Manitowoc, Wis., certif- 
eate to extend operations. 
December 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
MC 77150 Sub. 1—Pittsburgh Warehouse & Van Co., Inc., Pittsburgh, 
Pa., certificate to extend operations. 
December 18—Sioux City, la.—Warrior Hotel—Jt. Bds. 184 and 148: 
MC 103338, Sub. 2—Overland Stages, Bloomfield, Neb., certificate to 
extend operations. 
MC 105339—E. E. White, Vermillion, S. D., certificate. 
December 18—Tulsa, Okla.—Mayo Hotel—Jt. Bds. 88 and 217: 
MC 58441, Subs. 2 and 3—Breeding Motor Coaches, Muskogee, Okla. 
December 18—Washington, D. C.—Argument: 
29122—-Bacon Brothers et al. vs. A. G. S. et al. 
29013—Carstens Packing Co. vs. G. N. et al. 
December 18—Washington, D. C.—Examiner Schutrumpf: 
* MC 60847, Sub. 3—Standard Trucking Co., Perth Amboy, N. J. 
December 18—Washington, D. C.—Examiner Card: 
MC 88904, Sub. 1—Davis and Sullivan, Indianhead, Md., certificate to 
extend operations. 
December 19—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner. 
MC 46879 Sub. 2—Walters Transit Corp., Long Island City, N. Y. 
certificate to extend operations. 


December 19—Chicago, IIl.—Hotel Morrison—Chairman Patterson: 
13528—Investigation of power brakes and appliances for operating 
power brake systems. 
December 19—Cincinnati, O.—Gibson Hotel—Jt. Bd.58: 
MC 1222 Sub. 7—Reinhardt Transfer Co., Portsmouth, O., 
to extend operations. 
December 19—Duluth, Minn.—U. S. Ct.—Jt. Bd. 142: 
MC 28779 Sub. 6—Matthews Freight Service, Inc., 
Minn., certificate to extend operations. 
December 19—Kansas City, Mo.—Hotel Pickwick—Examiner Cosby: 
MC 105312—Stevenson Transfer & Burnett BONDED Warehouse, 5# 
lina, Kans., certificate. 


December 19—Lynchburg, Va.—U. S. Ct.—Examiner Angle: 
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Ala.—Thomas Jefferson Hotel—Examiner 
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certificate 


Grand Rapids 


|. & S. M-2472—Pipe, fittings, Radford and Lynchburg to N. C. até 
s. ¢. 
December 19—Milwaukee, Wis.—Hotel-Schroeder—Jt. Bd. 95: 
MC 17227, Sub. 7—Lindner Bros. Trucking, Inc., Cudahy, W's., per 


mit to extend operations. 


December 19—Pierre, S. D.—State Comm.—Jt. Bd. 185: 
MC 105340—F. Metzinger, Martin, S. D., certificate. 
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i You get two important marketing advantages when you 


warehouse at strategic river terminals. First, improved cus- 








































sa | tomer service becomes easy. Second, shipping costs drop 
“a Grenouses eax: 
Today, many key distributing centers reached by rivers, 
, certifi. . provide public facilities for handling and storing barge loads 
yner: . . . . and a complete, precision waterways transportation 
on the rivers system carries every kind of shipment from heavy machin- 
cate to f P ery to sugar. 
‘ofalo: pay a pronr... Write for the Union Barge booklet. See what modern river 
spe ed de j iveries equipment looks like. And ask for rates. Learn what Union 
om Barge service means in the distribution of your particular 
P tiae product. Bring yourself up-to-date on a proved answer to 
competitive selling. 
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HOW TO STOP CLAIMS 
BEFORE THEY START! 


TO HALT DAMAGE, LOSS, DELAY: 


A Few Minutes Invested Now Can 
Save You Costly Hours Later! 
CONTAINER—Is it sound? Are re-used 


containers re-inforced? There’s a lot of precious time wasted every time 
you file a claim. Time to file it. Time to soothe 
CONTENTS— Do they fit snugly? Are : : mt oS : 
articles carefully separated? irate customers. Time to ‘make good’ with a 
substitute shipment. Time—and money—that 
SEAL— Tape all seams carefully. Be - y no 
sure tape sticks. refund can replace. 


MARKING—Do marks and addresses So isn’t it better to prevent claims in the first 
on package and bills tally? Labeled place? Especially when these simple rules make 
a er ee prevention of claims so easy! 

HANDLING —Take time to handle 


each package carefully and accord- 
ing to warning label. 


This Message Published in the Interest 
of Better Shipping by 


tne AMERICAN TRUCKING woustex 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON, D. C. 





